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MOTOR VEHICLE REGULATION 


We find ourselves in entire agreement with the views 
expressed by President A. G. Patterson, of the National 
Association of Railroad and Utilities Commissioners, at the 
convention of state commissioners last week, when he said 
that, if motor vehicle transportation can be carried on for 
the people at a lower cost than rail transportation, and the 
difference in cost is sufficient to warrant consideration, that 
alone might justify the granting of a certificate to a motor 
vehicle carrier, and that, under such circumstances, motor 
vehicle transportation should not be denied because the rail 
carrier could carry all the persons and goods offered and 
would be injured by the competition of the motor vehicles. 


Always the people are entitled to the cheapest form of 
transportation that can be found. But it should, of course, 
be understood that, before the advantages to shippers and 
travelers are reckoned, there should be no undue favor 
granted to any of the competing agencies of transportation. 
In the case of motor vehicles, they should be allowed to reap 
every advantage that their cheapness and mobility give them, 
after they are put under wise regulation, that regulation being 
applied, not for the purpose of equalizing conditions as 
between them and the railroads, but for the purpose of 
protecting the shippers and travelers and the public in 
general, as well as the men who are engaged in the motor 
transport business and wish to make it stable and depend- 
able. The equalizing of competitive conditions is only an 
incidental consideration, made necessary by the desire for 
fair play and honest business methods. If a shipper or a 
traveler is entitled to the cheapest and best he can get, no 
matter who is hurt (as he is) the one who is hurt has at 
least a right to expect that fair and honest methods be used 
before the best and cheapest are determined. 


For the protection of the public, motor vehicle common 
carriers that use the highways as a place of doing business 


should pay for the privilege, that there may be some rebate 
to the taxpayer for the money spent in providing this place 
of business ; for the protection of the shipper and the traveler, 
the financial responsibility of the motor transport company 
ought to be a prerequisite for permission to do business; as 
a protection to the persons engaged in the motor transport 
business, permission to operate ought not to be granted where 
there are already motor transport companies in operation, 
able to take care of the business offered; as a protection to 
the railroads, already in the field, motor transport operation 
ought not to be allowed except on a showing that there is 
a legitimate field for such operation, offering lower rates or 
better service, or both, under properly safeguarded condi- 
tions. This, we believe, can often be shown and, where it 
is shown, the railroads must take a back seat. Of course, 
it must be borne in mind, as a part of the situation, that 
transfer of business from the rails to the motor vehicles 
decreases the business of the railroads, hence decreases their 
revenue, and thus has a tendency to compel higher rates for 
the part of the business the rails still carry—for it is a part 
of the transportation policy of the country (as it must be) 
to allow the railroads a living wage. This is not an objection 
to motor vehicle transport, but it is a fact to be faced. 

The brief of Alfred P. Thom, general counsel of the 
Association of Railway Executives, in the Commission’s 
inquiry into motor vehicle operation, it is interesting to note, 
approaches the question from this point of view of public 
interest. Some, no doubt, will say that this is mere camou- 
flage on the part of the railroads—that they have their own 
and not the public interest in mind. That may or may not 
be true, but, whatever the motive, Mr. Thom’s approach is 
the correct one. The kind and quantity of regulation of 
motor vehicles must be determined in the public interest— 
not in their own or in that of the railroads. From that 
point of view, the brief is interesting and convincing, not 
the least interesting part of it being his treatment of the 
question of use by motor vehicles of the highways as a place 
of doing business. This is a point that is too often over- 
looked and we are glad that Mr. Thom went into it, though 
he made no definite recommendation. Speaking of the public 
interest he said: 


Then, there is an additional public interest as to whether or 
not any given use for hire of the public highway will adversely 
affect a large and important public interest of users by motor 
vehicle of that same highway not for hire. There ought to be 
somebody to determine that question. There are thousands of 
owners of automobiles who desire the free use of a public highway 
and who demand that they shall not be excluded from it by un- 
necessary uses of vehicles attempting to make money out of the 
use of that highway. The question arises whether or not any 
given use will unduly exclude other users of the highway; and 
some public authority ought to be authorized to determine that 
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ILLINOIS TRACTION SYSTEM 


Traffic Department Representatives 
DANVILLE, ILL., 32 South Vermilion St.— 
J. E. DILLON, General Agent. 


DECATUR, ILL., 600 North V; ke St.— 
L. C. BUNDY, General i a . 


DETROIT, MICH., 703 Transportation Bldg.— 
BEACH. General Agent. - 


—— CITY, MO., 211 Ry. Exchange Bldg.— 


BIRMINGHAM, ALA., 737 1st Natl. Bank Bldg.— 
L. POOLE, General Agent. 


BLOOMINGTON, ILL., South Madison St.— 
H. JOHNSTON, General Agent. 


CHAMPAIGN, ILL., 41 East University St.— 
G MANLEY, General Agent. 


CHICAGO, ILL., 208 South LaSalle St.— 
D. R. PECK, General Agent. 


CINCINNATI, OHIO, Room 301 Bell Block, 6th 


. W. 


and Vine Sts.— 


ALVIN ROEHR, General Agent. 


CLEVELAND, OHIO, 415 Swetland Bldg.— 
J. M. BOAK, General Agent. 


DALLAS, TEX., 618 Santa Fe Bldg.— 
ED. R. HORTON, General Agent. 


Freight Connections and Junction Points on 
Main Division 


Alton & Eastern— 
Granite City, Ill. (via Alt & Sou or 

St.L.M BT) 
Venice, Ill. (via So Ry. V & C Beit) 


Alton & Southern— 
Granite City. Ill 
Venice. It! (via SoRy V & C Belt) 


Atchison, Topeka & Santa Fe— 
East Peoria. Ll. (via P. & P. U>) 
Morton, Ill. 


Baltimore & Ohio— 
Granito City, Ill. (via Alt & Sou or 
St. L.M B.T>». 
Springfield. IU. 
Venice. Ill. (via So Ry. V. & C. Belt! 


Chicago & Alton— 
Anderson, Ill. 
East Peoria. Ill. (via P_ & PUY) 
Granite City. Il] (viaSt LM BT >. 
Selbytown., Ill. 
Springfield Il! (vial C or S T) 
Venice Til (viaSo Ry V.&C Belt) 
Westcart. IU 


Chicago & Eastern IIlinois— 
Bronson, IU 
Glover. Ill. 
Granite City. IU. (viaSt LM BT) 
Westville. Il. 


Chicago & Illinois Midland— 
Auburn. Ill. 
East Peoria. Ill. (via T & P U> 
Springtield. I) (via I C or 8S T) 
Chicago & North Western— 
Benld, Il. 

Kast Peoria Ill. (via P.& PU) 
Chicago, Burlington & Quincy— 
East Peoria, Ill. (via P & P U> 

Girard, Ll. 

Granite City. Ill. (viaSt LM BT» 
St Louis. Mo. (viaSt L M BT») 
Venice. Ill (viaSo Ry V.&C Bel) 


Chicago, Rock Island & Pacific— 
East Peoria. Il. (via P.& P UD 
Granite City, I). (via St.L.M.BT) 
St. Louis, Mo. (via St. L.M BT) 


Cincinnati, Indianapolis & Western 
Decatur. Il). (via Wabash Ry.) 
Springfield. Il). 

Clevelahd, Cincinnati, Chicago & 

St. Lovis— 
Bloomington, Til. 
Danville (Hillery), LL. 
Ea-t Peoria, Ill. (via P. & P. U) 
Granite City, Ill. (via St.L.M BT) 
Mackinaw, Ill. 
Venice, Ill. (via So. Ry. V & C. Belt) 


East St. Louis & Carondelet — 
Granite City. Ill. (vie St.L M BT) 


Bont Se. Louis, Columbia & Water- 


joo— 
Granite City, Ill. (via Alt. & Son. or 
St. L. M. B. T.). 

East St. Louis Connecting— 
Granite City, Ill. (viaSt L M B.T.) 
Venice, Ill. (via So. Ry. V &C Belt) 

East St. Louis Junction— 

Granite City, Ill. (via St L.M RT.). 

Vonice, Ill. (via So. Ry. V. & C. Belt) 
Illinois Central— 

Bloomington, III. 

Decatur, Ill. (via Wahash). 

East Peoria, Ill. (via P_& PU) 

Granite City, Ill. (via Alt. & Sou. or 

8t. L. M. B. T.). 

Moore, Ill. 

Seymour. II. 

Springfield, Ill. 

Venice, Ill. (vis So. Ry. V.& C Belt) 

Illinois Terminal— 

Edwardsville, IIL 


Illinois Transfer— 
Granite City. Ill. (via St.L.M B.T) 


Litchfield & Madison— 
Granite City, Ill. (via Alt. & Sou or 
M. B. T.). 


Moore, Il. 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Worden, fil. 
Louisville & Nashville— 
Granite City, Ill. (via Alt. & Sou.)or 
St. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt.) 


Cc. F. 


W. H. WYLIE, 
Traffic Manager, 
Springfield, Ill. 


Manufacturers— 
Granite City, Il] (via St L M B.T.). 
St Louis, Mo. (viaSt L M B.T). 


Minneapolis & St. Louis— 
East Peoria [l. (via P & P. U) 


Mississippi Warrior Service— 
Granite City, Ill. (via 8t. L. M B T 
or Alt. & Sou ). 
St. Louis, Mo. (via St. L. M. B T) 
Venice, Ill. (via So. Ry. V. & C. Belt) 


Missouri-Kansas-Texas— 
Granite City, IU. (via St L.M 
St Louis. Mo (via St. L. M 


Missouri Pacific— 

Granite City, Il. -(via Alt. & Sou. or 
St L.M B T.). 

St Louis. Mo (via St. LL MB T) 


Mobile & Ohio— 

Granite City, IN. (via Alt. & Sou o: 
St L M BT). 

Venice, Il (via So. Ry. V.& C Belt) 


New York, Chicago & St. Louis— 

Bloonungton, Il. (via C. C. C. & 
St. L. or Il. Cent.). 

East Peoria Ill. (via P. & P. U) 

Edwardsville, Ill. (via I T. Co) 

Granite City, Ill. (via Alt. & Sou o: 
St L. M. B. T.). 

Ridge Farm, Ill. 

Venice, Ill. (via So. Ry. V & C. Belt) 


Pennsylvania R. R. System— 
Decatur, 11) (via Wabash Ry.). 
East Peoria, 1. (via P. & P. Ud. 
Granize City, Il. (via Alt. & Sou. or 

St L. M. B. T.. 
Morton, Ill. (via A. T. & S F.) 
Venice. Ill (via So. Ry. V. & C. Belt) 


Peoria & Eastern— 
Bloomington, I 
Danville (Hillery), Hl. 
East Peoria, Ill. (via P. & P. U2). 
Muckinaw, Il. 
Peoria & Pekin Union 
Last Peoria, Il. 


Peoria Ry. Terminal Co.— 
Last l’coria, Il. (via P. & P. U.). 


St. Louis & Belleville Electric~ 

Granite City, Hl. (via Alt. & Sou. or 
St LN B. T.). 

Venice. Ul. (via So. Ry. V. & C. Bel) 


St. Louis & O’Fallon— 
Granite City, Ill. (via Alt. & Sou. or 
St.LM.B T.).. 
Vonice, Il. (via So. Ry. V. & C. Belt). 


St. Louis & Ohio River— 
Granite City, I. (via Alt. & Sou. or 
&. L. M. B. T.3. 


St. Louis Belt & Terminal— 
(iranite City, I. (via St.L.M B.T.). 
St Louis. Mo (via St.L.M B T) 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Il. 
St. Louis, Mo. 


St. Louis-San Francisco— 
Granite City, I (via St.L.M.B.T ). 
St. Louis, Mo. (via St. L. M. B. T.). 


St. Louis Southwestern— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
St Louis, Mo. (via St. L. M.B T). 
St. Louis Transfer— 
Granite City, Ill. (vio St.L.M.B.T ) 
St Lovis, Mo. (via St. L. M. B. T.) 
St. Louis, Troy & Eastern— 
Fdwardsville, Il. 
Granite City, Ill. (via Alt. & Sou. or 
St L. M. B. T.). 
Venice, Il. (via So. Ry. V. & C. Belt). 
Southern— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Southern (V. & C. Belt)— 
Granite City, Ill. (via Alt. & Sou. or 
St. L.M B.T). 
Venice, Ill. 


Springfield Terminal— 
Springfield, Il) 
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Gent, General Agent. 


MEMPHIS, TENN., 33 P. — 
_—_ 5 orter Bldg 


MILWAUKEE, WIS., 601 Ry. Exchange Bldg.— 


J. C. McCUTCHEN, General Agent. 
Se MINN., 1139 Metropolitan Life 


C. A. CANNING, General Agent. 


STIGLER, General Agent. 


E. E. KESTE 
Assistant Traffic = 
Springfield, Il. 
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Terminal Railroad Association of 
St. uis— 

Granite City Ill. (via St.L.M.R T) 

St Louis, Mo. (via St. L.M B.T >. 

Venice, Ill. (via So. Ry. V & C. Belt) 
Toledo, Peoria & Western— 

East Peoria, Ill. (via P & P. U.) 
Wabash— 

Danville (Tilton), Il. 

Decatur, Ill. 


Granite City, Ill. (via St. L. M. B. T. 


or Alt. & Sou.) 
Riverton, Ill. 
St. Louis, Mo. (via St. L. M. B. T.). 
Springfield, Il. 
Staunton, Il. 
Urbana, IIL. 


Venice, Ill. (via So. Ry. V. & C. Belt). 


Wiggins Ferry Co.— 
Granite City, IN (via St.L M B.T.) 
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NEW YORK, N. Y., 501 Mariti 
L. B. KELZ, General Agent. 


PEORIA, ILL., 630 South Washington St.— 
W. M. LONG, General Agent. 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, General Agent. 


SPRINGFIELD, ILL., Ninth and Ad =e 
E. L. McKEE, General Agent. ae 


TULSA, OKLA., 818 Clinton Bldg.— 
L. W. GENT, General Agent. 


me Exchange— 





W. H. BLAIR, 
Chief Tariff Bureau, 
Springfield, Ill. 
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- Freight Connections and Junction Points 
(Illinois Valley Division) 


Atchison, Topeka & Santa Fe— Chicago, Rock Island & Pacific— 


Streator UL Do Pue, Ill 
Ottawa, Ill 
Chicago & Alton— Marseilles, Il. 


Minooka. Ill (via F. J. & E.). 
Spring Valley, IIL (via C. & N. W.). 

_ Utica, 

Elgin, Joliet & Eastern— 
Minooka, Ill. 
Rockdale, Ili. 

New York Ceatral— 
De Pue, Ill. (via C. R. 1. & P.). 
Streator, IL 

Wabash— 
Streator, Ill. (via A. T. & 8. F.). 


Streator. Ill. (via A. T. & S. F.). 


Chicago & North Western— 
Spring Valley. lll. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator. lll. (via A. T. & S. F.). 


Chicago, Milwaukee & St. Paul— 
DePue. Ill. (via C. R. 1. & P.). 
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November 20, 1926 


question of public interest between these two users of a common 
bight there is the additional question of what the effect on 

: hwa , itself of a proposed use of it for hire will be. Will it 
the hig fect in the destruction of the highway out of proportion 
have an “fuiness to the public? Will it largely and unduly increase 
p ypc | burden of expense for maintenance in order to provide 
the eng which carriers for hire can make money? There ought 
tend some public authority vested with the power to determine 
that question 12 which the public is interested. 

Mr. Thom also calls attention to what ought to be 
senerally known but seems to be generally forgotten—that 
de railroads did not start the agitation for regulation of 
interstate motor vehicle transport. It was started by the 
National Automobile Chamber of Commerce a t a meeting 
in Chicago in May, 1925, which meeting resulted in the 
Midwest Transport Conference, because of certain decisions 
of the U. S. Supreme, Court declaring that the individual 
states had no power over interstate commerce. The Midwest 
Transport Conference, by resolution, declared that Congress 
should enact legislation to make possible public regulation of 
the common carrier motor vehicle engaged in interstate com- 
merce. Even before this the question had been referred 
to in the report of the Joint Commission of Agricultural 
Inquiry (1921) and the report of a committee of t he United 
States Chamber of Commerce (1923). We might point 
out also that the motor bus division of the American Auto- 
mobile Association is sponsoring a bill in Congress for the 
regulation of the motor bus in interstate traffic. 

The point to all this is that those who regard the ques- 
tion of motor vehicle regulation as merely an attempt on the 
part of the railroads to do something to suppress a com- 
petitor are not acquainted with the facts and are not dealing 
with the matter in the broad spirit that its nature requires 
for proper solution. 


PATRIOTISM IN SHIPPING 

The Detroiter, official publication of the Detroit 
Board of Commerce, is indignant because Chairman 
O’Connor, of the U. S. Shipping Board, at the hearing 
held in Detroit recently for the purpose of ascertaining 
views as to what should be done about the American 
merchant marine, lectured Detroit exporters for their 
use of foreign ships instead of American bottoms, accus- 
ing them of lack of patriotism. We do not wonder at 
the indignation if Mr. O’Connor did what he is accused 
of doing. He was there to learn the views of Detroit 
men, not to reform their practices. That was the bad 
taste of it. 

As to the practice itself of using foreign bottoms, 
business men must use the agency of transportation that 
is best fitted to their needs. If a foreign ship can give 
them an advantage that an American ship cannot, they 
would be foolish not to use it. They cannot be expected 
to spend their money or forego legitimate profit in order 
to satisfy Mr. O’Connor’s ideas of what is patriotic. 
Moreover, much of the use of foreign bottoms is at the 
request of foreign purchasers of American goods. They 
want the goods shipped in the vessels of their own coun- 
try and one would say that this was their right If we 
want their trade we must conduct business with some 
regard for their wishes. Of course, this kind of talk is 
what Mr. O’Connor calls the result of foreign influence, 
foreign propaganda, and foreign money. Anyone who 


THE TRAFFIC WORLD 


1165 


does not agree with Mr. O’Connor as to shipping policies 
has been bribed by “foreign gold.” 

The question, in a nut shell, is this: American ships, 
under present conditions, cannot compete with foreign 
vessels without some form of subsidy, direct or indirect. 
Shippers, as such, would not object to that but, as citi- 
zens and taxpayers, they might object and so might that 
part of the public not directly engaged in shipping. Is 
an American merchant marine worth what it would cost 
to the taxpayers of the nation? It there any considera- 
tion, except that of the national defense, that warrants 
the levying of the cost against the taxpayers and is that 
consideration strong enough to justify the cost? If so, 
it should be paid, but it should be paid by the public that 
is being defended and not by merchants and manufac- 
turers who must avail themselves of trade advantages if 
they are to maintain their prosperity. They are not to 
be rightfully accused of lack of patriotism if, in the 
absence of methods that place American bottoms within 
their reach, they give their business to foreign vessels. 


HOW TO GET BUSINESS 

The Great Western Magazine has been conducting 
a prize essay contest on the subject, “How to Get More 
Business.” Three prizes have been awarded, third prize 
being split between two contestants whose papers were 
found to be of equal merit. It is noticeable that none 
of the four winners was connected with the traffic depart- 
ment. The winner of first prize was a yard clerk; 
second prize was won by a hostler; third prize was 
divided between a brakeman and a conductor. There 
may be some food for thought in this fact. One might 
think that traffic employes were not eligible to compete 
for the prizes, but they did compete and a few of them 
received honorable mention. The essays, by the way, 
were not judged as to style or grammatical construction, 
but solely on the basis of practical ideas. The second 
prize winner, after telling how to start the business of 
getting business, said: “Then get in communication with 
the traffic department.” One of the winners of third 
prize says: “Advertise.” We hope the Chicago Great 
Western will follow the opinion of its magazine’s judges 
in deciding that this is a good way to get business. 


CHAMBER’S VIEWS TO COOLIDGE 


John W. O’Leary, president, and Robert R. Ellis, southern 
vice-president of the Chamber of Commerce of the United States, 
submitted to President Coolidge this week the Chamber’s views 
on current economic problems, including railroad consolidation, 
postal service, and parcel post with Cuba. The chamber usually 
follows this course before the President prepares his annual 
message to Congress. The statement left with President 


Coolidge included the following with reference to the subjects 
indicated: 
Railroad Consolidations 

It is generally accepted that some degree of railroad consolida- 
tion is desired. Under the present laws there are serious obstacles 
to such consolidation, such as are found in connection with valua- 
tions, minority stockholders, short or weak lines. Congress might 
well modify the laws so that the Interstate Commerce Commission 
can approve proper consolidations and thus assure to the public 
effective and reasonable railroad transportation. 

The National Chamber is convinced that it is practicable to 
remove these obstacles by legislation and that such action will con- 
stitute one of the most important activities which the coming 
Congress can take. 

Postal Service 


Since no branch of the government more constantly affects 
business than the postoffice, the Chamber finds insistent demand 
from its members for improvement of the postal service. The post- 
office has not kept abreast of the improvements which private in- 
dustry is constantly developing. The Chamber’s recommendations 
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offer constructive suggestions such as the complete removal of city of Sioux Falls, the largest commercial center in South Dakot 
the office of postmaster from politics; separate handling of parcel a city of more than 30,000 population, which serves a very larg, 
post; working of first-class mail in transit whenever this will territory in this state and in other states and which is how in 
expedite delivery; the carrying out of a sound building program direct commercial competition with the aforesaid cities, MOSt vigor. 
to allow efficient handling of the mails, and a permanent planning ously protests against any act of the government which Would 
organization in the Postoffice Department for the development of extend any unwarranted preference and advantage to Commercia} 
improved equipment of methods and plans for future expension. centers located on the said river by forcing the rail carriers to join 

With respect to postage rates, the Chamber stands for a sound in rates lower than they now charge and collect for simil : 
adjustment on a scientific basis with due consideration of all factors, 


ar vin 

now performed by them wholly by railroad. If joint rail and ba 

including the movement of mail matter required in the public rates and service are to be established to the head of navigation 

interest. In the existing rates there are features which are incon- we urge that relative and reasonable joint charges and service should 

sistent with the sound principles of rate making. The prompt estab- be established to other cities and communities in this section, Any 

lishment of proper permanent rates is of great importance. preferential charges or service restricted to the use of any commercial 
Parcel Post With Cuba center would be unjust, unreasonable and discriminatory and dir 


’ . : . opposed to the public interest. 
A critical situation has arisen vital to American trade with Cuba between rail and barge carriers are to be established for the s 
and which calls for early action by Congress. Because of American 


h 
_ Be of 1927, the whole system should be announced and publisheg 
legislative restrictions on importation of certain items of merchan- same time. 

dise it appears likely that the Cuban government will discontinue 


Be it further resolved, that copies of this resolution be 
relations established with this country under the temporary parcel 


A . sent 

1 ar Hon. Dwight F. Davis, secretary of war, to the Hon. Joseph B " 
post convention through which the trade of our country is recelving 

substantial benefits. 


man, chairman of the Interstate Commerce Commission, and hg 
South Dakota United States senators and representatives in Congress 
In order that there may be a continuation and a development of $8, 
those benefits the national Chamber urges removal of the legislative 

restrictions as to the quantity of Cuban cigars and cigarettes which 
may be imported into the.United States. These restrictions, enacted 


in 1866, to deal with conditions which have now substantially changed, STATE REPARATION INQUIRY 
prevent that mutual advantage in the use of the parcel post which 
is essential if successful convention with Cuba is to be maintained. 


The Traffic World Washington Buren, 
A bill has been introduced in the House to remedy this situation Argument in Ex Parte No. 88, in thé matter of the aut 
and the national Chamber hopes that it may be enacted. 


hority 
of the Commission to approve after August 31, 1920, a red ‘ 


uction 

alee in rate on an award of reparation by state authority on intra. 

BARGE-RAIL RATE CASE state traffic which moved in the period March 1 to August 31, 

The Trafic World Washington Burenn 1929, was heard by the Commission November 11. 

pina ee of ae John S. Burchmore, appearing for the National Industrial 

Filing of a formal complaint by or in behalf of Twin Cities Traffic League, said his personal view differed somewhat from 

shippers having for its object forcing the establishment of joint the view expressed in the League’s brief, filed some time ago 

rail-barge rates between Chicago and the Twin Cities is expected with the Commission, which he said had been prepared by one 

to bring claims from all the territory in competition with Chicago of his associates. In the brief filed by the League, he continued, 

and the Twin Cities for like treatment. Directors of the Sioux the position was taken that the Commission had authority only 

Falls chamber of commerce have already adopted resolutions to approve something a state commission had done—that it had 

protesting against the making of rates by or in connection with purely an appellate authority and no primary authority in the 

the government barge line that would give Twin Cities an ad- premises. He said he felt the law was otherwise. He con- 

vantage. In the alternative, the protesting directors urged that tended that the Commission had original jurisdiction with respect 

if rail-barge rates were given as requested, “that relative and to awards of reparation as result of application of unreasonable 

reasonable joint charges should be established to other cities rates in the guaranty period on intrastate shipments. In ap- 
and communities in this section.” 


proving an award of reparation by state authority, the Com- 
Like action will be taken, the Sioux Falls action indicates, mission, Mr. Burchmore believed, would have to pass on the 
in the event the barge line shall undertake to publish rates of Teasonableness of the rates in issue. 

the character indicated. In such an event the routine would be 


William §S. Bennet, attorney for the Edward Hines Hard- 
to ask for the suspension of any rates the barge line might un- wood and Hemlock Company, said the statute conferred no 
dertake to establish. Inasmuch as it is not the understanding OVriginal jurisdiction on the Commission with respect to repar- 
of the interested railroads that they have given the barge line tion awards on shipments that moved intrastate in the guar- 
any power of attorney for it to publish joint rates over their 


anty period. He said it could approve and, inferentially, dis- 
rails, inauguration of an investigation and suspension proceed- ®@PProve. He said the provision of section 208 (a) of the trans- 
ing does not seem to be the form possible the case before the 


portation act as to the approval of the Commission embraced 
Commission will take. However, the form is not material. The oth state and interstate rates, fares and charges, and shippers 
substance will be the same whether a formal complaint is filed under either class of rates were entitled to the same considera- 
or the barge line undertakes to name joint rates. Were it to [tion and treatment as shippers under the other. He said the 
undertake to name proportional rates to be used in constructing Commission awarded reparation as to interstate shipments that 
through rates, they would be port to port rates over which the moved in the guaranty period, after August 31, 1920, and that if 
Commission would have no control. Filing of such rates, how- it could do that it could approve, after August 31, 1920, awards 
ever, would not bring about a situation with which the Commis- ©! reparation by state commissions based on state rates. 
sion would have to deal. The announcement, after the Wash- E. H. Hogueland, representing the Dewey Portland Cement 


ington barge-rail conference of November 6, was that something COMPany, contended that the Commission had the power to 
would be done to start a formal case before the Commission. 


approve awards of reparation by state authority, after August 
The resolutions adopted by the directors of the Sioux Falls °1; 1920. He said the company had pending before the Com- 
commercial organization mentioned are as follows: mission in Docket No. 13503 an appeal for an order rgypntigteng 
an award of reparation by the Oklahoma commission on ship- 
Whereas the federal government through the secretary of war 


ments of slack coal that moved between points in Oklahoma in 
is now engaged in the omeention sné extension of barge service and the guaranty period. 

in the transportation of all articles of commerce, including the pro- . ; s ‘ ' : 
ducts of the farm on the navigable streams of the United States and R. B. Coapstick, for certain members of the Indiana Cham 
also in dredging and otherwise repairing other streams not 


now ber of Commerce, argued that the Commission had identically 
navigable for the purposes of extending barge line transportation 
service, and 


the same authority over intrastate rates in the guaranty period 
. . . . $ d. 
Whereas this department of the goverment has also entered into as it had over a reduction of rates in the federal control — 
joint line transportation arrangements by barge with the rail carriers 


Asking whether the Commission, at this late date, could approve 
and has published joint through rates for such service between river 
ports on the one hand and inland cities 


awards of reparation, he said Congress passed no statute of 
and communities on the limitation i i ithi year 
other hand has named joint through rates for such service which es = Foe Ab ye ap sec —— + ie can fame 
are substantially lower than the rail carriers have named for like a ter e erminat ion o Te 1era control. He believe . 
transportation and between the same points, and mission had original jurisdiction. 

Whereas this service is to be extended during the season of 1927 


In a brief filed on behal any, Paul E. 
by barge service from St. Louis, Missouri, to St. Paul and Minne- oo f of Armour & Company, 
apolis, Minn., and between which points no through rates have been 


Blanchard reached the conclusion “that the primary reviewing 
established nor has any joint rail and barge rates been named from 


power imposed upon the Commission under section 208 (a) was 
or to inland communities contiguous to the Mississippi River or which a power to review the jury function, namely the findings of fact, 
may be in commercial competition with communities or cities located 

on this river, and 


made by state commissions.” 
Whereas this organization has received information that the — 
secretary of war is about to file with the Interstate Commerce Com- 

mission a schedule of through rates and charges for the transporta- 


tion of freight between the city of Chicago on the one hand and the AUTOMATIC TRAIN CONTROL, Ere. 
Twin Cities of St. Paul and Minneapolis on the other to be applied The total length of railroad in the United States operated 
te ms snevemnent of freight over .— lines between Chicago and under the block signal system on January 1, 1926, was 110,824.6 
e a. vie rOVe > arg $ - = S ef - , a Sn 
St. Paul’ and’ Minveapolie acd nt barge lines from Dubuque to miles, according to the Commission’s annual tabulation of statis 
Whereas we are without information that any consideration has tics pertaining to signals, automatic train control, and the tele- 
been given to the question of providing rates to communities within 


: graph and telephone for the transmission of train orders as used 
the same territory as St. Paul and Minneapolis but which are not oe . 


: 24 
located on the Mississippi River and, therefore, will be deprived of on the railroads of the United States. Of the total of _— 
using or receiving any benefit from the governmental barge line 


miles, 45,596.9 miles of road were automatic and 65,227.7 non- 
mervane, but will, as a sontter “ fact, be Senstred of the privilege of automatic. Compared with January 1, 1925, there was an in- 
oiling business on a fair and nonprejudicial basis because of this i i ys- 
department of government giving special service and low transpor- crease of 1,758 miles of road operated by automatic block as 
tation rates to these communities. tem and an increase of 976 miles of road operated by the no 
Therefore, be it resolved, that the chamber of commerce of the automatic block system. 
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Chickens Coming Home to Roost.—It might be suggested 
that it is not altogether clubby for Ivan Bowen, a member of 
the Minnesota commission, to be implying or suggesting that 
southern state commissioners, supposed to be the guardians of 
states’ rights, should never think of invoking the commerce 
clause of the Constitution. Thomas James Norton, in his book 
about the Constitution, its origins and sources, leaves the im- 
pression On the reader that the southern colonies traded the 
commerce clause for the provision in the fundamental law which 
made slavery an inviolate institution until at least 1808. Seem- 
ingly, the northern states saw the need of a commerce clause 
as a shield from each other. Therefore, they were willing to 
jog-roll with the southern colonels of that day so that they 
obtained the protective words that, it is estimated, have brought 
more than 1,000 cases to the Supreme Court of the United States 
and other appellate tribunals so prominently as to be reported. 
The northern men knew they needed that protection from each 
other, because, as pointed out by Fiske, the northern states, in 
the days of the Confederation, were as mean to each other as 
Latvia, Esthonia, Lithuania, Jugo-Slavia, and the other members 
of the bund of 57 varieties try to be to each other in these lat- 
ter days. While it lasted, the Austro-Hungarian monarchy was 
a sort of commerce clause for them. Southern states, having 
lost in their argument about the rights of states to withdraw 
from the Union, it might be suggested, have a peculiar privilege 
to invoke the commerce clause. Was it not they, it might be 
asked, who assented to it in return to an assent by the northern 
states to a preservation of slavery for a limited period? The 
agreement about slavery having expired, southern commissioners 
might ask why they now should be criticized for declining to 
talk about states’ rights after they had lost their case in that 
behalf. It was Louisiana that rose up, in the talk about freight 
rates, to assert that a state’s rights did not comprehend a letter 
of marque to prey on sister states. Wylie M. Barrow, it is 
believed, made that observation, not in exactly those words, in 
the early talk that crystallized into the Shreveport case. Un- 
doubtedly, the idea had often been expressed before that time, 
but the writer had not happened to hear or read anything of 
that sort before that time; hence, the credit to one of the young- 
appearing veterans in railroad regulation. He was one of the 
first employes of the Commission and then went back to Louisiana 
to show his own state how to obtain some benefit from the most 
prominent statute sponsored by the sixteen-word commerce 
clause. Northern statesmen have a right, it is suggested, to 
appeal strongly for the use of the commerce clause because 
they wanted it. Southern statesmen, who thought less of it in 
1787 than they did of something else, having lost what they 
received in return for the commerce clause, it might be sug- 
gested, should not be shut out in these days because they did 
not think much of the clause more than a century ago. How- 
ever, the invocation of the commerce clause for the ordering 
of motor transportation is not caused by the acts of oppression 
one state tries against a neighbor. Were the motor vehicle 
operators wiser than they seem to be, they might escape the 
invocation of that part of the Constitution for a long time, if 
not forever, if they acted on the principle that is being em- 
braced by many industries—namely, that it is the duty of an 
industry to govern itself and thereby avoid the necessity for 
government by governmental agencies. 
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Stubborn, Conservative Man.—Bees that go back to the 
place where their hive was before it was destroyed by a storm 
or a swarm of small boys are not much more conservative 
than the genus homo. Man simply hates to change any of his 
ways or his thoughts. Many Americans calling themselves 
progressive seem to pine for a government in which the leg- 
islative branch has control over the executive and judicial 
branches and thereby is able to become even more tyrannical 
than an absolute monarchy. The proposed report in No. 18004, 
Lutz and Schramm Company vs. Pittsburgh and Lake Erie 
et al. made by Examiner C. J. Peterson, suggests the thought 
that the Commission, if it adopts his recommendation, will set 
its face against the application of the word “preserved” in 
connection with fruit preserved in any manner other than that 
used by grandmother. Because the fruit shipped by the com- 
Plainant was preserved by freezing, Peterson recommended 
denial to it of the rates applicable on fruits preserved in the 
old manner. In support of his recommendation he quoted the 
dictionary meaning of the word, “to prepare in such manner 
as to resist decomposition or fermentation; prevent from spoil- 
ing by the use of preservative substances, with or without the 
agency of heat; as to preserve meats or fruits.” His conclusion 
was that the term, “preserved,” as applied to fruit, contemplated 
only fruit that had been treated in such a manner that it would 
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keep for an indefinite but substantial length of time at ordinary 
temperatures. His further conclusion that “the record shows 
that cold-pack fruit is simply fresh fruit, the deterioration of 
which has been arrested by freezing and refrigeration,” it is 
believed, shows that the method and not the effect of the 
method, was made the determining fact as to whether the fruit 
was or was not preserved. Had he said that the rates, when 
made, contemplated the shipment of fruits preserved only by 
the methods grandmother had used in “preserving time” and 
that no rates had been made for the transportation of fruits 
preserved by methods discovered since that time, the report 
might have passed without attracting attention. Now that me- 
chanical refrigeration and thermos bottles in the home make 
salt, sugar and vinegar less important than they used to be, it 
may be necessary for dictionary-makers and publishers of tar- 
iffs to give thought to whether they should try to stand, with 
regard to the word “preserved,” on the fact that, when grand- 
mother spoke of preserved fruit, she meant something “boiled 
down” in sugar and spices, as representing conditions of today. 





Why Americans Are Laggards in Aviation.—Capture of 
aviation speed prizes by one of Mussolini’s friends and the fact 
that Europeans use flying machines in their ordinary business 
affairs more than Americans, seemingly, has led some into 
thinking that Americans lack something above the eye-line. 
Europeans fly, it may be suggested, to avoid frontier irrita- 
tions and to make up the deficiencies in the telephone system, 
usually government-operated or, at least, government-infested. 
Flying machines are not fast enough for Americans. They do 
business by telephone. Attaching signatures are the only acts 
requiring the presence of men of business. Europeans do little 
business by telephone. Technically, European telephones are 
still in the dark ages. Every very large organization in the 
country has its own telephone and telegraph wires. The need 
for swift transportation of persons is seldom felt by business 
men, except of a certain type. Comfortable overnight trips 
enable men to attend to business requiring personal attention 
with a minimum of discomfort, none of which is produced by 
frontier guard attentions. However, American commercial avia- 
tion is building up business for itself. A line along the At- 
lantic seaboard is said to be planning to extend its service 
from Philadelphia to New Orleans. In Europe the reasons for 
using the air have been long in existence. Aviation lines in 
the United States, it may be suggested, have to go out and 
show prospective passengers what they can gain by using 
the air lines. Air mail has been developed fairly well in this 
country. Were it in the hands of managers who had to de- 
pend on profits to keep them in business it probably would 
give better service than is rendered by the government, al- 
though, at times, the government air mail seems to have done 
wonderful things in the way of getting pictures and valuable 
securities from one part of the country to another in short 
time. However, lack of commercial incentive, it is believed, 
is no reason why Americans should allow any human beings 
to beat them in the use of the machine Americans invented. 





Coal Reaches New High Total.—The British coal miners’ 
strike and the scraping of the bottoms of American coal bins, 
in the week ended November 13, according to the National Coal 
Association’s estimate, brought about a new record of coal 
production in this country. The war record was surpassed, 
the production being estimated at $13,600,000 tons. That was 
achieved notwithstanding the observance of Armistice Day. 
The association estimated that observance of that day caused 
the total of cars loaded to fall off at least 15,000, in comparison 
with other days of the record achieving week. The estimate, 
of course, is subject to revision, not, however, it is believed, 
to the extent that the government agencies are frequently 
compelled to revise their estimates of the cotton crop. 
The coal industry is better organized than the cotton growers 
and those who cooperate with them. The coal operators are 
not under the temptation to underestimate their production 
such as the cotton growers always face, the latter know- 
ing, as they do, that, if they can make the buyers believe 
the crop will be short, they will receive higher prices, for the 
time being, at least. Besides, the coal operators have not the 
opportunity to underestimate. A car loaded with coal is some- 
thing that the railroad agent can see and report. His business 
is to know whether his road has too many or too few cars 
around the mines. Consumers, every week, can find out how 
much coal was produced a week or two weeks before. Not- 
withstanding the existence of such information, consumers who 
refused to stock up found themselves paying fancy prices for 
coal for immediate delivery in the United States because they 
failed to give due weight to the shortness of the supply re- 
sulting from the continuance of the strike of the British miners. 





Quintessence of Deception.—The Federal Trade Commis- 
sion has given out a statement that shows a new line of trick- 
ery on the part of watch-case manufacturers, who were sup- 
posed to have been brought under control when the industry 
adopted resolutions abandoning the practice of stamping watch 
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cases as being “gold plated” or “gold filled” unless there was 
a coating of gold on the outside of the thickness of three one- 
thousandths of an inch and one-thousandth of an inch thick on 
the inner surface. Manufacturers who desired to avoid the 
effect of that agreement thereupon invented the terms “rolled 
gold” and “rolled gold plate.” On cases having plates or 
washes of lesser thicknesses of gold than agreed on, the in- 
ventors stamped the words, “14 karat rolled gold.” ‘That leg- 
end, the trade body’s announcement said, was applied to cases 
on which three cents worth of 14 karat gold had been placed. 
The manufacturers have now adopted a rule, approved by the 
trade body, forbidding the use of the word “gold” or any mark 
indicating the fineness of gold on any case not carrying the 
minimum coverings of gold agreed on when the three and one 
thousandths thicknesses were agreed on. Eight large manu- 
facturers have voted for the adoption of such a regulation for 
the industry and three have voted against it. Under the trade 
practice agreements that are being made by industries and 
the trade body, the three manufacturers who have voted against 
a rule intended to prevent such frauds as calling a case hay- 
ing three cents worth of gold on it gold of any sort, are liable 
to be cited and accused of indulging in unfair trade practices 
when they use the word “gold” on their cases, or any mark 
conveying any impression as to the fineness of gold implied 
to have been used on such cases. The trade body, however, 
it is believed, muffed a fine opportunity to disclose a great 
secret in connection with the matter. The secret is as to the 
inventor of a machine so delicately adjusted as to be able to 
smear three cents worth of gold over such a large surface as 
a watch case in such way as to have it remain in place long 
enough to enable even the most skillful salesman to sell it to 
ett eee credulous of the always credulous sons of Ham. 



























































































































































AIR MAIL ROUTES 


} Post Office Department officials are considering various air 
lines along the Atlantic seaboard with a view to establishing, 
in the near future, a contract air mail route between New York 
and Atlanta, Ga., it has been announced by Second Assistant 
Postmaster General Glover. 

Three routes are under consideration and when one of the 
three is chosen, bids will be invited. There is no question about 
the location of the northern end of the route. New York, 
Philadelphia, Baltimore to Washington is the only logical route 
and Richmond appears to be the next probable stop, but beyond 
that point there is considerable divergence. 

The most favored, from the standpoint of business, is the 
route paralleling the Southern Railroad lines through Greens- 
boro, Winston-Salem, High Point, and Charlotte, N. C., Green- 
ville, South Carolina to Atlanta. Because of extensive areas 
of terraced and cut-over lands through the Carolinas and in 
northern Georgia on this route, however, flying conditions are 
described as among the worst in the country. Emergency land- 
ing fields could be established only at great expense. 

On the other hand a route west of the mountains by way of 
Roanoke, Virginia, and Knoxville and Chattanooga, Tennessee, 
is characterized as an ideal flying route with frequent places 
where ships may be set down for emergency landings. This 
line probably would eliminate Richmond. Its potential traffic 
possibilities are not deemed to be so great as that which the 
more central route would be expected to produce. 

The third route suggested runs down the coast line through 
Raleigh, N. C., Columbia, S. C., and Augusta, Ga. From the 
standpoint of revenue this route is not believed to be as attrac- 
tive as either of the other proposed routes. 

That one of them will be chosen and a contract let to trans- 
port the mails between New York and Atlanta, connecting there 
with another route already in operation, into the Florida penin- 
sula, appears certain. Advices have been received from the 
Department of Commerce that Congress is to be asked for an 
appropriation to light those sections of the route selected by the 
Post Office Department which are to be flown at night. 


W. Irving Glover, Second Assistant Postmaster General, by 
direction of Postmaster General New, has issued advertisements 
inviting proposals for the transportation of air mail over the 
transcontinental and the overnight New York-Chicago routes. 
Bids are returnable at noon January 15, 1927. 

This action carried into effect the policy of the Post Office 
Department as announced from time to time to relinquish con- 
trol of its air mail lines as soon as assurance became definite 
that private contractors were strong enough to assume the 
operation. It was again reiterated that the government was 
not an operating agency and even from the inception of the idea 
of transportation of mail by air there was no intention of re- 


maining in the transportation field. The department, in a state- 
ment, said: 



























































































































































































































































With the announcement recently of the signing of a contract 
for the transportation of express by air, it is felt by postal officials 
that commercial aviation is rapidly reaching a stable basis and 
that the continued operation by the government of competing lines 
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would act as a deterrent to the progress of private initiatiy 


e i 
air. For the government to remain in the field would mone 
duplication of service since it can not carry express packages a 
passengers and would only operate to deprive commerciaj com, 
panies of needed revenue. ; 

The department is well pleased with the efforts of the fifteen 
contractors now transporting mail by air between various points in 
the United States. 

It was announced by Mr. Glover at the same time that in the 
very near future the proposed new uniform rate of ten cents Der 
half ounce for the transportation of mail by air to all points ip the 
United States will be placed into effect. — 

Contracts for the government-operated air-mail lines will }, 
let in two sections. The first will include New York to Chicago leg 
of the transcontinental route and the overnight route betwee, 
New York and Chicago, both of which run via Bellefonte, Pa., ang 
Cleveland and Bryan, Ohio. ‘ 

The second section will be the Chicago to San Francisco leg 
which runs via Iowa City and Des Moines, Iowa, Omaha and North 
Platte, Nebr., Cheyenne and Rock Springs, Wyo., Salt Lake City, 
Utah, Elko and Reno, Nevada, and Sacramento, California. 

The schedules to be adopted will require an average flying 
speed of at least 90 miles per hour, with the proviso that allow. 
ance will be made for slower time in some instances due to weather 
conditions and the yee n  oi that better time will be mage 
under more favorable conditions. 

The attention of bidders is called to the fact that the western 
section is in excess of 1,000 miles, the distance from Chicago to 
San Francisco by air line being 1,896 miles, and that contractors are 
entitled to a maximum revenue of $3 per pound for the first 1,009 


miles and not to exceed 30 cents a pound for each additional 100 
miles. 


CIVIL AVIATION 


“The air commerce act of 1926 established a federal policy 
with reference to commercial aeronautics and placed its ad. 
ministration under the Department of Commerce,” says William 
P. MacCracken, Jr., Assistant Secretary of Commerce for 


aeronautics, in the annual report of the Department of Con- 
merce. Continuing, he said: 


In general terms the act privides that the same essential serv- 
ices shall be given to navigation of the air which have been pro- 
vided for over a hundred years in navigation of the water. The 
department is charged with the duty of registering eligible aircraft, 
certifying to their air worthiness, examining the operating personnel 
and air navigation facilities, also of establishing air traffic rules. It 
is authorized to lay out airways, provide for lighting, mapping, and 
emergency landing fields and in other directions furnishing assist- 
ance to aviators such as _ radio-direction fog-protection facilities, 
weather information, and other aids to navigation. The department 
is further charged with the general development and promotion of 
commercial aviation. 

The purpose of the government has been threefold—first, to secure 
better development of this new from of transportation for commercial 
purposes; second, to create private commercial services which can 
relieve the post office of its direct expenditure upon air mail; and 
third, by the creation of a large commercial air fleet with its ac- 
companying personnel and its background of the manufacturing in- 
dustry to give a fundamental military reserve to the country. | 

On January 1, 1926, there were 369 miles of air transport services 
in operation by private enterprises, and there were 2,665 miles op- 
erated by the post office department. Assurance of congressional ac- 
tion and the official passage of the act have resulted in considerable 
preparatory activities by private enterprise. Little commercial avia- 
tion could be organized until the fundamental services above men- 
tioned were assured, as no commercial concern could undertake to 
provide these aids to navigation at its individual expense, not only 
because of the large preliminary outlay but because such facilities 
would be equally available to competitors. ‘ 

The work of the department in development of the new aviation 
division has during the past fiscal year been of preparatory order like 
that in the industry. It may be said, however, that already com- 
mercial operations have been undertaken in reliance on the provisions 
of the air commerce act in a number of directions, and it seems cer- 
tain that the post office department will be able to let contracts which 
will relieve it of all transportation of the air mail during the present 
fiscal year. It will thus convert a very large postal loss into a cer- 
tain postal profit. 

Already between 6,000 and 7,000 miles of airways are under actual 
operation. We hope this may be extended by another 5,000 miles dur- 
ing the present fiscal year, and that most of the important centers of 


the country will be interconnected by this new form of transportation 
carrying mail, express, and passengers. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended November 6 was esti- 
mated at 13,116,000 net tons—a decrease of 370,000 tons from 
the high record of the preceding week—by the Bureau of Mines 
of the Department of Commerce. An election holiday was the 
cause of the reduction. Anthracite production was estimated at 
1,565,000 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 30 were reported 
as follows: bituminous, 3,282; anthracite, 4,501. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended November 7 totaled 810,001 net tons, bringing the 
total for the season to November 7, to 26,606,511 net tons. An- 
thracite shipped from Lake Erie ports totaled 40,546 tons the 
week ended November 7, bringing the total for the season to 
that date to 2,554,148 net tons. With reference to weekly coal 
exports from North Atlantic ports, the Bureau said: 


Arrangements have been made by the bureau of foreign and 
domestic commerce to collect figures of coal exports from the Atlantic 
ports weekly for the present. For the week ended Nov. 6 the following 
amounts were reported, the figures being in net tons: 


New York 25,924, Philadelphia 112,492, Baltimore 300,131, Hampton 
Roads 253,135, Charleston 17,472. Total 709,154. 
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TIN CAN RATES 


The Commission, by division 3, in I. and S. No. 2586, Tin 
Cans from Virginia to Louisville & Nashville Railroad Stations 
in Alabama and Florida, opinion No. 11724, 118 I. C. C. 91-4, 
nas found proposed higher rates on tin cans, in carloads, from 
Virginia points to destinations in Alabama, Florida and the 
Mississippi valley not justified. The condemnation, however, 
ig without prejudice to the filing of new schedules containing 
rates made not higher than fifth class based on the scale pre- 
scribed in Southern Class Rate Investigation, 113 I. C. C. 200, 
known as the 13494 scale, the numeral designation being derived 
from the docket number of that class rate case. 


INDUSTRIAL ROAD DISAPPROVED 

In its formal report in Finance Docket No. 5457, denying the 
application of the Southern Kansas Industrial Belt Railway Com- 
pany for authority to build approximately 4 miles of line in 
Wilson county, Kan., to provide freight and switching service to 
industries at or near Fredonia, Kan., the Commission, by divi- 
sion 4, said the main line would parallel existing facilities for 
its entire length. It said no service would be furnished that was 
not now available. In conclusion, the Commission said: 


It is represented that the service of the proposed line would be 
more efficient, but there is no showing in the record that sufficient 
attempts have been made to secure more afficient service through 
the united efforts of the existing carriers. Certain administrative 
remedies are available. These have apparently not been invoked. 
Until a genuine effort has been made to secure reasonably adequate 
service through the carriers now operating in this community we 
would not be justified in granting authority for new construction 
which would be a duplication of facilities. 

Upon the facts presented, we are unable to find that the present 
and future public convenience and necessity require the construction 
by the applicant of the line of railroad in Wilson county, Kansas, 
described in the application. An order will be entered denying the 
application. If the efforts suggested above should not result in a 
proper improvement of the situation for the remedying of which the 
instant application is said to have been filed, the interested parties 
may again bring it to our attention. 


FINANCE ORDER MODIFIED 


The Commission, by division 4, in finance docket No. 2782, 
Chicago, Attica & Southern Securities, mimeographed, has medi- 
fied its prior order, 79 I. C. C. 209, so as to permit the applicant 
to apply the proceeds of the sale of bonds therein authorized for 
purposes other than those specified. The modifying part of the 
amendatory report is as follows: 


In order to provide funds for retiring the first-mortgage notes and 
second-mortgage bonds, and for paying interest thereon, the appli- 
cant would reduce the amount of the proceeds of first refunding bonds 
which it is authorized to use in the acquisition of equipment. The 
item of interest, for the payment of which the applicant now seeks 
authority to use the proceeds of the bonds, is not properly capitaliz- 





able. Excluding this item, the applicant has applied and/or would 
apply the proceeds of the $1,105,000 of bonds as follows: 
BOP GCGWUITINE CQUIPMONE s o.0.o:6.0:60:65c scsi cccccwsisececeeeeeeeesesic $589,300 
FOr GGUIUOHS GNA DStLSTINENES. ...0.0..ccccvvcveccvcicvsecccsicecees 75,000 
To retire first-mortgage NOteS.......ccccccccsccccccccscccos -.+- 150,000 
TO Yetire SECONG-IMOTIGATS DONS. 0.0. cccccvsccccssscsceccesees 110,700 
For the payment of interest.........cccccccccccscecs vig aierew Sieretn 13,517 
TOC 6.40 iseawaureeealerae Pr Ce Rt Bee es eee Tee $938,517 


NOT SUBJECT TO SECTION 15-A 


The Commission, by division 1, in finance docket No. 3392 
(Sub. No. 3), application of ‘section 15-a to Interstate Public 
Service Co. (mimeographed), has found that the Interstate Pub- 
lic Service Company, operating an interurban electric railway 
between Louisville, Ky., and Indianapolis, Ind., is not subject 
to the provisions of section 15-a. In disposing of the case the 
Commission said: 


The Interurban may be distinguished from the Lackawanna & 
Wyoming Valley Railroad, which was held subject to section 15a in 
105 I. C. C. 178. The latter was a part of the general transportation 
systems of the country in that it maintained generally through routes 
and joint rates with steam roads, it interchanged equipment with 
steam roads, and the major portion of its freight revenue was derived 
from traffic interchanged with steam roads under joint rates. None 
of these controlling facts are present in the case of the Interurban. 

We are of opinion that the Interurban is not engaged in such 
general transportation of freight as to cause it to resemble steam 
roads in the performance of that function. The differences between 
the freight service performed by it and that performed by steam roads 
generally are so great as to show that it does not belong to their 
class. It has a larger share of interstate business than most inter- 
urban electric roads on account of its termini being in different states, 
but that does not change the character of its operations. It also 
has greater facilities for and handles a larger percentage of freight 
than most interurban electric roads, but its characteristics in gen- 
eral are the same as those of most other interurban electrics; while 
the nature of its freight traffic, the character of its road and equip- 
ment, its inability to interchange equipment with steam roads or to 
make through shipments in connection with them except to a very 
limited extent, its different scale of wages and its different pas- 
senger fares all distinguish it from steam roads and show that it is 
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not to be grouped with the steam-railroad system, for which, in our 
view, section 15a was primarily intended. 

We find that the Interurban is an interurban electric railway 
not operated as a part of a general steam-railroad system of trans- 
portation and not engaged in the general transportation of freight 
within the meaning of paragraph (1) of section 15a of the inter- 
state commerce act; and that the respondent, in the operation of 
the Interurban, is not a carrier within the meaning of that section 
and is not subject to the provisions thereof. 


CONTROL OF N. O. & L. C. 


With Chairman Eastman dissenting, the Commission, by 
division 4, in a mimeographed report in Finance Docket No. 5803,° 
has approved and authorized acquisition by the Missouri Pacific 
of control of the New Orleans & Lower Coast Railroad Company 
by purehase of capital stock. The Lower Coast owns and 
operates a railroad extending from Algiers to Buras, La., a dis- 
tance of approximately 60 miles. It has outstanding $300,000 
of capital stock and $300,000 of first mortgage bonds. On August 
21, 1926, subject to the Commission’s approval, the Missouri 
Pacific contracted to purchase all the stock and bonds for $300,- 
000 cash. The road and equipment account of the Lower Coast, 
as of July 31, 1926, showed an investment of $625,224.56, and 
the Commission’s tentative valuation, as of June 30, 1918, was 
$622,170. In its conclusions, the Commission said: 


In 1925 the operating revenues and operating expenses of the 
Lower Coast Company were $156,598.98 and $134,043.08, respectively. 
If the proposed acquisition is effected, the applicant will extend the 
facilities of its agricultural and marketing department to this terri- 
tory. This is expected to result in a large increase of production, and 
a substantial addition to the present traffic. An expenditure of 
approximately $150,000 will be necessary to rehabilitate the railroad 
and put ii in fair operating condition. The railroad will continue 
to be operated as a separate property, but such operation will be 
supervised by the applicant’s present forces. 

It appears that the proposed acquisition will assure to the terri- 
tory a regular and dependable transportation service; will result in 
the establishment of joint through rates, inbound and outbound, in 
place of the present combination of local rates; will enable shipping 
points on the Lower Coast Company’s railroad to compete on equal 
terms with cities and towns on other lines; and will provide fruit and 
vegetable shippers an ample refrigerator car supply, a more ex- 
peditious movement, and access to northern and western markets now 
closed to them. 

Chairman Eastman dissenting, said: 7 

The Missouri Pacific here proposes to acquire not only 100 per 
cent of the stock of the New Orleans & Lower Coast, but also 100 
per cent of its bonded indebtedness. In my opinion what is proposed 
is a consolidation of the two carriers into a single system for owner- 
ship and operation, which we are without authority to approve under 
paragraph (2) of section 5 of the interstate commerce act. 


A. C. L. CONTROL OF C.N. & L. 


In approving acquisition by the Atlantic Coast Line of con- 
trol of the Columbia, Newberry & Laurens Railroad Company 
(See Traffic World, November 13), in Finance Docket No. 5424, 
by purchase of capital stock, the Commission, by division 4, said 
the authority granted was upon the following express conditions: 


(a) that traffic over the line of railroad of said Columbia, New- 
berry & Laurens Railroad Company shall continue, in good faith, to 
be handled upon the same basis of neutrality heretofore and now 
observed in the management and operation of said line; and (b) that 
the line of the Columbia, Newberry & Laurens Railroad Company 
shall at all times be maintained as an open route equally available 
to the applicant, the Seaboard Air Line Railway Company, and the 
Southern Railway Company. 


The line of the Columbia, Newberry & Laurens, referred to 
as the carrier, extends from Columbia to Laurens, S. C., a dis- 
tance of 75 miles. It was stated that, by reason of its location, 
the C. N. & L. entered into a through route for shipments mov- 
ing between territory served by the lines of the Carolina, Clinch- 
field & Ohio and its subsidiaries, and territory served by the 

‘A. C. L., which, with the L. & N., controls the C. C. & O. by 
lease. The A. C. L. said that, when physical connection of the 
L. & N. and the C. C. & O. had been accomplished, the line of 
the C. N. & L. would form a part of new merchandise routes to 
be established in conformity to purposes avowed by the A. C. L. 
and by the L. & N. in the Clinchfield lease case. 

The C. N. & L. has outstanding $500,000 shares of capital 
stock, divided into 20,000 shares of the part value of $25. The 
A. C. L. holds 9,016 shares of the stock and the Seaboard Air 
Line holds 3,334 shares of the stock. Under the authority 
granted by the Commission the A. C. L. will increase its hold- 
ings to 12,874 shares or 64.82 per cent of the total stock out- 
standing. 

Interests friendly to the A. C. L. hold 1,500 additional shares 
that have been voted in accordance with the policy of the A. C. 
L., according to the report. 

The Seaboard opposed the granting of the authority sought. 

It contended that whatever public interest there was involved 

in the proposal could be accomplished by ownership of all the 
capital stock jointly by the Seaboard and the A. C. L., which, it 
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said, would preserve its rights and interest. 
tinued, in part, as follows: 


By our order of June 3, 1924, in Clinchfield Railway Lease, supra, 
we authorized and approved the acquisition by the applicant and the 
L. & N. of the properties, rights, and franchises (except the right to 
be a corporation) of the companies comprising the Clinchfield sys- 
tem, under lease, with the proviso, among others, that the making 
of. such lease and exercise of any rights conferred by your order 
should in all future proceedings be deemed and taken as conclusive 
evidence of acceptance by the applicant and the L. & N. of the 
conditions enumerated in the report accompanying the order. In- 
cluded among such conditions were requirements that a separate 
organization be maintained for management and operation of the 
lines of the Clinchfield system, that existing routes and channels 
of trade and commerce be preserved, and that the lines of the 
Clinchfield system be maintained as an open route equally available 
to all carriers connecting therewith. s 

Lease of the Clinchfield properties by the applicant and the 
L. & N. was one step in the establishment of through routes for the 
movement of fuel from Kentucky coal fields to the Carolinas and the 
South Atlantic ports, and of merchandise between the Northwest 
and the Southeast. A second step necessary to be taken for the 
accomplishment of those objects is physical connection of the L. & N. 
and Clinchfield systems, plans looking to the consummation of which 
are now under consideration. We think our primary concern in this 
proceeding is whether acquisition of control of the carrier as 
proposed by the applicant is an appropriate further step in the 
plan, heretofore approved in principle, for the establishment of such 
through routes under the conditions prescribed by us. 

It is apparent from the record that for a number of years the 
applicant has enjoyed virtual control of the carrier through the co- 
operation of friendly interests, that during recent years, at least, 
the bulk of the carrier’s traffic has been obtained from and/or de- 
livered to connecting lines of the applicant and the Charleston, and 
that policies pursued in the management of the carrier’s facilities 
have been acceptable to other connections. The fact remains, how- 
ever, that the carrier has through routes and rates in effect with 
all of its connections and that the line has been used to a con- 
siderable extent for Seaboard traffic and, to a lesser degree, for 
traffic of the Southern. The interest of the Seaboard is particularly 
shown by the relation of the carrier’s line to traffic moving between 
eastern Carolina points and Seaboard territory as far west of Clinton 
as Birmingham. Participation by Seaboard interests in the financing 
of construction costs and early operation of the line of the carrier 
is entitled to be noticed. 

No proposal for control of the carrier jointly by the applicant 
and the Seaboard, by ownership of all of the carrier’s stock, is now 
before us, nor is there evidence to the effect that such joint eontrol 
is capable of accomplishment. Equal participation in the affairs of 
the carrier would place the Seaboard in a position to veto plans for 
physical improvements necessary for efficient operation of contem- 
plated through routes to eastern Carolina territory—initially and 
essentially an Atlantic Coast Line system project. It was testified 
on behalf of the applicant that: 

“To build up an important through transportation service over 
a link such as this, which it does not control, would not be the part 
of wisdom, especially when this link is so largely dependent for its 
revenues on traffic delivered to it by the Atlantic Coast Line Rail- 
road and the latter’s affiliated connection, the Charleston and Western 
Carolina Railway. In arranging through routes of the character 
contemplated, successful operation is dependent to a large extent 
upon the schedules of each link being adjusted in a manner that 
will avoid delays and insure prompt handling. Looking to the future, 
this may also mean economies that would flow from joint operation 
and the running of through trains with through or interchangeable 
power from the Florence terminal of the Atlantic Coast Line Rail- 
road to the Spartanburg terminal of the Clinchfield Railroad and the 
Charleston and Western Carolina Railway.”’ 

It is stated that no change in the operation of the carrier’s rail- 
road facilities is in contemplation but that no one knows what the 
future holds. The application now before us involves control of the 
corporation only, and nothing herein is to be construed as prejudicing 
any determination we may hereafter be called upon to make upon 
proposals relating to acquisition or operation. of the carrier’s proper- 
ties by other companies. 


The report con- 


_ CONSTRUCTION IN TEXAS 


In the four-angled fight for certificates of public conven- 
ience and necessity permitting construction of new lines in 
that part of the Panhandle of Texas known as South and East 
Plains, the Commission, in finance docket No. 4769, construc- 
tion of lines by Fort Worth & Denver South Plains and cases 
joined with it (mimeographed), has issued certificates to the 
Fort Worth & Denver South Plains, identified with the Burling- 
ton and the Quanah, Acme & Pacific, identified with the St. 
Louis-San Francisco. It found that the public convenience and 
necessity had not been shown to require construction by the 
Texas, Panhandle & Gulf, not identified with any trunk line, or 
the Pecos & Northern Texas, identified with the Santa Fe. 

The denials, however, are without prejudice to renewal. 
They may be renewed in the event the Fort Worth & Denver 
South Plains does not complete its proposed lines to Dimmitt 
and Silverton on or before December 31, 1929, and the Quanah 


does not complete its proposed extension to Floydada before 
December 31, 1928. 


PETROLEUM-HOCH-SMITH 


The Commission, by means of a mimeographed notice in No. 
17000, the Rate Structure Investigation, has made No. 18458, 
rates on petroleum and petroleum products within the territory 
on and east of the Mississippi River and south of the Ohio River 
and east of the Indiana-Illinois state line, and from points with- 
out to points within said territory, a part of the investigation 
that is being carried on in compliance with the Hoch-Smith reso- 
lution. This addition to the general inquiry is to be known as 
No. 17000, Rate Structure Investigation, Part 4, Petroleum and 
Petroleum Products. 

Although the Commission’s notice does not say anything to 


THE TRAFFIC WORLD 


Vol. XXXVIII, No, 21 


that effect, it is taken that the notice in this matter indicates 
that the Commission, henceforth, when it undertakes any ge). 
eral inquiry into rates, it will make that inquiry a part of No 
17000. The oil inquiry, which is not nation-wide but practically 
so, is to be known as Part 4. Part 1 is the main case, Part 9 is 
the western class rate case, Part 3 has not been announced ang 
Part 4, as before set forth, is the oil section of the genera] jp. 
quiry into all rates. 

This institution of Part 4 is taken also as indicating th, 
intention of the Commission to proceed with the Hoch-Smith jp. 
quiry in the manner outlined in the Traffic World, August 14, ) 
355. 

The technical purpose to be served by the institution 9 
Part 4 is to make the record in that case available for use in any 
matter in which the Commission may feel it necessary to go 
something with the oil rate structure, for the transfer of burdens 
to or from oil. By making the oil investigation a part of the 
Hoch-Smith inquiry, all those interested in rates on oil Will be 
on notice that when the time comes, how soon no one has eye 
guessed, for the Commission to make a definite move towarg 
lightening the burdens of the products of agriculture, the regu. 
lating body will be free to use the facts put into the record jp 
No. 18458, the petroleum inquiry, one installment of hearings jp 
which was had before the two cases were united. The Comnis. 
sion’s notice, except the caption, is as follows: 


By order entered on March 12, 1925, in No, 17000, Rate Structure 
Investigation, the Commission, pursuant to the joint resolution of 
the Congress approved January 30, 1925, instituted a general investj- 
gation into the rate structure of common carriers subject to the 
interstate commerce act, and by order entered June 6, 1926, in 
No. 18458, the Commission instituted an investigation into the inter- 
state rates on petroleum and petroleum products within the territory 
on and east of the Mississippi River and Indiana-lIllinois state line 
and from points without to points within said territory. 

The issues embraced in No. 18458 are also embraced in No. 17000 
and conservation of time and expense to all parties indicates the 
desirability of having these investigations heard jointly in so far as 
the territorial scope of and the issues in No. 18458 are concerned, 
Accordingly No. 17000, Rate Structure Investigation, Part 4, Petro- 
leum and Petroleum Products, is assigned for hearing with No. 18458 
at the times and places already designated, or to be hereafter desig- 
nated, in so far as the former relates to interstate rail rates on 
petroleum and petroleum products coming within the scope of the 
investigation in No. 18458. 


COMMISSION DEFINES CASE 


The Commission has issued a notice in No. 15006, the 
anthracite investigation, No. 16555, C. L. Amos Coal Co. vs. 
Lehigh Valley et al. and I. and S. No. 2367, anthracite coal, Penn- 
sylvania to New Jersey, New York and Pennsylvania, reading as 
follows: 


Apparently some doubt has arisen relative to the nature and 
scope of oral argument to be held at Washington, December 16, 1926, 
in the above entitled proceedings. . 

In order that there may be no misunderstanding, notice is hereby 
given that the oral argument on December 16, will be confined solely 
to the rates, charges, etc., on anthracite coal. Hearing of this matter 
was had at Syracuse and Washington. 

Oral argument of the bituminous situation heard under Docket 
No. 15006 will be assigned at Washington at a later date. 


FILES EXPURGATED BRIEF 


Complying with the Commission’s order therein, the Com- 
mission’s Bureau of Valuation has filed its expurgated brief in 
valuation docket No. 396, the valuation of the Wheeling & Lake 
Erie, and No. 480, valuation of the Lorain & West Virginia. The 
Bureau objected to language used by the attorneys for the rail- 
road companies. It moved to strike the objectionable matter 
from the brief of the railroad lawyers. The latter retaliated with 
a motion of like import, pointing out that, as they contended, 
they were merely answering the bureau in kind. The Com- 
mission rebuked both and told them to strike the matter to 
which they had directed its attention. 

The bureau saved the taxpayers money by pasting strips 
of surgical adhesive plaster over the objectionable words. 


TENTATIVE VALUATION REPORTS 


Hocking Valley and its subsidaries, Wellston and Jackson Belt 
and Pomeroy Belt, property owned, $32,310,421; property used, 33,332,- 
123, as of June 30, 1917. , 

Des Moines Union Railway and Des Moines Terminal, property 
owned $3,087,000; property used, $3,429,501, as of June 30, 1918. 

The Philadelphia, Baltimore & Washington Railroad Company, as 
of June 30, 1918, owned but not used (léased to Pennsylvania), $78,- 
500,000; owned but not used (leased to Philadelphia & Reading), $540,- 
000; total, $79,040,000. On date of valuation the company had out- 
standing a total par value of $59,310,698.46 in stock and long-term 
debt, of which $26,437,000 represented common stock; $25,644,000 funded 
debt; $1,925 stock liability for conversion, and $7,227,773.46 non- negoti- 
able debt to an affiliated company. Investment in road and equipment, 
including land, on date of valuation, was stated in the carrier’s books 
as $92,839,709.94. With readjustments required by the Commission’s 
accounting examination, the report said, this amount would be re- 
duced to $57,045,319.75. Cost of reproduction new of total owned but 
not used property was fixed at $78,707,312; and cost of reproduction 
less depreciation, $62,624,034. 


REIMBURSEMENT OF DEFICIT 


The Commission, under section 204 of the transportation 
act, has certified to the Secretary of the Treasury that $21,- 
845.39 is due the United Railway Company in reimbursement of 
its deficit in the period of federal control. 
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Proposed Reports in I. C. C. Cases 


% 


SCRAP BRASS AND COPPER 


In a report on No. 15224, Union Smelting & Refining Co. 
et al. vs. Central of New Jersey et al. and No. 18186, Federated 
Metals Corporation vs. Pennsylvania et al., Examiner J. P. 


McGrath said the Commission should find rates on scrap brass 
and scrap copper, carloads, shipped prior to August 15, 1925, 
from specified points in New York and New Jersey to East 
Liberty and Pittsburgh, Pa., unreasonable, with certain excep- 
tions, and reverse, in part, the findings in 95 I. C. C. 104. He 
said that consideration of rates charged on like traffic from 
and to the same points, since August 15, 1925, and of rates for 
the future should be deferred on account of their consideration 
in a pending investigation and suspension case. In disposing of 
the case he said: 


The record indicates that scrap copper and scrap brass usually 
take the same rates. ; 

The Commission should find that the rates assailed prior to May 
3, 1922, were not unreasonable; but that during the period from May 
3° 1922, to August 14, 1925, inclusive, they were unreasonable to the 
extent that they exceeded 25 cents prior to July 1, 1922, 22.5 cents on 
and after that date on scrap brass, 22.5 cents on scrap copper from 
July 1, 1922, to November 26, 1923, and 23 cents on scrap copper from 
November 27, 1923, to August 14, 1925, subject to carload minima the 
same as those contemporaneously applicable in connection with the 
rates on like traffic from Pittsburgh and East Liberty over the Penn- 
sylvania and Erie to New York and New York and New York rate 
points. The Commission should further find that complainants made 
the shipments as described and paid and bore the charges thereon; 
that they were damaged thereby to the extent that the charges 
paid exceeded those which would have accrued upon the basis herein 
found reasonable; and that they are entitled to reparation, with in- 
terest. Complainants should comply with Rule V of the Rules of 
Practice. 

Effective September 15, 1925, defendants proposed to increase 
the rates on scrap brass and copper from points in 60 per cent 
territory, including Pittsburgh and East Liberty, to New York and 
New York rate points to the sixth-class basis, and to apply the same 
rate on this traffic in the opposite direction. Upon protests of com- 
plainants and others these rates were suspended and considered in 
Brass, Bronze and Copper Articles, 109 I. C. C. 351, in which Division 
8 found that the proposed sixth-class basis would be reasonable for 
application on these commodities, subject to the application as maxi- 
mum of a rate of 40 cents between New York and Chicago, scaled 
on the regular percentage basis at other points in central territory. 
Under the percentage adjustment of rates between New York and 
central territory Pittsburgh ordinarily takes 60 per cent of the New 
York-Chicago rates. Defendants do not propose to observe the per- 
centage adjustment on this traffic between New York and Pitts- 
burgh, and rates which they published pursuant to such proposal 
have been suspended and are now being further considered by di- 
vision 3 in I. and S. No. 2695, Brass, Bronze and Copper Ingots, 
Scrap and Related Articles in Official Classification territory. De- 
termination of the reasonableness of the rates charged on shipments 
which moved on and after August 15, 1925, and of rates for the 
future should therefore be deferred pending decision in the ae 
case. { 4 


EXPORT AND COASTWISE LUMBER 


A finding of unreasonableness and undue prejudice, an award 
of reparation, rates for the future and a decision as to the 
awarding of reparation against a bankrupt road are contained 
in a report made by Examiner J. J. Williams in No. 17343, Mo- 
bile Chamber of Commerce & Business League et al. vs. Muscle 
Shoals, Birmingham & Pensacola, W. B. Harbeson, receiver, et 
al. He said an award of reparation did not depend upon whether 
aroad was solvent or insolvent. He said the Commission should 
find the export and coastwise rates on lumber, logs, cross ties 
and staves, from points on the Muscle Shoals, Birmingham & 
Pensacola to Mobile unreasonable and unduly prejudicial and 
that S. K. Taylor Lumber Co., one of the complainants and Blaz 
Rusic, the latter an intervener, were entitled to reparation. The 
findings, other than those pertaining to the identity of those 
entitled to reparation, are: 


The commission should find that the rates on lumber, cross ties 
and staves, carloads, from points on the Muscle Shoals to Mobile, 
for export and coastwise movement, were, are and for the future 
will be unreasonable to the extent they exceeded, exceed or may 
exceed the contemporaneous domestic rates on thé same commodities 
from and to the same points; that the rates on logs, carloads, for 
export from and to the same points, prior to January 5, 1925, were 
unreasonable to the extent they exceed the export rates effective on 
that date; and that the rates on logs for coastwise movement, car- 
loads, from and to the same points were, are and for the future will 
be unreasonable to the extent they exceeded, exceed or may exceed 
the export rates on logs effective January 5, 1925. 

Th commission should further find that the export and coastwise 
rates on lumber, logs, cross ties and staves, carloads, from and to 
the same points were, are and for the future will be unduly prejudicial 
to complainants and the port of Mobile and unduly preferential of 
Pensacola to the extent they exceed or may exceed the contempo- 
raneous export or coastwise rates to Pensacola on the same com- 
modities. These findings are without prejudice to any different 
conclusions the commission may have reached in docket No. 16383, 
Adams-Bank Lumber Co. et al. vs. A. & R. R. R. Co. et al. and 
related cases, now pending. 

There remains for consideration the question of reparation. The 
property of the Muscle Shoals was purchased by John W. Malone, 
Trustee, at a foreclosure sale. The court ordered the receiver of 





ee 


the Muscle Shoals to continue the operation of the road, with the 
proviso that on and after May 1, 1925, the operation should be deemed 
to be for account of the trustees, and he should be responsible for 
any deficit resulting from said operation. Defendants state that 
when the order discharging the receiver was issued, there was no 
record made of the claims for reparation here involved and therefore 
contend that an award of reparation should not be made in this 
proceeding. Defendants’ contention is not well taken. Awards of 
reparation are not dependent upon the solvency or insolvency of 
the carriers concerned. They require payment of the sum found 
due and run against all defendants. Riverside Mills vs. A. & S. S. 
- en 4 I. C. C. 501; United Paperboard Co. vs. S. Ry. Co., 62 


TRUNK LINE TRANSIT CASE 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 16393, Birkett Mills et al. vs. Delaware, Lackawanna & 
Western et al., on a finding that the transit charge of 1.25 cents 
maintained at certain New York points in connection with the 
so-called f. o. b. rates on grain and grain products, from Erie, 
Pa., Buffalo and Oswego, N. Y., to eastern destinations and the 
defendants’ failure to permit transit in connection with the so- 
called at-and-east rates on grain from those ports to the same 
destinations, are not unreasonable, unjustly discriminatory or 
unduly prejudicial in comparison with privileges allowed by the 
lines in central territory. 


A proposed report was made in connection with the original 
hearing. No exceptions were filed, the examiner said. Instead, 
however, the complainants were permitted to amend their com- 
plaint on the ground that the issue of undue prejudice was not 
clearly stated in the original complaint or given proper consid- 
eration at the original hearing. In this report Walsh referred to 
the testimony brought out at both hearings. As summarized 
and disposed of by the examiner, the case is as follows: 


The complaint is based on the tariff provision which publishes a 
milling in transit charge of 1.25 cents at points in trunk line territory 
on grain that originates at and east of the western termini of eastern 
trunk line territory, including ex-lake grain at Buffalo, while on 
grain originating west thereof moving all rail to the same trunk line 
millmg points and points in central territory a milling in transit 
charge of 0.5 cents is accorded. The latter charge also applies at 
points in central territory on ex-lake grain but this movement is 
negligible. At rate-breaking points in central territory and generally 
at all milling points in western territory the carriers assess no 
ee poe in connection with milling in transit in addition to the line- 

aul rate. 


Complainants contend that milling in transit is separate and 
distinct from transportation and must stand or fall as such. They 
stress the fact that for identical milling in transit services even at 
the same milling points different charges-apply resulting in the un- 
just discrimination and undue prejudice alleged. While it is true 
that milling in transit is a service separate and distinct from trans- 
portation, it is equally true that it is a service rendered incident to 
or in connection with transportation. In fact, the literal import of the 
term ‘milling in transit,’’ implies a service rendered in connec- 
tion with the movement of property. If the milling in transit serv- 
ice is to be considered without any reference to or connection with 
the element of transportation, it is not clear how this service comes 
within the jurisdiction of the Commission, because interstate com- 
merce with the regulation of which the commission is empowered, 
implies the movement or transportation of passengers and property 
and the transmission of intelligence. It would be unwarrantable and 
illogical to consider milling in transit without reference to the trans- 
portation conditions surrounding it. It follows, therefore, that while 
milling in transit is a serivce separate and distinct from transporta- 
tion, it must, in order to come within the Commission’s jurisdiction 
be considered as incident to transportation. The principle is well es- 
tablished that proof of substantial similarity in transportation cir- 
cumstances and conditions is a condition precedent to proving a 
case of undue prejudice or unjust discrimination. Ex-lake and all- 
rail grain do not move under similar circumstances and conditions 
and hence there is no illegality in applying different transit charges 
thereto at the same trunk line points. It is also significant that com- 
plainants could have availed themselves of the lower transit charge 
by shipping over the route in connection with which the lower tran- 
sit charge applied. It is not clear, therefore, how the allegations of 
unjust discrimination or undue prejudice can be sustained. 


Complainants rely on Buffalo Grain Cases, 46 I. C. C. 570, where- 
in the Commission found that the transit charge at points in trunk 
line territory on ex-lake grain from Buffalo was unduly prejudicial 
to Buffalo and unduly preferential of Chicago, Ill., and certain ports 
in central territory. In that case, however, the aggregate charges 
on ex-lake grain via Buffalo exceeded the aggregate charges via Chi- 
cago or the lake ports in central terrtiory. In the instant case the 
aggregate charges are usually lower ex-lake via Buffalo than by 
the other routes. 


Ex-lake grain at Buffalo is not competitive with grain which 
leaves the lake at ports in central territory. The port at which the 
grain leaves the lake determines, in practice, the place at which it 
is to be milled. As a practical, economical matter grain unloaded 
at central territory ports must be milled in central territory, and 
the product sold adjacent thereto. This is because lake rates from 
the head of the lakes to Toledo and Cleveland and other lake ports 
in central territory are as high as they are to Buffalo, while on the 
other hand the grain products rates from such central lake ports 
to the eastern markets are higher than the products rates from 
Buffalo. Naturally, therefore, if the product is intended for such 
eastern markets the grain will be handled to Buffalo over the lakes 
in order to enjoy the lowest through transportation charges. But if 
the product is destined for markets in central territory it leaves the 
lakes at a point in that territory. It is obvious, therefore, that the 
grain on which the charge complained of is assessed, is a different 
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traffic moving under totally different circumstances and conditions 
from that on which the 0.5 cent charge is applicable. 

The Commissicn should find that the transit charge of 1.25 cents 
maintained at certain New York points in connection with the so- 
called f. o. b. rates on grain and grain products from Erie, Buffalo 
and Oswego, to eastern destinations, and defendants’ failure to per- 
mit transit in connection with the so-called at-and-east rates on 
grain from those ports to the same destinations was and is not un- 
reasonabie, unjustly discriminatory or unduly prejudicial. The com- 
plaint should be dismissed. — 


ICE CREAM MIX RATES 


In No. 18060, National Association of Ice Cream Manufac- 
turers vs. American Railway Express et al., Examiner Bronson 
Jewell deals with rates and services in connection with the trans- 
portation of ice cream mix, composed, usually, of a mixture of 
condensed milk and a small portion of other ingredients, fre- 
quently gelatine, intended for use in making ice cream by the 
further process of freezing. 


The complaint alleged that the failure of the express com- 
panies, American and Southeastern, to classify ice cream mix 
as condensed milk and to receive and transport it on the rates 
and under the rules and regulations applicable to condensed 
milk or cream was unjustly discriminatory and resulted in the 
imposition of unjust, unreasonable and discriminatory charges. 
They also alleged that failure of the railroads to receive ice 
cream mix in baggage service was discriminatory and that the 
failure of other defendant railroads which did handle the mix 
in baggage service to accord it the same rates, charges and reg- 
ulations as milk, cream, buttermilk, condensed milk, curd, etc., 
resulted in the assessment of rates which were unjust, unreason- 
able, discriminatory and unduly prejudicial; and that the failure 
of the rail carriers to handle the mix in through inter-line bag- 
gage service at through joint rates no higher than those in 


effect on milk, cream, condensed milk, etc., also resulted in vio- 
lation of the first three sections. 


In the course of the consideration of the case the examiner 
had to consider the effect of contracts between the express com- 
panies and the rail carriers under which the express companies 
were not permitted to haul milk and cream. He said the rights 
of the parties were determined in that respect by the contracts, 


saying that that was a well settled principle. In disposing of the 
case he said: 


Although in a case of this character it is competent to consider 
u to the end that the obligations of the 
respective parties to the public — be evaded, there appears 

; S case o eciding to whom is assigned 
the right to handle the traffic in ice cream mix. Complainant is 
interested in having its 


product carried efficientl 
and non-discriminatory rates. Rs yey 


The evidence indicates that 
as it extends, complainant is satisfi hat, so far 


Satisfied with the baggage car service 
wherever supplied by the rail lines, and that, except for what it 
considers unreasonably high rates, complainant would be satisfied 
with the facilities and service of the express companies for the 
so-called interline movements of this commodity. The only basis 
for the request for unlimited interline baggage se 


rvice consists in 
the fact that the express companies asses second-class rates on ice 


cream mix shipments handled by them and that the relatively 
much _ lower baggage rates as present charged by some of the 
rail defendants do not apply to points beyond their own lines. 
The pick up and delivery service supplied by the express companies 
under their rates is not necessary or desired by shippers of ice 
cream mix. At request, similar to complainant’s, for the trans- 
portation in interline baggage service of condensed skimmed milk 
was made in Chapin-Sacks Corp. vs. A. C. L. RB Co., @ 1. C. C. 
255. The Same reasons which made it necessary to deny com- 
plainant*the relief there sought apply with even greater force to 
this case. 

These considerations can not, 


however, operate to deprive com- 
plainant of its right to have its 


product handled expeditiously and 
at reasonable rates. It seems fairly established, that the product 
known commercially as ice cream mix has a well-defined significance 
in trade, although there may be slight variations in the amounts of 
the various ingredients; and that its transportation and commercial 
characteristics so closely resemble those of the several varieties of 
skimmed milk and cream as to render any different treatment of 
the commodities both unreasonable and discriminatory. The find- 
ings herein should be understood as applying to ice cream mix 
containing only the ingredients named in the average analysis 
previously set out and in which the gelatin or other stabilizer shall 
not exceed 1 per cent. Complainant’s demand that the scale of 
cream rates, known generally as the Beatrice scale, be prescribed 
for uniform application throughout the country regardless of local 
conditions is no more justifiable than an order would be prescribing 


the same uniform scale of rates for the transportation of cream or 
condensed milk and cream. 


The Commission should find that the rates assailed for the 
interstate transportation by express of ice cream mix are, and for the 
future will be, unreasonable and unjustly discriminatory to the 
extent that they exceed rates contemporaneously maintained by the 
defendant express companies on condensed milk from and to the 
same points. 


The Commission should further find 
other than the express companies, to accept and transport ice cream 
mix in either local or interline baggage service, where such service 
is in violation of existing contracts between these defendants and 
the defendant express companies, is not unreasonable, unjustly 
discriminatory or otherwise unlawful; but that the charging by the 
defendant rail carriers of rates, for the transportation of ice cream 
mix in baggage-car service, where such baggage-car service is now 
maintained in accordance with the terms of the aforesaid con- 
tracts, higher than rates applying on condensed milk, is, and for 
the future will be, unreasonable, and unjustly discriminatory to the 


extent that they exceed the rates on condensed milk from and to 
the same points. 


that the failure of defendants, 
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CEMENT RATE ADJUSTMENT 


Examiner William J. Koebel, in a proposed report in No, 
16536, Lehigh Portland Cement Company et al vs. Big Fork 
International Falls et al., has recommended a finding that rate 
on portland cement from Mason City, Iowa, to northern Minne 
sota and North Dakota in extended cement Scale III and IV te. 
ritories, and to points on Soo Line’s branches in South Dakota 
be found unreasonable but not unduly prejudicial. He recom. 
mended that revised Scale III and IV rates be prescribed ag 
maximum reasonable bases and that reparation be denied. 


Complainants are corporations manufacturing portland ¢¢. 
ment at Mason City, Iowa. They alleged that the rates on port. 
land cement from Mason City to northern Minnesota, North 
Dakota, and points on the stub branches of the Soo Line exten#: 
ing into South Dakota to Grenville and Pollock were and are tn. 
reasonable and unduly prejudicial and unduly preferential of 
cement producing points in Western Trunk Line territory, in. 
cluding Steelton, Minn., and the Kansas gas belt, and Duluth, 
Minn., a reshipping point. Reasonable and non-prejudicial rates 
and reparation are sought. The Atlas Portland Cement Co. and 
the Atlas Portland Cement Co. (of Kansas), operating cement 
mills at Hannibal, Mo., and Independence, Kan., respectively, 
the latter in the Kansas gas belt, intervened in support of the 
allegation of unreasonableness but opposed the allegation of un- 
due preference. The Missouri Portland Cement Co., producing 
cement at St. Louis and Kansas City, Mo., intervened in opposi- 
tion to the allegation of undue preference. The Iola Cement 
Mills Traffic Association intervened on behalf of its members 
manufacturing cement at five points in the Kansas gas belt and 
opposed the complaint. , 

The examiner said the rates assailed were those prescribed 
in Lehigh Portland Cement Co. vs. Director-General, 61 I. C. C. 
613, decided May 10, 1921, and referred to as the Mason City 
Case. He said they were the Scale III and IV rates fixed in the 
original report in Western Cement Rates, 48 I. C. C. 201, decided 
January 15, 1918, for Scale III and IV territories, prescribed in 
the Mason City Case, from Mason City to the extended Scale Ill 
and. IV territories therein created. Those territories, and the 
Soo Line’s South Dakota branches comprise the territories of 
destination covered by the complaint. The examiner said the 
bases sought by complainants to extended Scale III and IV ter- 
ritories for the transportation through from Mason City, as well 
as from the alleged preferred points, were the revised Scale III 
and IV rates prescribed in the second supplemental report in 
Western Cement Rates, 69 I. C. C. 644, decided July 10, 1922. He 
said this would produce reductions from Mason City, Duluth, and 
Steelton; and increases in the spreads in rates over Mason City 
from all other competing points from which the rates were made 
with relation to Mason City. 


The Atlas Portland Cement Co. urged the continuance of the 
present differential of approximately 6 cents, Hannibal over 
Mason City, resulting from the Commission’s view expressed in 
the Mason City Case. The examiner said this intervener’s wit- 
ness testified that a like difference would be reflected if the rates 
to extended Scale III and IV territories from Mason City and 
Hannibal were based upon an average of the scales applicable 
in the territories traversed, and that he favored the averaging 
principle in all instances. The Iola Cement Mills Traffic Asso- 
ciation contended that there was no warrant for any change in 
the rates from Mason City. It requested that, if a chamge therein 
was required, rates from the Kansas gas belt be made either in 
accordance with the view expressed by the Commission in the 
Mason City Case, or by averaging the scales from all producing 
points. The witness for the Missouri Portland Cement Co. 
would not admit that its plants at St. Louis and Kansas City 
were unduly preferred under the present rate adjustment, the 
report said. He had no objection to a lower level of rates to 
Mason City but urged the Commission to adhere to the averag- 
ing principle promulgated in Western Cement Rates. The South 
Dakota Commission filed a brief in which it supported complain- 
ants in their request for the application of revised Scale III and 
IV rates through from Mason City as well as from the alleged 
preferred points. 

Defendants, according to the report, contended that no 
change should be required in the rates assailed because they 
were established in accordance with the Mason City Case, and 
insisted that complainants failed to prove changed conditions 
since that time. They claimed that the turning point in the case 
was whether the reduction of cement rates in Missouri, Kansas, 
Nebraska and Oklahoma, required by the second supplemental 
report in Western Cement Rates and the Oklahoma Cement Case, 
was sufficient ground to warrant reducing the rates here in issue. 
Another contention was that defendants’ financial condition did 


not justify a reduction in rates. The examiner’s conclusions 
follow: 


The record clearly proves that complainants suffer no undue 
prejudice under the existing rate adjustment to the territory of 
destination under consideration; and that there is no warrant for 
any change in the present relationship of the alleged preferred points 
to Mason City, namely, rates from Steelton and Duluth calculated upon 
the distances from Duluth and on the same scales as Mason City, and 
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from the other related producing points reflecting substantially were alleged to be unjustly discriminatory against interstate 
rates ime differences over Mason City as is reflected between the commerce and unduly prejudicial compared to those to Monroe 
s to St. Paul from Mason City and a given competing i tl Louisi Continui Mr. Di 
y-pol nose relationships should be continued under the readjust- and Shreveport in northern uisiana. Continuing, Mr. Disque 
— required by the finding herein with respect to the rates from said: 
m . 
ty. —_ ‘ 

x fagon Cv rable financial condition of carriers transporting traffic New Orleans interests contend that if an increase is authorized 
t every description is no justification for the mantenance of unrea- to northern Louisiana points the new rate should not exceed 32 cents. 
of ple rates on a particular commodity. Since the Mason City Case From New Orleans to Monroe there is a heavy movement by river on 
son@decided the Commission has reviewed in successive proceedings 4 rate of 25 cents which includes store-door delivery. There is also 
pe cement-rate levels in western territory. As a result, the rates in potential water competition for business to Shreveport to which point 
twginal Scale III and IV territories and extended Scale IV territory the rail rate from New Orleans is 26 cents, the same as to Monroe. 
in Wyoming and Montana were reduced and subsequently prescribed from Sugar Land, Tex., the rate to Shreveport for a haul of about 
in newly created Scale IIT and IV territories in Oklahoma; and in 969 miles, is 30.5 cents and that to Vicksburg, Miss., for a haul of 
‘Atlas Portland, Cement Co. vs. C., B. & Q. R. R. Co., 81 I. C. C. 1, about 433 miles, 33 cents. The rate from New Orleans to Vicksburg 
decided June 6, 1923, the interstate rates from Hannibal, St. Louis for qa haul of about 230 miles is 33 cents and a voluntary reduction: 
and Buffington, Ind., to Illinois, and from Hannibal to Indiana, were {9 30 cents is proposed by the respondents in Southeastern Sugar 
reduced. Measured by the rates fixed in those proceedings and Investigation, Docket No. 13569, now pending. Vicksburg jobbers dis- 
considering the transportation and other conditions shown of record  tyjbute in competition with those at Monroe and Shreveport. 
here, the rates assailed are now unreasonable. ; In Four States Grocer Co. vs. K. C. S. Ry. Co., 107 I. C. C. 

‘Application of the destination scale through from Mason City 495 the rates based on the 9702 scale from New Orleans and points: 
appears appropriate in this case. The more general application of grouped therewith to Texarkana, Hope and certain other south- 
the destination-scale principle to cement rates in western territory western Arkansas points were found not unreasonable, but unduly 
was discussed with approval, although not prescribed because the prejudicial compared with the rates from the same points of origin 
record was not sufficiently comprehensive, in Iola Cement Mills Traffic to Shreveport. Differentials were fixed which would raise the rate to 
‘Asso. vs. A. V. I. Ry. Co., 115 I. C. C. 49, 63, decided since the hearing ghreveport from 26 cents to 43 cents, if the present rates to the 
herein. D — ; southwestern Arkansas points are continued. 
In the case last cited the Commission said, at page 64, that the The river-and-rail rates from New Orleans to the Arkansas 
revision in the rates effective January 1, 1923, required by the second points are made 80 per cent of the all-rail rates, but from interior 
supplemental report in Western Cement Rates, was only a part of the [| ouisiana points combination rates apply, which greatly exceed the 


general revision made pursuant to the original report in Western Ce- all-rail rates. For instance, from Erath, La., to Little Rock the 
ment Rates, and denied reparation to the basis of the revised rates. rate, according to the record, is 67.5 cents, or 14 cents above the all- 
The same reasoning applies here. rail rate. To points farther north, namely, southern Missouri, west- 


The Commission should modify its findings in the Mason City ern trunk line and central territory points, there are river-and-rail 
case; and should find herein that the rates assailed were not and _ yates ranging from 40.5 cents to 58 cents, being generally 80 per cent 
are not unduly prejudicial; but that they are, and for the future of the all-rail rates. Rates are sought which will be at least 7.5 
will be unreasonable to the extent that they exceed, for the dis- cents below the all-rail rates, which is the present difference on 
tance through from Mason City, the present revised Scale III rates traffic to Memphis. The complaint contains no prayer for the es- 
to extended Scale III territory in Minnesota and North Dakota and tablishment of through routes and joint rates. 
to points in South Dakota on the Grenville branch of the Soo Line, The record fails to establish that the rates assailed are un- 
and the present revised Scale IV rates to extended Scale IV terri- reasonable, but it does show that the all-rail rates to Wilmot and 
tory in North Dakota and to points in South Dakota on the Pollock 1 Dorado are, and for the future will be, unjustly discriminatory 
pranch of the Soo Line.* For the purpose of applying the scaleS against interstate commerce and unduly preferential of Monroe to 
herein prescribed, defendants shall compute distances according the extent that they exceed the rates to that point by more than 


to the formula used by the carriers in publishing rates in compli- one cent. The finding respecting the rates to Texarkana and Hope 
ance with the original report in Western Cement Rates.{ Reparation in the last cited case is affirmed. Those rates are also found un- 
should be denied. An appropriate order should be entered. justly discriminatory against interstate commerce. The record in- 
ae 


r dicates that the rates from points other than New Orleans are un- 
*The present revised Scale III and IV rates are set forth in the justly discriminatory, and Be prejudicial and preferential, but 
Oklahoma Cement Case at page 466. Z the extent to which they may be so is not entirely clear. 
tThis formula is set forth in detail as the appendix to the Okla- No order should be entered at this time, but defendants should 
homa Cement Case. Reference therein to Agent Boyd’s tariff is, of cooperate with the Louisiana commission and promptly arrange for 
course, not pertinent here. the removal of the present unlawful situations. 


SUGAR FROM NEW ORLEANS CEMENT BASIS PROPOSED 


Attorney-Exami illi . Di i rt 
in No. 17433, ap ge Me ge laggy ee “aL = A proposal that the Commission extend Scale IV territory 
kansas & Louisiana Missouri et al., has recommended a finding rates On cement so as to cover traffic from Hanover and Trident, 
that rates on sugar, in carloads, from New Orleans and all Mont., to western and central North Dakota and South Dakota, 
other sugar producing points in Louisiana to certain points in ©" @ ae that the existing rates are unreasonable and unduly 
Arkansas be found not unreasonable, unjustly discriminatory, a — has been made by Examiner William J. Koebel, 
or unduly prejudicial, except that those to Wilmot, El Dorado, 12 No. 16586, Three Forks Portland Cement Co. vs. Chicago, 


. MEOW BE Burlington & Quincy et al. He said the rates on wall plaster 
Texarkana and Hope be found unjustly discriminatory against - = 4 
interstate commerce and unduly prejudicial. from Hanover, to the same territory of destination should be 


Mr. Disque said Little Rock commercial interests and one of eee ee oe pode d pope Re agg Ayame aged 
the principal wholesale grocers of Arkansas, alleged that the proposed finding is that the rates on cement and wall plaster 
all-rail and river-and-rail rates on sugar, in carloads, from New in mixed carloads, from Hanover to the same territory of desti- 
Orleans and all other sugar-producing points in Louisiana to z 


: : - nation, are unduly prejudicial. A like finding is proposed as 
Little Rock, Pine Bluff and several other Arkansas consuming to the denial of the privilege to stop in transit partially to 
and jobbing points, were unreasonable, unjustly discriminatory, ynioad shipments of cement and plaster, in straight or mixed 
unduly prejudicial and in violation of the long and short haul carloads. from Hanover and Trident . 
clause of section 4 of the act. Commercial organizations of Pine The complainant manufactures" cement at Hanover and 
Bluff and El Dorado, Ark., intervened Le support of Pg relief Trident; also wall plaster at Hanover. It alleged the rates on 
sought, while those of New Orleans, Shreveport and Monroe, cement and wall plaster, in straight or mixed carloads, from 
La., intervened in opposition thereto. The Arkansas Railroad 


rhea 2 4 f . a Hanover and on cement from Trident to western and central 
Commission and the American Sugar Refining Co. likewise be- parts of the two Dakotas were unreasonable and unduly preju- 


came parties, but did not state their positions of take any active qicial and unduly preferential of points in Western Trunk Line 
part in the proceeding, according to the report. territory such as Mason City, Ia., Steelton, Minn., and the Kansas 
The rates assailed are those based on the scale prescribed gas belt where cement was manufactured; Duluth a reshipping 


for sugar and certain other traffic in No. 9702, Memphis South- point; and Fort Dodge, Ia., and Piedmont and Black Hawk, S. 
western Investigation, 77 I. C. C. 473, except that to the southern ),, plaster producing points. 


third of Arkansas lower through rates, based on locals to and South Dakota commissioners intervened in opposition to 
from northern Louisiana points, apply, according to the report. the allegation of undue preference of Piedmont and Black Hawk, 
Mr. Disque said the rates were generally much in excess of as well as of other producing points as shippers into South 
what they would be if made on the basis of the pre-war rates Dakota. It urged that rates from Hanover and Trident be 
plus the general percentage increases and reductions. For reduced. The Atlas Portland Cement Co. opposed the allegation 
instance, he said, the rate from New Orleans to Little Rock, of undue preference on cement from Hannibal, Mo. 

53.5 cents, would be 33.5 cents. However, he said, the increase After saying that apparently there was no definite basis 
made by the Director-General in most sugar rates from produc- for the rates from Hanover and Trident, the examiner said the 
ing points was 22 cents, instead of 25 per cent. He said the complainant asked for rates comparable with those from the 
average rate for comparable distances from New Orleans to 128 alleged preferred points and not in excess of: (a) on cement, 
southeastern points was about 40 cents; that a rate of 50 cents minimum 50,000 pounds, from Hanover and Trident revised 
applied from New Orleans to points much farther north, such as_ Scale IV rates, prescribed in the second supplemental report 
St. Louis, Cincinnati, and Louisville. He said that in Oklahoma in Western Cement Rates, 69 I. C. C. 644; and (b) on plaster, 
Traffic Association vs. A. T. S., 113 I. C. C. 635, substantially the minimum 30,000 pounds, from Hanover not in excess of the 
9702 sugar scale was prescribed as reasonable for application scale prescribed in Grand Rapids Plaster Co. vs. Director-General, 
from Louisiana and Texas producing points to Oklahoma desti- 62 I. C. C. 237. It also sought a rule authorizing mixed car- 
nations. The prescribed minimum was 60,000 pounds, however, loads of cement and plaster on the basis of the carload rate 
he said,.compared with that of 36,000 pounds fixed in 9702. Com- and minimum weight on cement, plus carload rate and actual 
plainants contended that the rates assailed were too high com- weight of the plaster; and (d) a rule permitting the stopping 
pared with those from the same origin points to Mississippi of carloads, partly to unload, at a charge of $6.30. 

River cities. The rates from New Orleans to points in southern Koebel went over the ground covered in other cement cases 
Arkansas, particularly Wilmot, El Dorado, Texarkana and Hope, and the testimony in this one and then said: 
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The Commission should find, w.'th respect to the traffic here under 
consideration to this territory of destination: 

1. That the rates on portland cement, in carloads, from Han- 
over and Trident are, and for the future will be, unreasonable to 
the extent that they exceed rates based on the present revised cement 
Scale 1U* prescribed in the second supplement report in Western 
Cement Rates, supra; and unduly prejudicial to the extent that they 
exceed rates for like distances from Mason City, Steelton and Duluth; 

2. That the rates on wall plaster, in carloads, from Hanover, 
are, and for the future will be, unreasonable to the extent that they 
exceed, for the respective minimum, the rates based upon the scales 
set forth in Appendix A to fhis report; " 

3. That, for the purpose of applying the scales herein prescribed 
on cement and plaster, defendants shall compute distances according 
to the formula used by the carriers in publishing rates in compliance 
with the original report in Western Cement Rates, supra.f{ 

4. That the circumstances and conditions surrounding the trans- 
portation of portland cement and wall plaster, in straight and mixed 
carloads, interstate and intrastate within the portion of South Da- 
kota covered by this complaint, and from Hanover and Trident to 
that portion, are substantially similar; 

5. That the rates on wall plaster, in carloads, from Hanover to 
the portion of South Dakota covered by this complaint are, and for 
the future will be, unduly prejudicial to Hanover and unduly pref- 
erential of Piedmont and Black Hawk to the extent that, to a par- 
ticular destination to which the traffic moves either wholly or 
partly over a line of the same defendant from the former point and 
from either of the two latter points, the rates from Hanover re- 
flect greater differences over the intrastate rates from Piedmont or 
Black Hawk than would follow from the application in the manner 
herein specified of the scales of rates on like minimum appearing in 
Appendix A to this report; 

6. That the rates on mixed carload shipments of portland ce- 
ment and wall plaster from Hanover are, and for the future will be, 
unduly prejudicial, and unduly preferential of Steelton, Des Moines 
and Gilmore City, to the extent that the charges under the rates from 
Hanover exceed those which would have accrued on the basis con- 
eee maintained from Steelton, Des Moines or Gilmore 

ty; an 

7. That defendants’ denial to Hanover and Trident of the priv- 
ilege to stop in transit to partially unload shipments of portland 
cement and wall plaster, in straight or mixed carloads, under the 
same conditions and at the same charge as any like privilege con- 
temporaneously provided for in connection with similar shipments 
from Steelton, Duluth, Mason City, Piedmont or Black Hawk, is, and 
for the future will be, unduly prejudicial to the former points and 
unduly preferential of the latter points. 


Appendix A mentioned in the fifth paragraph of the pro- 
posed findings is as follows: 


APPENDIX A 
Rates on Wall Plaster, in Carloads. 
(Stated in cents per 100 Ibs.) 
On Minimum Of 
30,000 Ibs. 40 000 Ibs. 60,000 Ibs. 








Distance Cents Cents Cents 
PS WED DO a aire once ecicnsoudeav mame 3 11.5 10 
10 miles and over 5 12 10.5 
15 miles and over 12.5 10.5 
20 miles and over 13 11 
25 miles and over 13 11 
30 miles and over 13.5 11.5 
35 miles and over 14 12 
40 miles and over 14 12 
45 miles and over 14.5 12.5 
50 miles and over 15 12.5 
55 miles and over 15 13 
60 miles and over 15.5 13 
65 miles and over 16 13.5 
70 miles and over 16 13.5 
75 miles and over 16.5 14 
BO MRIS DUG OVGE TG 6 ook cicvivs covscwces 19.5 17 14.5 
a ee 19.5 17 14.5 
ee Pere Ge GUO Bi kik cc ccccccccsewees 20 17.5 15 
SO MWHGS GMA CvEr 90... cccccccccccccces BS 18 15 

BO TROD BUG OVOP 9G... 5 icccciccicdiecsccss 21 18 15.5 
BiG WENGE ANd GVEP 100. ... i. ccccccccsocsee Shh 18.5 15.5 
Bee MACS GUE GVEP 110. oo cccvicccccctcccwee 22 19 16 
Bee WAG GHG GVEP 126. ...5.. 5c cciccccccwscss 22.5 19.5 16.5 
340 miles and Over 1890... ....ccccsccccccce 23 20 37 
BOO MINGS ANG OVOP 140. 6c cccccccccccses 23.5 20.5 17.5 
BGG WIGS ONG GvEr 160... occ ccccccccces 24 21 18 
Eee tes One over’ 160. ...... .ccccccccccesss 24.5 21.5 18.5 
ee I ON ED Be eo 6 cid vices cteccccews 25 22 18.5 
BOW DATOS GME OVET 180... ccciccvcccccvccete 25.5 22.5 19 
Dee Wee GU OVET TOG. 6 oc cin cccicccvccccces 26 23 19.5 
BIS MASS GRA OVEF BOO. 60.0.0 cccccccccvcccse 26.5 23 19.5 
Bae STO GE GVOE BIG. 2 oc ccccvivcccccccece 27 23.5 20 
Bee MIO BE OVOP BIG. oo cc ccscccevcwnecs 27.5 24 20.5 
ee WO GE CVE Bec ccicccccccceccecces 28 24.5 21 
250 miles and over 5 25 21.5 
260 miles and over 25.5 21.5 
270 miles and over 5 25.5 22 
280 miles and over 26 22 
290 miles and over 5 26.5 22.5 
300 miles and over 27 23 
310 miles and over 27 23 
320 miles and over 5 27.5 - 23.5 
SSO MWAUSS ANE GVET B20... cccccccccccccces 32 21.5 23.5 
San MOS GG OVOP BIO. «oc ccc ccccvccoces 32.5 28 24 
Se MI GIN DUES BAG soc scictccccsctecnes 33 28.5 24 
Bee Pee DI GUGP BOO. 6 cccicceccccceeesces 33.5 29 24.5 
Ce eS BS errr 34 29.5 25 
See MNO GUE GVGT FIG. ciccccccvccesesees 34.5 30 25.5 
EE GED BOO ec cesiescrccucccenees 35 30.5 26 
RE er errr 35.5 31 26.5 
GaP Barrow GRE OVOP BOG... occ cccccccecsevces 36 31.5 27 
ae > 36.5 31.5 27 
GOP Bee GME OVE FBG. ooo cicccccccccccsus 36.5 32 27.5 
G40 WHIUMSE BRE OVE 4802.0... icccccccccccses 37 32 27.5 
Soe Mies BMG GVEF 440... 2 cic ccrcccssocsce 37.5 32.5 28 
GOW MAGS GE OVOP GGG... 6 6c ccc cccccccccces 38 33 28 
ee | ee 38.5 33.5 28.5 
460 Wiles AN OVE 476... occ cccccscccccces 39 34 29 





*The present revised Scale IV rates are set forth in Iola Cement 
Mills Traffic Asso. vs. A. W. Ry. Co., 87 I. C. C. 451, 466. 

¢This formula is set forth in detail as the appendix to Iola Cement 
Mills Traffic Association vs. <A. 
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490 miles and 5 34.5 29.5 
500 miles and 5 35 30 
520 miles and 35.5 30 
540 miles and 5 36 30.5 
S60 wiles and over 640....... 0... -..cccccsecs 42 36.5 31 
Oe Ge Ce GVO GOR. ins nik cet recsemets 42.5 37 31.5 
COG silos Gnd GVer SSG... .. cc cccccnccscce 43.5 38 32 
GOO wmillew Aiid OVEr GOO... . occ cee cecase 45 39 33 
8 Se 46.5 40.5 34 
660: miles and over GAO... 0. cccccesaes oe 41 34.5 
GOO MINGH GN OVOP GEO... . noc ccc cccces. 47.5 41.5 35 
700 Milles Gnd Gver GEO... 2. keen coves 48.5 42 35.5 
720 miles and over 700...........+.... view SOUS 43 36.5 
740 miles and over 720..... 2 Ae eee 50 43.5 37 
TOO MENON BOE OVOP TIO ones. cee cc nercssen 51 44.5 38 
TaO WES BRE CVEE TOO ..o as oii ccc ces sewn 52 45.5 38.5 
800 miles and over 780. ...... ci aie ate 53 46 39 
Sa0 mies and Over S00. ....... 2 cc ccccesccns 53.5 46.5 39.5 
340 MNCS ANG OVEr S20........ sv cescccrvives 54 47 40 
860 miles and over 840................--- . 55 48 41 2 
880 miles and over 860............. eee 49 41.5 
900 miles and over 8a0........ bee deen ee ee 50 42.5 
920 miles and over 900..... .......0cccc0 58.5 51 43.5 
S40 WINCH ANE CVET FIO. 6s ceserccccece 60 52 44.5 
960 miles and Over 940... 0... cere 61 53 45 
360 Miles ANd Over 960..........cccccsccccccs 62 54 46 
ZOGG Milles ANd Gver GSO....6. ciccccccccoceses 62.5 54.5 46.5 


SOUTHERN CEMENT RATES 


Adjustment of rates on cement in southern territory, includ- 
ing Mississippi Valley territory, on a mileage basis, higher than 
the basis in Scale II territory, but lower than proposed by the 
carriers, state and interstate, has been recommended by Exam- 
iner John T. Money in No. 15806, Lehigh Portland Cement Co. 
vs. Aberdeen & Rockfish et al. and the cases joined with it. 
The latter are sub.-No. 1, Alpha Portland Cement Co. vs. Ash- 
land Coal & Iron et al.; No. 15900, Security Cement & Lime 
Co. vs. Aberdeen & Rockfish et al.; and Sub.-No. 1 of the last 
mentioned, Tidewater Portland Cement Co. vs. Same. 

The proceeding was a joint one, the southern states involved 
being represented by a committee composed of R. Hudson Burr 
of the Florida commission; H. H. Hannah of the Tennessee body 
and A. J. Maxwell of the North Carolina Corporation Commis. 
sion. The report, however, was that of Examiner Money alone. 
He said evidence in respect of intrastate rates was freely re- 
ceived and that the co-operation of the state commissions had 
been of substantial aid in the development and conduct of the 
proceedings. 

Complaints causing the general inquiry into the quality of 
the rates put in issue, Money said, the lawfulness of the intra- 
state rates in Virginia, the Carolinas, Georgia, Florida, Alabama, 
Tennessee, Kentucky and Louisiana east of the Mississippi 
river. 

In 1924 Money said the country’s production of cement was 
148,859,000 barrels and importations 2,010,936 barrels. In that 
year .the southern states produced 11,347,000 barrels. Plants 
were in existence or in course of construction at the time Money 
gathered his facts, in Virginia, Georgia, Alabama, Tennessee, 
Louisiana, Florida and Kentucky. The question of rates, the 
report suggested, had become important for the reason that from 
1914 to 1923, the consumption of cement in the southern territory 
had increased a little more than 146 per cent while in the coun- 
try as a whole it had increased approximately 51 per cent. 

While production had greatly increased in the southern 
states in the past few years, Money said production had not kept 
pace with consumption. For that reason much cement moved, 
all-rail from other parts of the country into the south and 
through the southern ports. Being a standardized product with 
very little difference in the products of the mills throughout 
the country, Money said, the competition between various manu- 
facturers in its sale and distribution was most severe. A dif- 
ference of one cent per 100 pounds in the freight charges, slight- 
ly less than four cents per barrel, he said, often determined 
a sale. 


Cement, he said, was an attractive traffic, eagerly sought 
by the railroads, the average loading on 34 lines in southern 
and Mississippi Valley territories, in 1923, having been 37.2 
tons. 


“The present rates on cement between points in the gouth- 
ern territory states exclusive of the Mississippi Valley” Money 
says “are a tangled mass of inconsistencies and incongruities 
and in an exceedingly chaotic condition. Distance appears to 
have been wholly disregarded in their making. The rates to 
the ports and to many of the large and important consuming 
centers and junction points are lower in fact and relatively 
than to intermediate points, even over the direct lines. The 
adjustment largely reflects the old so-called basing point sys- 
tem, where competitive rates have been made to the ports and 
junction points with combination rates applicable at adjacent 
and intermediate points.” He said that that system (basing 
point), had been condemned in Fourth Section Violations in the 
Southeast, 30 I. C. C. 153 and 32 I. C. C. 61. 

Specifically Money said the Commission should find the 
rates, between points in southern territory, including the Missis- 
sippi Valley territory, and from points in trunk line and central 
territories to points in the southern states unreasonable and 
unduly prejudicial. He indicated the fourth section relief to be 
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November 20, 1926 


accorded and said that reparation should be denied, this being 
a general investigation. 


Shippers asked for Scale II of western territory. The car- 
riers suggested scales for single and joint-line hauls. The 
examiner proposed a scale for both joint and single-line hauls. 
The shippers’ scale began with 7 cents for the first three five 
mile blocks. The carriers proposed beginning with 4 and 5 cents 
for single and joint-line hauls in the first block. The carriers’ 
scales became unified at 100 miles with a rate of 13 cents. 
Keeler’s scale reaches 13 cents at 150 miles. The three pro- 
posals are carried in the appendix reproduced herewith, in which 
the examiner’s scale is identified as “suggested scale.” No 


objection was made to the carrier proposal to make 50,000 
pounds the minimum. 


Examiner Money recommended the use of the scale between 
points in southern territory and Mississippi valley, except in 
Florida south of the line of the Seaboard from River Junction 
to Jacksonville, and specified short lines; to and from the ports 
and intrastate. Distances are to be calculated in accordance 
with the formula prescribed in the Southern Class Rate case. 
Fourth section relief is to be accorded in conformity with the 
rule laid down in the Southern Fertilizer and Brick and Clay 
Products in the South cases, the latter, a late utterance being in 
113 I. C. C. 380. Provision is also made for preserving groups 
and the making of rates from central territory and Missouri 
points of origin. The findings in respect of rates from central 
territory and Missouri, groups, treatment of short lines and intra- 
state rates, are as follows: 


The Commission should find that the present rates from points 
in central territory and Missouri to points in southern territory, are 
and for the future will be, unreasonable and unduly prejudicial to 
such producing points in central territory, and preferential of pro- 
ducing points in Kentucky, Tennessee and Alabama, and that such 
prejudices and preferences should be removed by the establishment 
from points in central territory to points in southern territory the 
scale herein recommended as reasonable for application throughout 
southern territory including the Mississippi Valley. The application 
of joint rates in accordance with such scale will obviate the neces- 
sity for grouping any of the Ohio River crossings, either as origins 
or destinations, render unnecessary making rates from St. Louis and 
any of the Ohio River crossings with relation to any other point ex- 
cept as such relation is determined under the scale herein recom- 
mended and also render unnecessary making the rates from Kosmos- 
dale and Louisville the same. 

The maximum distance between points in the Birmingham group 
is about 51 miles which is less than one-half of the maximum dis- 
tance between points in the Kansas gas belt. The argument presented 
by complainant in No. 15806 and the supporting interveners that ad- 
vocate the breaking up of the origin groups and basing the rates on 
the distance from each shipping point, is substantially similar to 
those considered by the Commission on a very comprehensive record 
in connection with the grouping of the Kansas gas belt points. It 
is believed that the groupings proposed should be approved but in 
calculating the distance from the Birmingham group, the rates should 
be based either, on the distances from Birmingham or on the average 
distances from North Birmingham, Boyles, Leeds and Ragland. The 
distance from the Chattanooga and Rockmart groups should be based 
on the average distance from the shipping points in each of such 
groups. Rates from points in the Lehigh district should be based 
on the distances from Northampton, Pa., a representative producing 
point in that group. 

It is believed, however, that the Norfolk Southern, Mississippi 
Central, Columbus & Greenville, and the independent short lines 
represented by the Short Line Association set out in Appendix ‘‘B”’ 
herein, except those under common control or management by stan- 
dard lines, should be authorized to charge reasonable differentials in 
addition to the mileage scale herein suggested as reasonable for gen- 
eral application throughout this territory on traffic to or via points 
on their lines, and to meet at their junction points the rates of the 
trunk lines. It is not believed that such arbitraries should be as 
high as those sought, and it is recommended that the arbitraries herein 
authorized for application to points in Florida, would be reasonable to 
be added to the uniform scale when the traffic moves to or via points 
on such short or relief lines, which differentials are one cent for 50 
miles and less, two cents for 150 miles and over 50 miles and three 
cents for over 150 miles. Appropriate fourth section relief to such 
short and relief lines should also be granted. 

As previously stated, the intrastate rates between points in 
many of the southern states, as well as the minimum carload weight 
are substantially lower than the rates and minimum weight herein 
suggested for interstate application. No objection is raised by any 
state to the minimum weight proposed by the carriers. It is believed 
that the scale herein suggested for interstate application should be 
applied intrastate throughout Virginia and other southern states, 
except Florida, south of the Seaboard Air Line from Jacksonville to 
River Junction, and that the Commission should so find. In view 
of the fact that this proceeding is handled in cooperation with the 
state commission of the southern states, it is believed that it would 
be appropriate that the authorities of such southern states be given 
an opportunity to prescribe for intrastate application in their re- 
spective sates the basis prescribed herein for interstate application. 
The basis proposed by the carriers is now in effect in North Caro- 
lina, and the state commissioners of Alabama and Georgia have un- 
der consideration the level of the rates on cement in those states. 


_ Appendix A, showing the rate scales proposed by the car- 
riers, by the shippers and by the examiner, is as follows: 


RATES IN CENTS PER 100 POUNDS 


Distance (A)* (B)* (C) (D) 
DINGS BIE CORR cs 6o.ci01ds 05-3 s:tieds ores 4 5 7 5 
10 miles nd OVEr 8 .c..cessscccces 5 6 7 6 
15 miles and over 10...........0+e- 6 7 7 6 
20 miles and over 15............... 7 ‘ 8 7 
“9 Miles and over 20........cceeee: 8 9 8 7 
30 miles and over 25........eeee0e: 8 9 8 8 
35 miles and over 30............005 9 10 8.5 8 
40 miles and over 35...........008- 9 10 8.5 9 
45 miles and over 40...........00++ 10 11 8.5 9 
50 miles and over 45............60. 10 11 9 9.5 
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55 miles and over 50............... 10 11 9 9.5 
OO MEIES SWE OVOP GS ....o.c. ce cccccece 11 12 9 10 
65 miles and over 60............... 11 12 10 10 
70 Wiles GUE OVE GO. o.oo cesses 11 12 10 10.5 
75 miles and oVer 70.......c.cceece 11 12 10 10.5 
80 miles and over 175..............- 12 13 : 10 11 
S5 miles ANA OVEF SO......2.cccvesees 12 13 10.5 11 
90 miles BNE GVEF BG...0....cccccecss 12 13 10.5 11.5 
ee a ree 12 13 10.5 11.5 
100 miles and over 95........e.ceee- 13 13 11 12 
110 miles and Over 100.2... cesses. 13 13 11 12 
120) wlles GN GVEF 110, «.. 2.5.02 ccce ssi 13 13 11.5 12.5 
130 MAUSS BUA GVET 120. 66..ccccccceses 13 13 11.5 12.5 
140 miles and Over, 190........scceces 14 14 11.5 12.5 
150 miles and over 14 12 13 
160 miles and over 14 12 13 
170 miles and over 14 12.5 13.5 
180 miles and over 15 12.5 13.5 
190 miles and over 15 13.5 14 
200 miles and over 15 13.5 14 
210 miles and over 15 13.5 14.5 
220 miles and over 16 14 14.5 
230 mille® ANE OVET 220. ...cccccccccees 16 16 14 15 
SEO DAES GME OQVET BIO. 6 oc ciceccscowsic 16 16 14 15 
250 wmilles GME OVER B80. ......cc.ccscees 16 16 14.5 15.5 
260 miles and over 250.........20.0.. 17 17 14.5 15.5 
270 wmelles ONG Over BOO... ...ccceccecs 17 17 14.5 15.5 
280 miles GNA OVEr B70. ..0..:0000006000% 17 17 15.5 16 
206 miles QNEG OVET FOU. ..0000cccesces 17 17 15.5 16 
S00 mahles SME CVEF 290... sc cccccic cen 18 18 15.5 16 
310 miles GNG OVE S00. ..0.0..cccecccces 18 18 16 16.5 
S30 malian Gd Gver BIG. ..ccccccvccnee 18 18 16 16.5 
SSO WIGS ANA CVET FOO. occ cccc ceccces 18 18 16 16.5 
S40 wallow ANA OVE BE0...:00ccccccccves 19 19 16.5 17 
360 mitles and over B40... .....0:0: 000000 19 19 16.5 17 
360 miles and over 350...........-..- 19 19 16.5 17.5 
370 miles 19 17 17.5 
380 miles 20 17 18 
390 miles 20 17 18 
400 miles 20 17.5 18 
410 miles 20 17.5 18.5 
420 miles 21 17.5 18.5 
430 miles 21 17.5 19 
440 miles 21 18.5 19 
450 miles 21 18.5 19 
460 miles 22 18.5 19.5 
470 miles 22 19 19.5 
480 miles 22 19 20 
490 miles 22 19 20 
500 miles 23 19.5 20 
510 miles 23 19.5 20.5 
520 miles 23 19.5 20.5 
530 miles 23 20.5 21 
540 miles 24 20.5 21 
550 miles 24 20.5 ot 
560 miles 24 20.5 21.5 
570 miles 24 20.5 21.5 
580 miles 25 20.5 22 
590 miles 25 21 22 
600 miles 25 21 22 
610 miles 25 21 22.5 
620 miles 26 21 22.5 
630 miles 26 22 23 
640 miles 26 22 23 
650 miles 26 22 23 
660 miles 27 22 23.5 
670 miles 27 22.5 23.5 
680 miles 27 22.5 24 
690 miles yA f 23 24 
700 miles 28 23 24.5 
710 miles 28 23 24.5 
eS ee 28 28 23 25 
730 miles amd OVGPr T20. .... 606.0000. 28 28 24 25 
740 miles GNE OVE T80....0.0.00. .ccceees 2s 29 24 25.5 
760 miles and over 740............ccccess 29 29 24 25.5 
760 miles and over 750..............- 29 29 24 26 
770 Mines GNA OVEr TED. .....0o0cccccces 29 29 24.5 26 
780 miles and over 770........-....+- 30 30 24.5 26.5 
790 miles and over 780............+-: 30 30 25 26.5 
800 miles and over 790.............-: 30 30 25 me 
820 miles and over 800..........---++ 31 31 25 27.5 
840 miles and over 820............... 31 31 25.5 28 _ 
860 miles and over 840..............- 32 32 26 28.5 
880 miles and over 860..............- 32 32 26 | 4 : 
900 miles and over 880.............-. 33 33 26.5 29.5 





(A) Single line. (B) Joint line. (C) Shippers’ scale, western ce- 
ment scale II. (D) Suggested scale. *Carriers’ proposed scale. 

Arbitraries to be added to rates under scale recommended for 
distances (1) south of Seaboard Air Line from Jacksonville to River 
Junction, Fla., and (2) for hauls over short or weak lines included in 
report: 


50 miles and less—1 cent; 150 miles and over 50—2 cents; over 
150 miles—3 cents. 





ASPARAGUS ROOTS REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Edgar Snider in No. 17570, 
C. W. Kress vs. Central Railroad of New Jersey et al., as to the 
rate on asparagus roots, in carloads, shipped from Seabrook, 
N. J., to Kress, S. C., in November and December, 1923. First 
class of 176.5 cents was collected. After the shipments were 
made the rate was reduced, by a change in classification from 
first to fourth, to 112.5 cents. The complainant showed many 
rates tending to prove that the rate on asparagus roots was too 
high in comparison with other roots. The examiner said the. 
Commission should find the assailed rate unreasonable to the 
extent it exceeded 112.5 cents and award reparation. 


RECONSIGNMENT CHARGES CASE 


Examiner E. P. Hurley has recommended the dismissal of 
No. 18512, Louis Cohen and Son vs. Delaware, Lackawanna & 
Western et al., on a finding that the assessment of reconsign- 
ment charges on two carloads of scrap iron shipped from Jersey 
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City, N. J., to Syracuse, N. Y., and thence to Wilkes-Barre, Pa., 
in 1924, was not unreasonable. 


MINE-RUN CLAY RATE CASE 
Examiner Lewis L. Prout has advised the Commission to 
dismiss No. 18282, National Zinc Company vs. Chicago, Rock 
Island & Pacific et al., on a finding that the rate of 20.5 cents 
per 100 pounds on mine-run clay, from Springfield, Ill., and 
Clayton and St. Louis, Mo., to Bartlesville, Okla., applied on 
shipments made in April and May, 1924, was not unreasonable. 


RATE ON LUMBER 


An award of reparation has been recommended by Examiner 
J. J. Williams, in a proposed report in No. 18248, Kroehler Man- 
ufacturing Company vs. Canadian National et al., on a proposed 
finding that the applicable joint sixth class rate of 54 cents 
charged on one carload of lumber shipped from Sundridge, Ont., 
Canada, to Naperville, Ill., March 3, 1923, was unreasonable to 
the extent that it exceeded 39 cents. The examiner said that 
contemporaneously there was in effect a combination rate of 39 
‘cents, composed of 34 cents to Chicago and 5 cents beyond, 
which was published, effective September 25, 1923, as a joint 
commodity rate. 





RATES ON PEACHES 


In a proposed report in No. 17881, Sub. No. 2, Caruso, Rinella, 
Battaglia Company, Inc., vs. Atlanta & West Point et al., em- 
bracing also Sub. No. 3, Same vs. Central of Georgia et al., Exam- 
iner J. Edgar Smith has recommended dismissal of the com- 
plaints, which brought in issue through rates on peaches from 
Newnan and Thomaston, Ga., to Glen Falls, N. Y., on the 
ground that there was no proof that the rates were or are un- 
reasonable or otherwise in violation of the interstate commerce 
act. 


RATES ON SCRAP BRASS, ETC. 


Examiner W. K. Berryman has recommended a finding of 
unreasonableness and an award of reparation in No. 17645, S. 
Hausman & Sons Company vs. Pennsylvania et al., embracing 
also Sub. No. 1, Duquesne Reduction Company vs. Same, as to 
rates on scrap brass and brass ingots, in carloads, from Pitts- 
burgh, Pa., to Newark and Jersey City, N. J., and Baltimore, Md. 
Complainant alleged that the rates charged on numerous ship- 
ments of the ingots in 1922, 1923 and 1924 were unreasonable. 
Charges were collected on the shipments to Newark and Jersey 
City at a rate of 34 cents, and on the shipment to Baltimore at 
a rate of 35 cents prior to July 1, 1922 and 31.5 cents thereafter. 
The examiner said the Commission should find that the rates 
assailed were and are unreasonable to the extent that they ex- 
ceeded and exceed 22.5 cents to Newark and Jersey City, and 22 
cents prior to July 1, 1922, 20 cents from that date to September 
14, 1922, and 19 cents thereafter, to Baltimore. 


WHEAT COMPLAINT DISMISSED 


Examiner David T. Copenhafer has recommended dismissal 
of the complaint in No. 15721, Moore-Lawless Grain Company, 
B. C. Moore, receiver, vs. Missouri Pacific et al., on a proposed 
finding that charges assessed on wheat from Kansas City, Mo., 
to various interstate destinations accorded transit at Leaven- 
worth, Kan., and Sweet Springs, Mo., were applicable and not 
unreasonable or otherwise unlawful. The shipments moved in 
the period of federal control. One shipment was found over- 
charged and the examiner said refund of the overcharge should 
be directed. 


RATES ON FRESH MEATS. ETC. 


An award of reparation and prescription of reasonable rates 
for the future have been recommended by Examiner J. J. Wil- 
liams in No. 17933, William Schulderberg-T. J. Kurdle Company 
vs. B. & O. et al., on a finding that rates charged on fresh meats 
and packing-house products, in straight and mixed carloads, from 
Baltimore, Md., to Roanoke, Va., were, are and for the future 
will be unreasonable to the extent that they exceeded, exceed 
or May exceed contemporaneous combination rates made on Alms 
House, Va., a small station on the N. & W., approximately two 
miles south of Roanoke. 


CHARGES ON LUMBER, ETC. 

In a proposed report on further hearing in No. 15770, Fed- 
eral Match Corporation vs. Great Northern et al., Examiner W. M. 
Cheseldine has recommended affirmation of finding in previous 
reports, 102 I. C. C. 353, that switching charges and assessment 
thereof in addition to the road-haul rate on lumber originating 
at local stations and milled in transit at Spokane, Wash., were 
not unreasonable, unjustly discriminatory or unduly prejudicial. 
He recommended a finding of unreasonableness as to the meas- 
ure of the transit charge and period of time allowed to complete 
the transit arrangement as applied to the milling of lumber into 
match blocks at Spokane. He said the Commission sould find 
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that the period of time allowed by defendants in which to com. 
plete the transit arrangement on lumber milled into match 
blocks at Spokane was unreasonable to the extent that it was 
less than 18 months. He said the Commission should find that 
defendants’ transit charges as applied to lumber milled into 
match blocks at Spokane was unreasonable. He said no transit 
charge was prescribed, but defendants should be required to 
establish, within 90 days, a transit charge agreeable to all parties 
and be the same on shipments from all points. He said reason. 
able back, or out of line, haul charges might be provided, which 
should be separate from and in addition to the transit charge, 
He said reparation should be denied. 


RATES ON OIL WELL SUPPLIES, ETC. 


In a proposed report in No. 17537, Standard Oil Company 
of Louisiana vs. C. R. I. & P. et al., Examiner John T. Money 
has recommended an award of reparation based on a finding of 
unreasonableness as to rates on wrought iron pipe, drilling rigs, 
oil well supplies and outfits and steel tanks, in carloads, from 
and to points in Louisiana and Arkansas. He also recommended 
a finding that rates on gas engines, steam engines and boilers, 
in straight carloads, from points in Louisiana to points in 
Arkansas were not, and are not, unreasonable or unduly preju- 
dicial. Complainant asked reasonable and nonprejudicial rates 
for the future, and reparation on 47 shipments made between 
November 27, 1922, and November 11, 1923. The examiner said 
the issues in the case, particularly with respect to pipe, oil 
well supplies and outfits, and steel tanks, and the evidence 
presented by the various parties, were practically the same as 
had been considered by the Commission in a number of recent 
cases, involving the rates on these commodities between points 
in the same general territory \where reparation had been 
awarded to the basis established under the Memphis South- 
western Investigation, 77 I. C. C. 473, citing Crawford & Sebas-. 
tian vs. C. R. I. & P., 92 I. C. C. 453; Texas-Pacific Coal & Oil 
Co. vs. T. & P., 95 I. C. C. 625; Humble Oil & Refining Co. vs. 
M. P., 95 I. C. C. 709; and Parkersburg Rig & Reel Co. vs. 
Cc. R. I. & P., 96 I. C. C. 99. As to the rates charged on the 
wrought iron pipe, oil well supplies and outfits, drilling rigs and 
steel tanks, the examiner said the Commission should find that 
they were unreasonable to the extent that they exceeded those 
which would apply under the scale of rates and minimum 
weights prescribed in the Memphis-Southwestern Investigation, 
based on the rate-making distances during the period when em- 
bargoes were in effect, but during other periods based on the 
distances over the routes of movement. 


COTTON FACTORY PRODUCTS RATE 


Attorney-Examiner John B. Keeler, in a report on No. 18209, 
Cotton Mills Products Company vs. Mallory Steamship Co. et al. 
said the Commission should find the L. C. L. rate on cotton 
factory products, from Mobile, Ala., to Rockland, Md., applicable 
over the Mallory steamship line and the Pennsylvania, now 86.5 
cents, unreasonable to the extent it may exceed, for the future, 
a rate of 75 cents. He also found overcharges which he said 
should be promptly refunded. The complainant sought a rate 
of 70.5 cents, the amount of the rate to Baltimore, Md., and 
Chester, Pa. It compared the applicable and the proposed rates 
with a rate of 69 cents to destinations in New England, New 
York, New Jersey and Pennsylvania. The complainant con- 
tended that the point of interchange should be Baltimore and 
not New York. The examiner said the Mallory line did not serve 
Baltimore and that it therefore would be impracticable to make 
an interchange there instead of at New York. 


CEDAR POST REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner M. L. Boat, in No. 16485 
(Sub-No. 2) Pendleton & Gilkey vs. Chesapeake & Ohio et al. 
as to a combination rate of 45.5 cents, on a carload of cedar 
posts shipped from Spur 28, Minn., to Gaston, Ind., in April, 
1924. Applying the Sligo rule, the examiner said the rate should 
be found unreasonable to the extent it exceeded 43.5 cents and 
award reparation to that basis. 


SMELTING IN TRANSIT CASE 


Examiner W. A. Hill has recommended the dismissal of 
No. 17771, Bunker Hill & Sullivan Mining & Concentrating Co. 
vs. Northern Pacific et al., on a finding that the failure and 
refusal of the defendants to establish a smelting-in-transit al 
rangement at East Helena, Mont., on lead ore and concentrates 
from Kellogg and Bradley, Ida., to eastern destinations does not 
result in undue prejudice and discrimination. The complainant 
asserted that failure to establish such a privilege resulted in the 
imposition of unjustly discriminatory and unduly prejudicial 
and unduly preferential rates in violation of the second and third 
sections. 

Hill said that the complainant admitted that the issuance 
of an order by the Commission merely directing the removal 
of the alleged undue prejudice and preference would be of 00 
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benefit to it if the defendants complied therewith by cancelling 
tthe transit arrangement at East Helena on ore from the mines 
‘alkged to be preferred. He said that that admission of itself 
\was a complete answer to the allegation of undue prejudice. 


STEEL RAILS AND WOODEN HANDLES 


In a report on No. 17479, Pratt-Gilbert Co. et al. vs. Alabama 
‘& Vicksburg et al. and No. 17557, Same vs. Arizona Eastern 
et al., Examiner John H. Howell dealt with rates on steel rails 
and rail and cross-tie fastenings, in straight and mixed carloads, 
from points in Colorado, Illinois and Alabama to Phoenix, Ariz.; 
and on wooden handles, carloads, from points in Tennessee, 
Mississippi, Louisiana, Arkansas, Missouri and Texas to Phoenix. 

The rates on steel rails and rail and cross-tie fastenings 
were alleged to be unreasonable, unduly prejudicial and unduly 
preferential, the undue preference being of El Paso. As to 
them, Howell said they should be found not unreasonable but 
unduly preferential of El Paso, and the parties directed to submit 
suggestions as to the manner in which the prejudice might best 
be removed. He said the Commission should find there was 
no proof of damage to complainants as a result of the undue 
prejudice. 

As to the handle case, Howell said it should be dismissed, 
on a finding that the rates were and are not unreasonable or 
unduly prejudicial or unduly preferential. 


CABBAGE CLAIM DISMISSED 


Examiner J. J. Williams has recommended the dismissal of 
No. 17788, Independent Produce Shippers, Inc. vs. Norfolk & 
Western et al., on a finding that no violation of the interstate 
commerce act had been shown in the hearing on a complaint 
in which damages were sought on account of a failure of the 
carriers to notify the complainant that carloads of cabbage, from 
Crockett and Grubb, Va., to Jersey City, N. J., shipped in August, 
1924, were unclaimed at destination. The complainants asserted 
they were damaged to the extent of $501, for which amount they 
asked reparation. The shipments were held for five days before 
such notice of unclaimed shipment was given. Williams said 
it Was matter cognizable in the courts, if at all. 


COMMODITY RATES NOT TOO HIGH 


Cammodity rates on strawberries, higher than the class 
rates, from fields in Delaware and Maryland to Montreal, Can., 
Examiner Lewis L. Prout thinks, should not ce condemned. 
Wherefore he has recommended the dismissal of No. 18131, 
Masson & Sons, Ltd., et al. vs. Pennsylvania et al., on a finding 
ithat such commodity rates, in effect in the shipping season of 
(1928, were not unreasonable. The rate was $1.815, but owing 
ito the fact that the carriers, after the one carload in question 
\was shipped reduced the rate to $1.72, they refunded to that 
basis. The commodity rate, the examiner said, was approxi- 
mately one and a half times the classification basis, the latter 
ibeing one and a half times first class. Until 1916, the examiner 
pointed out, the basis was double first class, but on May 15, 
1916, the classification basis was reduced to one and a half 
.times first class. 

Prout justified the commodity rate higher than the classifi- 
cation basis by saying that the service given when strawberries 
were moved in refrigerator cars was greater than contemplated 
‘under the class rate. He said strawberry traffic was given all 
.possible preference. 


LUMBER RATES UNREASONABLE 


A finding of unreasonableness, overcharges and an award 
of reparation have been recommended by Examiner E. H. Ker- 
win in No. 17997, Walrath & Sherwood Lumber Co. vs. Chicago 
& North Western et al., as to rates on lumber and related ar- 
ticles, from points in the coast, Spokane and Oregon groups 
(groups Nos. 1, 2 and 3) to Gordon, Irwin, Merriam and Eli, 
Neb. He said that certain shipments were overcharged. He 
said the rates from points in Montana district No. 1 and Mon- 
tana district No. 2 (groups Nos. 4 and 5) should be found not 
unreasonable. He said the rates charged should be found 
unreasonable to the extent they exceeded, exceed or may exceed 
the following: 


Prior to Aug. 9,1924 On and after Aug. 9, 1924 


From—Group Groups Group Groups 

' P| 2 and 3 1 2 and 3 
To A D A D A D A D 
OMEOM isc teiecean 71.5 59.5 68 56 70 58 66.5 54.5 
POEM vasciia oie laraiataisisiaiy 72.5 60.5 69 57 TE 59 67.5 55.5 
MICOVIAM.  o0.6:5.5:0:0:0:9:6 73.5 61.5 70 58 72 60 68.5 56.5 
RUAE.. fafc3. a cretion uses he Salas 74.5 62.5 71 59 73 61 69.5 57.5 





A—Shingles. D—Lumber. 


BAR tRON RATES PREJUDICIAL 
Examiner W. K. Berryman, in No. 17750, Knoxville Iron 
Co. vs. Louisville & Nashville et al., said the Commission should 
find the L. C. L. sixth class rates on bar iron from Knoxville. 
Tenn., to poimmts in Georgia unduly prejudicial to Knoxville and 
unduly preferential] «f Birmingham, Ala. The rates from the lat- 
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ter, the examiner said, were commodity publications relatively 
much lower than those from Knoxville. The carriers, in this case, 
said they intended canceling all L. C. L. commodity rates. The 
examiner said no order should be issued at this time, but that 
the Commission should say the carriers were expected, within 
a reasonable time, to establish an equitable relationship between 
Knoxville and Birmingham. He said reparation should be de- 
nied, as no damage had been shown. 


RATE USED INAPPLICABLE 


In a report on No. 18107, Strable Lumber & Salt Company 
vs. Canadian National et al., Examiner J. J. Williams said the 
Commission should find that the rate of 41.5 cents, charged on 
two carloads of lumber shipped from Burk’s Falls, Ont., to Pon- 
tiac, Mich., in January, 1924, was not applicable but that the 
applicable rate, under the intermediate point rule, was 33 cents. 
He said that that rate should be found not unreasonable. He 
said the complainant was entitled to reparation from the Grand 
Trunk Western, the shipments having moved over the Canadian 
National and the Grand Trunk Western. The first mentioned 
denied the jurisdiction of the Commission. The examiner called 
attention to the fact that the liability under a joint rate was 


joint and several and proposed the award against the Grand 
Trunk. 


COLD PACK BERRY RATES 


Examiner C. J. Peterson has proposed the dismissal of No. 
18004, Lutz & Schramm Company vs. Pittsburgh & Lake Erie 
et al., on a finding that the rates charged on “cold-pack” straw- 
berries, blackberries and cherries, in carloads, from Fredonia and 
Sodus, N. Y., Camden Station (Baltimore, Md.) and Port Norfolk, 
Va., to Pittsburgh, Pa., imposed on seven carloads moved in 1924, 
were applicable. The complainant contended they were illegal 
and unlawful. It contended that fifth class, applicable on pre- 
served fruit, was applicable to these shipments in which the 
fruit was frozen. The contention was that the freezing was the 
preserving and that sugar was added to make the fruit retain 
its color and flavor. The examiner said that the term preserved, 
as applied to fruit contemplated only fruit that had been treated 
in such a manner as to keep it for an indefinite but substantial 
length of time. He said the record showed that cold-pack fruit 
was simply fresh fruit, the deterioration of which had been ar- 
rested by freezing and refrigeration. 


PIG LEAD RATE NOT PREJUDICIAL 


In a report on No. 16274, Oklahoma Traffic Association et al. 
vs. St. Louis-San Francisco et al. and a sub-number thereunder, 
Same vs. Missouri, Kansas & Texas et al., Examiner J. P. Mc- 
Grath said the Commission should find the rate on pig lead, 
red lead and litharge, in carloads, from Joplin, Mo., to Oklahoma 
City, Okla., not unduly prejudicial. The rate situation, accord- 
ing to the examiner, would not show undue prejudice by the 
application of the usual test. That is, the complainant would 
not be benefited by the withdrawal of the carriers from rates 
alleged to give undue preference, or by an increase in the rates, 
as the lower rate about which complaint was made would be still 
available to those alleged to be unduly preferred. 


KITCHEN CABINET RATINGS 


Examiner O. L. Mohundro has recommended the dismissal 
of No. 17918, McCormick Brothers Co. vs. Alabama & Vicksburg 
et al., on a finding that the rating and rates on kitchen cabinet 
interior fittings, carloads, from Albany, Ind., to destinations in 
the three classification territories, have not been shown to be 
unreasonable. The Commission was asked to prescribe fourth 
class, minimum 14,000 pounds, subject to Rule.34. The examiner 
said that what the complainant really sought was a reduction 
in the minimum on fourth class from 20,000 pounds to 14,000 on 
the bulk of the articles contained in the interior fittings mixture. 


CHINA AND BALL CLAY RATES 


Because the rates to those places are out of line with some 
to other points, Examiner A. S. Parker, in a report on No. 17840, 
Ceramic Traffic Association vs. Pennsylvania et al., has recom- 
mended that the Commission find rates on imported china and 
ball clay, carloads, from Philadelphia to Lambertville, New 
Brhnswick, Old Bridge, Matawan, Perth Amboy and Washington, 
N. J., unreasonable and unduly prejudicial to the extent they 
exceeded or may exceed 170 cents per ton to Lambertville, 190 
cents to New Brunswick and Old Bridge, 210 cents to Matawan 
and Perth Amboy and 225 cents to Washington. He said the 
Commission should award reparation to two complainants having 
plants at some of the places mentioned. 

Rates to other New Jersey destinations, he said, should be 
found not unreasonable or otherwise unlawful. 

The complaint attacked the rates, which are less than sixth 
class, as unreasonable, unduly prejudicial and unduly preferential 
of potters in central territory. It also alleged the charge for 
handling the clay from shipside to cars, in instances in which 


the rate was less than 9 cents per 100 pounds caused the com- 
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plainants to pay unlawful and unduly prejudicial charges. The 
complainant asked for rates based on a mileage scale, which, 
for some distances, would be higher and in some instances lower 
than those resulting from the use of the Trunk Line brick scale. 

The examiner said the record presented no cognant reason 
for the Commission modifying the finding in Commercial Traffic 
Managers vs. Baltimore & Ohio, 104 I. C. C. 173 in which the 
charge for handling export and import traffic was approved for 
application in instances where the rate was less than 9 cents per 
100 pounds. 


TALC CASE DISMISSED 


Examiner Thurston B. Johnston has recommended the dis- 
missal of No. 17754, Sewall Paint & Glass Co. vs. Cleveland, 
Cincinnati, Chicago & St. Louis et al., on a finding that the rate 
on talc, from Emeryville, N. Y., to Dallas, Tex., is not unreason- 
able. He found that one shipment, one of several made in 1924 


and 1925, was overcharged and said the Commission should 
direct a refund. 


COMPLAINT CAME TOO LATE 


Examiner E. J. Murphy has recommended the dismissal of 
No. 17955, Shafton Company vs. Southern Pacific et al., on a 
finding that a complaint alleging that the rate applicable on 
watermelons, from Stanton and Williston, Fla., to Sacramento, 
Calif., was unreasonable, was barred by the statute of limita- 
tions. The shipments were delivered in May and June, 1922. 
The claim was filed more than seven months after the com- 
plainant was advised that informal settlement was impossible. 


SCRAP IRON OVERCHARGED 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner O. L. Mohundro, in No. 
18544, H. Sofranscy Co. vs. Reading Co., as to the reconsignment 
charges, in addition to local rates to and beyond the reforward- 
ing point, on shipments of scrap iron from Harrison and Trenton, 
N. J., to Allentown, Pa. The two carloads involved were orig- 
inally consigned to Newark, N. J., thence to Harrisburg, Pa., 
thence to Steelton, Pa., and finally to Allentown, Pa. The exam- 
iner found the reconsignment charges, in addition to the local 
rates to and from the reconsigning points, unreasonable, on the 
authority of the Commission’s decision in Cohen & Son vs. P. 
R. R. Co., 115 I. C. C. 307 and recommended reparation. 


HOBOKEN’S CHARGES ILLEGAL 


Examiner Arthur Kettler, in No. 17966, Jewel Tea Co. vs. 
Delaware, Lackawanna & Western et al., said the Commission 
should find the charges imposed on shipments of various com- 
modities loaded in trap cars from the complainant’s warehouse 
on the Hoboken Manufacturers Railroad and forwarded over the 
Hoboken and the Lackawanna, in April and May, 1924, were 
inapplicable and resulted in overcharges which, he said, should 
be refunded and the case dismissed. The question was whether 
the joint class rates published by the Lackawanna, governed by 
Southern Classification, from New York Lighterage Station, 
Hoboken City and Jersey City, applicable over its line in con- 
nection with steamship lines, were applicable from the shipping 
point of the complainant. The examiner found that the rates 
contended for by the complainant were the applicable ones. 


STORAGE BATTERY RATING 


Examiner P. F. Mackey has recommended the dismissal of 
No. 17697, National Lead Battery Co. vs. Missouri Pacific et al. 
on a finding that the fourth class rating and rate on storage 
batteries, in carloads, from Kansas City and Centropolis, Mo., 
to Dallas, Tex., applied on shipments made in January and 
March, 1924, had not been shown to have been unreasonable. 
The complainant contended for class A rating. 


RATE ON AUTOMOBILES 


An award of reparation has been recommended by Examiner 
B. DB. Stillwell, in a proposed report in No. 18430, Woodward 
Auto Company vs. Chicago, Milwaukee & St. Paul et al., on a 
finding that the first-class rate of 98 cents charged on passenger 
automobiles, in carloads, from Janesville, Wis., to Mason City, 
Iowa, was unreasonable to the extent that it exceeded 83.5 
cents, the contemporaneous rate to Ames, Iowa. 


RATE ON CRUSHED MARBLE 

Examiner J. J. Williams, in a proposed report in No. 18317, 
Dagostin & Angelini Brothers vs. Louisville & Nashville, has 
recommended an award of reparation on the finding that the 
applicable class A rate of 70 cents per 100 pounds, minimum 
40,000 pounds, on one carload of crushed marble, in sacks, 
shipped January 1, 1924, from Gantt’s Quarry, Ala., to Biloxi, 
Miss., was unreasonable to the extent that it exceeded $2.10 
per net ton, minimum 90 per cent of marked capacity of car, 
except when loaded to full visible capacity. Complainant said 
the commodity transported was crushed stone, but defendant 
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said it was crushed marble, known to the trade as terrazzo and 
actually used in the construction of terrazzo flooring. The 
examiner said a rebuttal statement was not submitted by com- 
plainants. The defendant admitted that the rate charged was 
unreasonable, and proposed a rate of $2.10, minimum 90 per 
cent of the marked capacity of the car. 


RATES ON PIPE AND FITTINGS 


Examiner G. J. Hall, in a proposed report in No. 18160, Lone 
Star Gas Company vs. Santa Fe et al., has recommended a find- 
ing of unrasonableness as to rates on wrought iron pipe and 
pipe fittings, carloads, from points in Texas to points in Okla- 
homa, and from points in Oklahoma to points in Texas. The 
report also embraces No. 18160, Sub. No. 1, Same vs. Same. The 
examiner said the record did not warrant a finding different 
from that in Texas-Pacific Coal and Iron Co. vs. C. R. I. & G., 
102 I. C. C. 369, and following the finding in that case and on 
the present record he said the Commission should find that the 
rates assailed “were, are, and for the future will be, unreasonable 
to the extent that they exceeded, exceed, or may exceed rates 
for like distances computed under the scale prescribed on iron and 
steel pipe, in carloads, in the Memphis Southwestern Investiga- 
tion,” 77 I. C. C. 472-595. He recommended an award of repara- 
tion to the basis of the rates found unreasonable. 


RATES ON FERTILIZER MATERIAL 


Examiner P. F. Mackey, in a proposed report in No. 17919, 
Fosse and Company vs. Erie et al., has recommended an award 
of reparation on a finding that rates on ground poultry manure 
(fertilizer material), in carloads, from Kenton, O., to Hatties- 
burg and Meridian, Miss., were unreasonable to the extent that 
they exceeded $6.36 per ton. Charges were collected on the ship- 
ments involved, which moved in the period from October, 1923, 
to April, 1924, at commodity rates of $7.60 to Hattiesburg, and 
$8 to Meridian. The report said there was contemporaneously 
applicable from Kenton to Mobile, Ala., and to New Orleans, La., 
a commodity rate of $6.36. After the shipments moved the $6.36 
rate was established, with certain routing restrictions, and made 
applicable over a number of routes from Kenton to Meridian, 
effective June 28, 1925, and from Kenton to Hattiesburg, effec- 
tive August 20, 1925. 


EXAMINER PROPOSES DISMISSAL 


Examiner Harry C. Ames has recommended the dismissal of 
No. 18057, Van Dyke Motor Co. vs. Missouri Pacific et al. on 
a finding that rates charged on shipments of automobiles and 
extra parts, from South Bend, Ind., to Pueblo, Colo., between 
January 9, 1924, and May 28, 1925, are not unreasonable. 


BROOM HANDLE BASIS 


Examiner E. J. Murphy, in No. 18104, National Broom Com- 
pany vs. Atchison, Topeka & Santa Fe et al., said the Commis- 
sion should find the rates on broom handles, in carloads, from 
Grandon, Glidden and Antigo, Wis., Atlantic and Saginaw, Mich.., 
and Chicago, Ill., to Pueblo, Colo., unreasonable to the extent 
they exceeded, exceed or may exceed a rate equal to three cents 
over the contemporaneous lumber rates. He also recommended 
reparation on various shipments. 


DRAG-LINE MACHINERY RATES 


Dismissal of No. 17189, Smith Brothers, Inc., vs. Baltimore 
& Ohio et al., has been recommended by Examiner Martin J. 
Walsh, on a finding that the rates on drag-line machinery, car- 
loads, from Dayton, and Tippecanoe City, O., to Tarke, Cal., 
applied on 17 carloads shipped in July and August, 1923, were 
not unreasonable. A rate of $2.35 was applied. Complainant 
contended that a rate of $2.03 applicable on machinery, should 
have been used in calculating the charges on these shipments. 
Walsh said the case was based, to a considerable extent, upon 
a misinterpretation of tariffs. He said that drag-line machinery, 
consisting of a caterpillar tractor, with a gas or oil engine and 
hoist and steam shovel mounted upon it, was not entitled to 
the rate of $2.03 applicable to machinery and machines. 


PROPER RATING APPLIED 


Examiner C. J. Peterson has recommended the dismissal of 
No. 18190, West Texas Utilities Co. vs. Michigan Central et al., 
on a finding that the proper rating, one and a half times first, 
was applied to a less-than-carload shipment of sheet iron or 
steel tubs, from Saginaw, Mich., to Abilene, Tex., in June, 1925. 
The rating applied was that designed to cover “wash tubs—not 
nested, in boxes or crates.” The shipper called them “laundry 
tubs, crated, iron and steel.” They were portable tubs. The 
examiner called them portable laundry tubs in the head-notes 
to his report but in his conclusion he said the rating applicable 
was that provided for “wash tubs.” The complainant contended 
they were laundry tubs, other than enameled, listed under the 
head of “plumbers’ goods.” The complainant contended that 
even if they were not laundry tubs such as plumbers attach to 
the water and sewer pipes, they were such under the analogy 
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rule. The examiner resorted to the dictionary to find out about 
a wash tub and said the analogy rule had no application where, 
as here, the commodity shipped came clearly within the descrip- 
tion of wash tubs provided in the classification of sheet iron or 
sheet steel ware. 





AGENT MADE A MISTAKE 


Examiner J. J. Williams has advised the Commission to 
dismiss No. 17915, Newsome Feed & Grain Co. vs. Pittsburgh & 
Lake Erie, et al., on a finding that the rate in 1923 charged 
on a carload of middlings shipped from New Castle, Pa., to 
Pioneer, O., was not unreasonable, unjustly discriminatory or 
unduly prejudicial. However, he found that apparently there 
was an undercharge outstanding because the rate over the route 
of movement was higher than the one collected. The agent 
said a rate of 29.5 cents applied. He did not notice restrictions 
in the routing and assumed that because there was a rate of 
29.5 cents over some other route it was the same over the route 
designated by the shipper. A combination of 29.5 cents was 
assessed but the examiner said the real combination was 31 
cents and that it was well settled that misquotation of a rate 
did not afford a basis for reparation. 


B. R. & P. LEASE CASE 


In a proposed report on finance docket No. 5656, Acquisition 
of Control of the Buffalo, Rochester & Pittsburgh by the Dela- 
ware & Hudson, Examiner O. D. Weed said the acquisition would 
not be in the public interest and that a plan should be promul- 
gated for the complete formation of a new trunk line before 
the acquisition herein sought was urged as a step towards the 
formation of such a trunk line. 

The Commission, in making public the examiner’s report, 
announced that the case had been set down for argument before 
the Commission on December 21. The examiner, in concluding 
his report, said: 


A plan should be promulgated for the complete formation of a 
new trunk line before the acquisition herein sought is urged as a 
step towards the formation of such a trunk line. 

Another point urged by applicants in favor of the proposed lease 
is that it would preserve the integrity of the lessor, whereas the 
Baltimore & Ohio and (New York) Central have been considering 
the division of the lessor’s lines between them, it having been tenta- 
tively arranged when the Central was recently negotiating for the 
purchase of the lessor’s line that the Baltimore & Ohio should take 
over the portion from Butler to Dubois, which it would like to have 
in its proposed short line, hereinafter mentioned, between Chicago 
and New York. Applicant claims that such division of the lessor’s 
line and the use of a portion thereof as part of a through line would 
be detrimental to the industries and communities served by the 
lessor and would not be in the public interest. The lessor, it says, 
is not a bridge line as most of its traffic either originates or 
terminates on its own line and the increased use of a portion thereof 
for through traffic would interfere with its service to the communi- 
ties and industries on its line. The Butler-Dubois section is also 
stated to be one of its busiest industrial sections. 

The integrity of the lessor’s line can hardly be regarded as an 
issue in this proceeding as no proposition for the segregation of 
sections thereof is now made. 

The Central presented no testimony in opposition to the lease 
but argues in its brief that no public interest will be served by such 
acquisition because the lines of the applicant and of the lessor are 
not physically connected, and because there is little interchange of 
traffic between them. It points out that in 1922 only 2.47 per cent 
of the total traffic originating on the lessor’s line and delivered to 
its connections terminated on the applicant’s line, while the corre- 
sponding percentage for the New York Central was 23.42, for the 
Delaware, Lackawanna & Western 8.72, for the Bessemer & Lake 
Erie 9.23 and for the Baltimore & Ohio 2.96. It also mentions certain 
operating relations between the Central and the lessor, and concludes 
that “from a traffic standpoint the interest of the New York Central 
in the Buffalo, Rochester & Pittsburgh far exceeds that of any 
other carrier.”” The Central, however, announces no present inten- 
tion of seeking to acquire control of the lessor’s line. 

The-lessor for nearly 30 years has had close relations with the 
Baltimore & Ohio under contracts giving the lessor the right to use 
the road of the Baltimore & Ohio between Butler and Newcastle, 
where the lessor has constructed its own terminals, and between 
Ribold Junction and Pittsburgh, with the joint use of Baltimore & 
Ohio stations and facilities in Pittsburgh. These contracts give the 
lessor the rights of an originating carrier in Pittsburgh and New- 
castle and open up to it the industrial territory on the Pittsburgh 
Junction Railway. One of these contracts provides that certain of 
these rights and privileges granted to the lessor are not assignable 
and cannot be transferred to another road and the Baltimore & Ohio 
regards the proposed lease to the applicant as an attempt to violate 
this contract, since the proposed lease purports to transfer all such 
contract rights to the applicant. 


The record shows that the total interchange of traffic between 
the Baltimore & Ohio and the lessor in 1925 was 1,067,402 tons from 
which the Baltimore & Ohio received revenue of $1,728,619 and the 
lessor $1,795,600. The Baltimore & Ohio also uses about 125 miles 
of the lessor’s road between Butler and Mt. Jewett instead of using 
its own line between these points, certain operating disadvantages 
on that line making it more advantageous to use the lessor’s track. 

On account of these relationships, which it has planned to make 
more close, the Baltimore & Ohio opposes the proposed lease to the 
applicant, and urges the advantages to both roads and to the public 
of a more intimate connection between it and the lessor, pointing 
out that in the interchange of business from Buffalo, Rochester and 
adjacent territory with it the lessor obtains a maximum haul on 
traffic to the east, west and south, It further claims that large 
economies in operation would result from the union of the lessor’s 
road with its own. It also needs the lessor’s line for entry into 
Buffalo and the territory in western New York and Ontario served 
by the lessor. 

The Baltimore and Ohio has also under consideration plans for 
the formation of a new through line between Chicago and New York, 
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which contemplates the inclusion therein of about 80 miles of the 
lessor’s line between Butler and Dubois. This proposed line would 
consist of the present line of the Baltimore & Ohio from Chicago 
through Newcastle to Butler, thence over the lessor’s line to Dubois, 
thence over the Pennsylvania or Central, under trackage rights or 
otherwise, to Williamsport, and thence by the Reading and Central 
of New Jersey to New York. As the Baltimore & Ohio has large 
financial interests in the two carriers last named, the entire route 
from Chicago to New York, except for the 120 miles from Dubois 
to Williamsport, would be over the Baltimore & Ohio, or roads in 
which it is largely interested, if it could acquire the lessor’s line. 
This proposed through route, it is pointed out, would pass north of 
Pittsburgh and avoid the great congestion there and also would be 
shorter than any other route between Chicago and New York except 
that of the Pennsylvania Railroad and only 4 miles longer than that. 
It would also have an advantage over the Pennsylvania’s route in 
that its maximum elevation would be 1525 feet as against a maximum 
of over 2000 feet on the Pennsylvania. The road for this route is all 
in existence today and more than 80 per cent of it is double track. 

These representations made by the Baltimore & Ohio are impor- 
tant. Although its acquisition of lessor’s line is not an issue herein, 
consideration may properly be given to them, looking forward to 
the ultimate disposition to be made of that line in connection with 
the formation of a new group or the enlargement of an existing group 
of carriers. As the Baltimore & Ohio system is much smaller than 
either the Central or the Pennsylvania system its acquisition at some 
future time of the lessor’s road would perhaps not be subject to 
objections which might be urged against the acquisition of that road 
by either of the larger systems. 

Although the reasons adduced in support of the application are 
not without force the examiner is not convinced that, upon the 
record presented, the applicant has established, by a preponderance . 
of evidence, its claim that the acquisition of control sought would 
be in the public interest. In Proposed Acquisition of Control of 
Virginian Ry. by Norfolk & Western Ry. Co., decided October 11, 
1926, the Commission said: : 

‘Applications for authority to acquire control of railroads under 
the interstate commerce act must be supported by a clear and strong 
showing of public gain. If serious doubt exists regarding the wisdom 
of the proposed grouping, that doubt must be resolved against the 
applications. Real and substantial advantages of railroad grouping 
are capable of reasonable proof. So are the disadvantages. There 
must be of record a substantial preponderance of evidence in favor 
of an application before we are warranted in giving it favorable 
consideration.” 

The fact that the lines of the applicant and the lessor are so 
far apart, and the absence of evidence that the applicant can exercise 
control over any of the existing lines between them, militate against 
the proposed acquisition of control being viewed as in the public 
interest, and, in the opinion of the examiner, make it requisite that 
more preponderant evidence of public interest be shown than would 
be necessary if the lines were contiguous. In denying the application 
of the Susquehanna and New York Railroad Company for an order 
authorizing it to acquire control by lease of Tionesta Valley Ry., 94 
I. C. C. 39, the Commission said: 

‘“Manifestly, also, the fact that they serve separate and distinct 
communities distant from each other by more than 100 miles mini- 
mizes the opportunity for operating economies.’’ * * * 
and upon further consideration of the same application, after oral 
argument, in which the previous report and order were affirmed, 
Lease of Tionesta Valley Ry., 105 I. C. C. 570, it said: 

“The two carriers are over 100 miles apart and there is no 
physical connection between them except over the lines of other 
carriers. We are of Thé opinion that, as a general rule, the union of 
two such widely separated carriers is undesirable.”’ 

It would seem that the same considerations may properly influence 
the disposition of the application in this case. 

It is recommended that the application be denied without preju- 
dice to resubmission at such time as it may be shown that a plan 
has béen promulgated for the formation of a combination of carriers 
that will include a connecting link between the line of the applicant 
and that of the lessor; with the proviso, however, that such disposition 
of the application is not to be construed as indicating the Commis- 
sion’s views regarding the final disposition of the lessor’s line. 


ABANDONMENT OF N. P. BRANCH 


In a proposed report in finance docket No. 5486, abandon- 
ment of portion of branch line of Northern Pacific Railway, 
Examiner William T. Wilkinson has recommended that a cer- 
tificate be issued authorizing the abandonment of that portion 
ofa branch line of the Northern Pacific extending from Engi- 
neer’s Station 3369, near Markham, to Bay City, in Grays Harbor 
county, Washington, a distance of 4.66 miles. Protest against 
the proposed abandment was made by canning interests situated 
on the west side of South Bay. The branch has been operated 
at substantial loss, according to the report, and the testimony 
indicated that the territory served offered no prospect of future 
development. The examiner said only several small clam can- 
neries would be affected by the abandonment of the branch and 
that the only burden on them would be an additional haul by 
truck of about five miles to Markham. 


LEASE OF L. & N. E. BY READING 


Transportation advantages that would result from acquisi- 
tion of control by lease of the Lehigh & New England by the 
Reading were pointed out in the proposed report of C. V. Burn- 
side, assistant director of the Commission’s bureau of finance, 
in Finance Docket No. 5639, lease of Lehigh & New England 
Railroad by Reading Company, recomménding approval of the 
application subject to the requirement that the L. & N. E. be 
maintained as an open route. (See Traffic World, November 13.) 

The Lehigh & New England, referred to as the New Eng- 
land, operates about 219 miles of line, including about 43 miles 
operated under lease or trackage rights, in the states of New 
York, New Jersey and Pennsylvania. The main line extends 
from Campbell Hall, N. Y., to Nesquehoning, Pa., a distance of 
about 130 miles, the southwestern terminus being in the anthra- 
cite coal region of Pennsylvania. It connects at four points with 
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the Reading, at four points with D. L. & W., at three points with 
the Lehigh Valley, at three points with the Central of New Jer- 
sey, and at one point with the Pennsylvania. At its northeastern 
terminus it connects with the Erie, the New York, Ontario & 
Western, and the Central New England, the last named being 
a part of the New Haven system. Through trackage rights, the 
New England operates its trains over the New Haven to May- 
brook Yard, a very important transfer point for southern New 
England, three miles from Campbell Hall, according to the re- 
port. The Reading operates about 1,140 miles of line, princi- 
pally in northeastern Pennsylvania. It is one of the most im- 
portant roads serving the anthracite fields. It owns a controlling 
interest in the Central of New Jersey. With the acquisition of 
the New England, the report said, the Reading would have an 
important arm to the northeast, connecting with the New Haven 


system. Discussing the proposal from a transportation point of 
view, Mr. Burnside said: 


The predominant question of public interest in this proceeding 
concerns the provision and maintenance of efficient short-line all-rail 
routes between New England and the territory southwest of New 
York Harbor. The indentation of the coast line at that point tends 
to force traffic through Jersey City and the harbor, and the con- 
centration of population and traffic renders increasingly difficult 
the utilization of this natural route. Until the year 1918 the traffic 
was handled by car-float between Jersey City and the Harlem River 
connecting at the latter point with the New Haven. This is known 
as the Harlem River route. In 1918, the New York Connecting Rail- 
road, including a bridge over the East River and commonly known 
as the Hell Gate route, was opened for traffic. This line was financed 
and built jointly by the New Haven and the Pennsylvania. The 
combined capacity of these routes is insufficient at times, and the 
routes over the rail lines north of New York Harbor are becoming 
of increasing importance. 

At present there are two of these lines, 
the Lehigh & Hudson River Railway. The first, as already stated, 
serves the anthracite fields. Its stock, except directors’ qualifying 
shares, is owned entirely by the Lehigh Coal & Navigation Company, 
an important producer of anthracite coal transported over the New 
England. In addition to coal, this road originates a large tonnage of 
cement and slate. It, therefore, combines the functions of an im- 
portant originator of traffic and a “‘bridge’’ line for its connections on 
the southwest and northeast, principally for traffic to or from New 
England. The Lehigh & Hudson River, on the other hand, is engaged 
very largely in bridge traffic. It operates less than 100 miles of line, 
lying to the southeast of and paralleling the New England, extend- 
ing from Maybrook on the northeast, where it connects with the 
New Haven, to Easton, Pa., on the southwest, where it connects 
with the Central of New Jersey and the Lehigh Valley. It does not 
enter the anthracite fields, but connects with the principal lines 
serving those fields, including the Pennsylvania and, through the 
Central of New Jersey, the Reading. Its outstanding capital stock 
is owned as follows: 


Reading Company 


the New England and 





ia is i ie Axa hj ane el Oe wl atk es nae Maia: aa aioli Marea 6,312 shares 
SEUee SO Ge DUO DOUEOT occa core ceeceyescversseuenes 7,870 shares 
Delaware, Lackawana & Western Railroad Company...... 9,614 shares 
ee nc cs cic awosdecesecewoeessewneosee 5,729 shares 
Eenigh Coal & Navigation Company... ....ccccccccccccoccecs 9,364 shares 
EMD “VONIES TUUSORE COMMAS <6 6 oictciccicsvovcesoceces 5,728 shares 
POMMSFIVEMIA TANFORAd COMPANY «.¢ ccccccccvcccccccesccoese 2,094 shares 
I ro 6:4 cpa tied is de tric haee Hoe ce ncswwes ea bnee 359 shares 

ID dy dos sitih ets ba cen lan us asa OG Chinen oa air oa ae ee ee 47,070 shares 


The purpose of the Reading in seeking the lease of the New 
England, as stated by its president, is to ‘facilitate the movement 
of freight from points on the Reading and its connections to points 
on the Lehigh & New England and beyond the Lehigh & New Eng- 
land.” At present, the coal traffic originated on the Reading moves 
to New England principally through Jersey City, thence by barge. 
Other Reading traffic moves to New England and the contiguous 
territory in eastern New York by way of the Harlem River route, 
the Lehigh & Hudson River route, the route by way of Newberry 
Junction and the New York Central, or over other routes more in- 
direct than could be obtained by using the line of the New England. 
Apparently the motive in using these routes is to secure a longer haul 
for the Reading. The only joint rates now in effect from Reading 
territory by way of the line of the New England are cement rates 
from a few points near Catasauqua, Pa. The opening of routes by 
way of the New England and Campbell Hall, using the best available 
junctions on the south, would in a great majority of cases result in 
substantial saving in distance as compared with the best route now 
in use. For example, the average distance from the anthracite terri- 
tory on the Reading to Boston by way of the Lehigh & Hudson 
River is 450 miles; by way of the New England 403 miles. From 
seven representative points on the Reading to fifteen representative 
points in New England, the route by way of the New England and 
Campbell Hall is from 3 to 56 miles less than by way of the Lehigh 
& Hudson River. From fifteen representative Reading points to four- 
teen Boston & Maine points, the saving by way of Campbell Hall 
would be from 27 to 73 miles as compared with the present route 
by way of the Delaware & Hudson. From the Reading anthracite 
region to Boston, Mass., a route over the New England and con- 
nections would be 200 miles shorter than the present route by way 
of Newberry Junction and the New York Central. It is unnecessary 
to multiply examples. There is a presumption that some of these 


routes are unreasonably long within the meaning of paragraph (4) 
of section 15 of the act. 


Similar saving in distance could generally be realized on traf- 
fic received by the Reading from connecting lines and destined to 
northeastern points. The only joint rates now in effect on such traf- 
fic by way of the New England are those on bituminous coal from 
mines on the Baltimore & Ohio and the Western Maryland destined 
to points on the New Haven reached via Campbell Hall and May- 
brook. This traffic is received by the Reading through the Ship- 
pensburg gateway and is delivered to the New England at Catasauqua 
or Bethlehem Junction. 

Should the lease be approved, it is the announced purpose of the 
Reading to establish rates via the New England between its own 
territory and northeastern territory, including New England and 
northern and eastern New York. These rates will include rates on 
anthracite coal, the all-rail movement of which the Reading pro- 
poses to develop. The present movement by barge is decreasing 
and is very unprofitable. It is also proposed to make the new routes 
over the New England available to the Reading’s connections. It 
will offer to the Baltimore & Ohio and Western Maryland rates via 
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the New England on bituminous coal to northern and easter 
York and New England territory by way of Campbell Hall and Ma 
brook, in addition to the New Haven territory to which the bi. 
tuminous rates now applying. All connections through Shipp : 
burg and Hagerstown, Md., will be offered through rates by waa 
the New England on merchandise to territory reached A a. of 
Campbell Hall and Maybrook. The Pennsylvania Railroad will 
offered through rates over the New England route on merchandy 
and bituminous coal by way of Rutherford and Milton, Pa., desti e 
to northeastern territory by way of Campbell Hall and Maybrout 
also rates on merchandise and coal between Pennsylvania territory 
and the local territory of the New England, using the Reading ~ 
an intermediate line. The present interchange between the fen 
sylvania and the New England is at Martins Creek, Pa. The substi. 
tution of the route over the Reading would result in a large saving 
of distance, but would reduce the present haul of the Pennsylvanis 
While establishing these new routes, the Reading declares jts in. 
tention to maintain every through route and rate in which the New 
England now participates. 4 

The Reading also proposes, upon the consummation of the lease 
to establish through train service between Rutherford and Maybrook’ 
Rutherford, situated just east of Harrisburg, Pa., is an important 
concentration and transfer point for traffic interchange between the 
Reading, on the one hand, and the Pennsylvania, the Baltimore & 
Ohio, the Western Maryland, and the Norfolk & Western, on the 
other hand. Through operating arrangements, the trains of the 
Western Maryland now operate into Rutherford Yard, and the engines 
of the Reading run to Hagerstown and Martinsburg, W. Va., for traffic 
interchanged with the Norfolk & Western and the Baltimore & Ohio 
respectively. As an indication of the importance of the interchange 
at Rutherford Yard, it is stated that 129,935 cars were handled through 
that yard in the month of January, 1925, alone. 


Trains made 
Rutherford would be moved over the Reading and the New Englant 


by way of Catasauqua, with only a change of crew at one point en 
route. The distance is about 185 miles. 


The proposed lease is for the term of 999 years from January 1 
1927. It requires the lessee to assume all charges against the lessor 
for taxes and interest on account of the leased property, to maintain 
the property, to assume the expense, not exceeding $7,500 per year, 
of maintaining the lessor’s corporate organization, and to pay, in ad- 
dition, a net cash rental of $1,069,000 per year. The-lessee assumes 
the lessor’s income tax on this rental. Additions and betterments, 
except on equipment, made by the lessee, are chargeable to the 
lessor. Equipment must be fully maintained, but will be used in com- 
mon with that of the Reading and no provision is made for addi- 
tions and betterments thereto. The amount of cash rental corre- 
sponds approximately with the New England’s operating income for 


1924, but is said to have no definite basis, being $200,000 less than 
first asked. 


nN New 


Continuing, the report reviewed the testimony relating to 
the financial aspects of the proposal in which the Reading 
claimed that, under the terms and condition, it would profit by 
the lease. Testimony was offered to show that economies could 
be effected through unification of operations, amounting to about 
$500,000 annually. It was pointed out that the Baltimore & Ohio 
had intervened in favor of the proposed lease because of its 
desire to improve its present route via the Reading and its con- 
nections. The Western Maryland intervened to protect its 
present route to New England via the Reading and the New Eng- 
land. It also asked for the establishment of certain new routes 
to New England. The Pennsylvania, the report said, “intervened 
in unqualified opposition to the application upon the general 
ground that its approval would endanger the availability of the 
route over the New England and might give an undue advantage 
to its principal competitors, the New York Central and the Bal- 
timore & Ohio,” each of which now own 25 per cent of the cap- 
ital stock of the Reading and is represented on its board of di- 
rectors. Due to this influence, the report continued, the Penn- 
sylvania questioned the sufficiency of any stipulation looking to 
the permanency of open routes for its traffic over the New Eng- 
land. At present, the Pennsylvania, the report said, had avail- 
able routes over both the New England and the Lehigh & Hud- 
son River. Continuing, the report said: 


The Pennsylvania also contends that the proposed lease should 
be disapproved upon considerations of public policy which outweigh 
any possible advantages that might be realized in economies and 
service through the proposed unification. As may be computed from 
a table on a preceding page, the Reading, the Central of New Jersey, 
and Lehigh Coal & Navigation Company, together, own 23,546 shares 
of the 47,070 shares of outstanding capital stock of the Lehigh & 
Hudson River, and, assuming that the holding of the Lehigh Coal & 
Navigation Company would be used in the Reading interest, it would 
enable that company to control the Lehigh & Hudson River as well 
as the New England. Further, with the approval of the lease of the 
New England the Reading will have tributary to its system lines, in- 
cluding the Central of New Jersey, about one-third of the entire pro- 
duction of anthracite coal in the United States. 


Mr. Burnside said the coal produced on the lines of the 
New England competed in New York City and other common 
markets with the coal produced on the lines of the Reading, the 


Central of New Jersey, and other carriers serving the anthracite 
fields. Continuing, he said: 


Applying a general principle, the transfer of control of the 
New England from the Lehigh Coal & Navigation Company to the 
Reading would reduce competition in the transportation of coal 
produced on those lines. Applying another general principle, the re- 
linquishment of control of the railway line by the coal company is 
in the public interest. The evils inherent in the common control of 
tonnage and transportation facilities have been particularly apparent 
in the mining and transportation of anthracite coal. In United 
States vs. Reading Company, the relations between the Reading an 
the Central of New Jersey and their controlled coal companies were 
condemned as inimical to the public interest and as illegal under 
the anti-trust laws. The transportation by these carriers of ° 
coal produced by their coal companies was also found to be Mm 
violation of the commodities clause (paragraph (8), section 1) of the 
act. The relations between the carriers-and the coal companies were 
ordered dissolved. Combining these principles, and excluding other 
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jderations, we might conclude that, while the _ relinquishment 
ns trol of the New England by the Lehigh Coal & Navigation 
of se is in the public interest, the control should be transferred 
Compa ny carrier serving no other anthracite territory. 
to ve are reminded that under the consolidation provisions of the 
the Commission is required, in the division of railways into 
act s to preserve competition as fully as possible; and it is 
systerited that in reducing the present competition for tonnage be- 
sugee the New England and the Reading and in approving a lease 
twee’ will give the Reading control of the New England and may 
vac the Reading and its allied interests a large influence in the 
ave gement of the Lehigh & Hudson River, the Commission will 
sapart from the rule laid down by Congress. There is no doubt that 
pn confidence in the Reading’s proposal would be increased if 
puvere to divest itself of its stock in the Lehigh & Hudson River. 
However: the injunction regarding the preservation of competition 
ust be read and considered in connection with the provision of 
ection 5 as a whole, and in full view of the general intent of con- 
cress in the enactment of the transportation act, 1920. Paragraph 
(8) of section 5 provides that the carriers affected by any order made 
under the preceding provisions of the section, including paragraph 
(2), shall be relieved from the operation of the anti-trust laws and 
from all other restraints or prohibitions by law, state or federal, in 
so far as may be necessary to enable them to do anything authorized 
Sauer’. ce auth Aiaah & ie sek te be Game Gok 

isions O es : me a 
pneress intended the complete disregard of conditions which led to 
the enactment of the anti-trust laws, it is nevertheless clear that the 
transportation needs of the country were primarily in mind. It is 
also reasonable and necessary to assume that in enacting this ex- 
traordinary provision congress had also in mind the greatly en- 
larged powers of the Commission in regulating the service and rates 
of the carriers, which, added to its already existing authority to deal 
with all forms of carrier discrimination, were believed practically to 
place it beyond the power of the railway companies to abuse their 
privileges as transportation agencies. There has been no apparent 
change in the view of congress since the passage of the transporta- 
tion act, and, should existing laws prove insufficient to protect the 
public interest in transportation, it is to be presumed that congress 
will 7 such additional legislation as may be found necessary to 
effect its purpose. 

The tentative plan for consolidation of the carriers under the pro- 
visions of section 5 of the act, Consolidation of Railroads, 63 I. C. C. 
455, was cited both for and against the proposed lease. In that 
plan, the Commission proposed the assignment of both the New 
England and the Lehigh & Hudson River to system No. 3, which in- 
cluded the Baltimore & Ohio, the Reading, and the New Haven, or, 
as an alternative, to system No. 7, made up of the New Haven and 
other New England lines. In either case, both of the lines were to 
be placed under one management, supplementing each other in the 
ay rag > fae New England and the territory southwest of 
New Yor arbor. 

The reasonableness of the proposed rental is questioned in the 
record. In authorizing the Commission to ‘pass upon the reasonable- 
ness of the consideration for the acquisition of control of one car- 
rier by another, it is not to be assumed that congress intended to 
deprive the carriers wholly of their right to bargain. <A price freely 
and voluntarily agreed upon by the carriers is presumptively rea- 
sonable and within the range of judgment by which the determina- 
tion must be made. The problem is not susceptible of solution by 
formula. The purpose of congress was no doubt to prevent the 
assumption of undue financial or other obligations that might impair 
the ability of the carriers to perform their transportation service. 
There is no evidence or suggestion of such impairment here. On 
the other hand, as already shown, the evidence indicates that the 
operation of the New England line by the Reading will be profitable 
to the operating company under present conditions, and may rea- 
a to — — rg nog future changes 

ns surrounding New Yor arbor. 

At the hearing, and again in its brief, the Reading declared its 
willingness that the Commission attach to its order approving the 
lease the condition that the lessee shall maintain every joint route 
and rate in which the New England now participates, until changed 
either by voluntary action of all interested carriers or by order of 
the Commission. ‘With this addition, the Commission should find 
that the terms and conditions of the lease and the proposed con- 
sideration are just and reasonable, and should approve and author- 
ize the proposed acquisition. The record affords no basis for re- 


quiring the establishment of specific new routes, as requested by th 
Western Maryland. “ y ” oe 





TARIFFS NOT SUSPENDED 


The Commission has voted against suspending the tariffs 
establishing rates from by-product coke ovens in the Alabama 
district to destinations in Michigan and other northern points. 
The tariffs, of which supplement 16 to Louisville & Nashville 


IL C. C. A-15643, is representative, will become effective No- 
vember 22. 


SUSPENDED TARIFFS 


In I. and S. No. 2790, the Commission has suspended from 
November 15 until March 15 schedules as published in supple- 
ments Nos. 16 and 18 to Agent J. H. Glenn’s tariff I. C. C. No. 
4-587. The suspended schedules propose to increase the rates 
on cement, carloads, from southern producing points to stations 
on the Tallulah Falls Railway, to the basis of 80 cents per ton 
over the junction point, Cornelia, Ga., but not to exceed the 
combination over Cornelia. The following is illustrative: 


Rates on cement (in cents per ton of 2,000 pounds) 
From Birmingham, Ala.—— 


To— Pres. Prop. 
SE Pe ee Tae ae ES 320 360 
Tallulah RN IN.” 5604's: ecg’ exgiGrela elo d: ace Mase Wis Grave aaeeum SeMaT RI 320 383 
RE I icone ccs wuss adacaeouaiaannameaeenanmmeny 320 400 


In I. and S. No. 2791, the Commission has suspended from 
November 15 until March 15 schedules as published in the fol- 
lowing tariffs: F. L. Speiden, agent: Supplement No. 138 to 
IC. C. No. 932; supplements Nos. 5 and 6 to I. C. C. No. 1007. 
The suspended schedules propose to increase the rates on canned 
800ds, carloads, from New Orleans, La., and other Gulf ports, 








when originating on the Pacific coast and for movement by 
water through the Panama Canal, to certain destinations in 
Mississippi Valley territory. The following is illustrative: 


From New Orleans, La. 


To— Pres. Prop. 
EE, MIR. v's. 0610s tra 050 0 elas pus vidal eee slam een se eelieny 35 41% 
CS TERS. 5. TS Bis Keen senins Cena adhe aenevenabehene 35 41% 


In I. and §S. No. 2792, the Commission has suspended from 
November 15 until March 15 schedules as published in supple- 
ments Nos. 9, 10, 11, 12, 13 and 14 to Agent H. G. Toll’s tariff 
I. C. C. No. 1171. The suspended schedules propose to increase 
the rates on pears in baskets, crates and boxes, carloads, from 
various producing points in central and eastern Washington, and 
various points in Oregon, Idaho and Montana to Missouri River 
territory and points west thereof. The following is illustrative: 


— From Yakima and Wenatchee, Wash.—— 


To— Pres. Prop. 
I MI hcg. x seca Sania aie mua era bathe ainadusae soe saeie wane 169 173 
I I ssi a, ah-asnip wig -g ahare wa aile-siaie AAs waves eeeceaate 169 173 
ae a Ee eee ee eee ee eee eS 169 173 


In I. and S. No. 2793, the Commission has suspended from 
November 15 until March 15 the operation of certain schedules 
as published in supplements Nos. 8 and 9 to Chicago & North 
Western Railway Company’s tariff I. C. C. No. 9542, and supple- 
ment No. 22 to Chicago, Milwaukee & St. Paul Railway Company’s 
tariff I. C. C. No. B-4923. The suspended schedules propose to 
increase rates on lumber from Chicago and Joliet, Ill., and ad- 
jacent stations, to Milwaukee and Racine, Wis., and interme- 
diate points t® 9 cents, and also to increase the rates applicable 
from Chicago group stations to West Chicago, East Batavia, 
Batavia, North Aurora and Aurora, Ill., to 8 cents, which would 
result in increases ranging from 1 to 3 cents per 100 pounds. 
The following is illustrative: 


On Lumber, Carloads, from Chicago, Ill. 


To— Pres. Prop. 
SE I cco va a ele isis ale vee Wsateioos ews co ys ounmia eae wearers arias 5 8 
I OE, noc Sa iard Sew Gar as ote Watele nies eatenten wine ce wie eeien 6% 9 
NS II Peta siats, 0c:5.6 acs carson oe Bats BW ew ei ee eras oS eR 8 9 
Se ee rn ee ee 8 9 


In I. and S. No. 2794, the Commission has suspended from 
November 18 until March 18, schedules as published in supple- 
ment No. 30 to Johanson’s I. C. C. No. 1759. The suspended 
schedules propose to restrict the routing on live stock, carloads, 
from points in Texas to Cincinnati, Ohio, Louisville, Ky., and 
Indianapolis, Ind., and to cancel the application of the Cincinnati 
and Louisville rates to certain intermediate points south of the 
Ohio River resulting in increased rates. The following is illus- 
trative. 


ON CATTLE—CARLOADS 
(Rates in Cents per 100 Pounds) 


From Fort Worth, Tex.: Present Proposed 
To Chattanooga, Tenn. (intermediate point)......... 71% % 
From San Angelo, Tex.: 
ey NE, SE Gininicnsa ceccunsenpabionineseeeacowus 77 80 
EO Ce ICE, “GOS Sieicinin gw c 5 cocineaanvcn Gueesenseness 78% 82% 


COMMISSION ORDERS 


The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 894, North Western Terminal Rail- 
way. 
The order entered in No. 15428, Iola Cement Mills Traffic 
Ass. et al. vs. Arkansas Valley Interurban et al.; No. 15744, Ne- 
braska Cement Co. vs. Same; and No. 15727, Oklahoma Portland 
Cement Co. vs. Same et al., on July 17, 1926,-which was by 
its terms made effective October 12, 1926, and subsequently modi- 
fied so as to become effective on December 13, 1926, is further 
modified so that it will become effective on January 13, 1927, 
instead of on said December 13, 1926. 

The last paragraph of the order entered in No. 14617, Acme 
Brick Co. et al. vs. Alabama & Mississippi et al.; No. 15467, 
Acme Brick Co. et al. vs. Abilene & Southern et-al.; No. 15628, 
Kansas Gas Belt Manufacturers’ Assn. vs. Abilene & Southern 
et al.; No. 15692, Oklahoma Brick Manufacturers’ Assn. vs. 
Abilene & Southern et al.; and No. 15738, Acme Brick Co. et al. 
vs. Abilene & Southern et al., on October 4, is amended to read 
as follows: 


It is ordered, That the said cases be, and they are hereby, re- 
opened for further hearing at such time and place as the Commission 
may hereafter direct on the question of applying 80 per cent of the 
standard rates on common brick within a radius of 150 miles, and on 
the question of the application at Memphis, Tenn., of a bridge toll 
= — with rates on brick and related articles to and from 
that point. 


The last paragraph of the order entered in No. 9702, Mem- 
phis-Southwestern Investigation and case joined therewith, on 
October 4, 1926, is amended to read as follows: 


It is ordered, That the said cases be, and they are hereby, re- 
opened for further hearing at such time and place as the Commission 
may hereafter direct on the question of applying 80 per cent of the 
standard rates on common brick within a radius of 150 miles, and on 
the question of the application at Memphis, Tenn., of a bridge toll 
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in connection with rates on brick and related articles to and from 
that point. 


The Commission has denied the petition of the Eastern Lime 
Manufacturers’ Traffic Bureau, complainant, and Lime Industries 
of Virginia, interveners, in No. 16170 (and Sub. 1), Eastern Lime 
Manufacturers’ Traffic Bureau et al. vs. Akron, & Barberton Belt 
et al., for modification of its report and order of May 10, 1926, in 
said proceedings. 

The West Virginia Pulp & Paper Company has been per- 
mitted to intervene in No. 18691, American Hide & Leather Co., 
Inc., vs. Delaware & Hudson, and No. 18692, American Hide & 
Leather Co., Inc., vs. New York Central et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 18770, Moline Consumer’s vs. Chicago, Burlington 
& Quincy Railroad et al. 

The secord ordering paragraph of order entered in finance 
No. 4531, bond of Gulf, Colorado & Santa Fe, July 18, 1925, has 
been amended to read as follows: “It is further ordered, That, 
except as herein authorized, said bond shall not be sold, pledged, 
repledged or otherwise disposed of by the applicant, unless and 
until so ordered by this Commission; and that, excepting the 
pledge under its general mortgage, the Atchison, Topeka & 
Santa Fe shall not sell, pledge, repledge, or otherwise dispose 
of said bond, unless and until so ordered by this Commission.” 

The Murphysboro Paving Brick Co. has been permitted to 
intervene in No. 18395, the Purington Paving Brick Co. et al. 
vs. Ahnapee & Wesiern et al. 

The St. Jospeh Grain Exchange has been permitted to inter- 
vene in No. 18787, the Board of Railroad Commissioners of the 
State of Iowa vs. Santa Fe et al. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 18394, Louisville Board of Trade vs. Balti- 
more and Ohio Chicago Terminal et al. 

The Baltimore Association of Commerce has been permitted 
to intervene in No. 18418 (and Sub. No. 1), Manville Jenckes 
Co. vs. Akron, Canton & Youngstown et al. 

The Gibson Oil Co. has been permitted to intervene in No. 
18581, Barnsdall Refineries, Inc., et al. vs. Santa Fe et al. 

The Arkansas Railroad Commission has been permitted to 
intervene in No. 18655, the Ozark Cider & Vinegar Co. et al. 
vs. Alabama & Vicksburg et al. 

The Alabama State Docks Commission has been permitted 
to intervene in No. 18715, the Baltimore Chamber of Commerce 
vs. Ann Arbor et al. 

The Illinois Silica Sand Traffic Bureau has been permitted 
to intervene in No. 18718, American Window Glass Co. vs. Balti- 
more & Ohio et al. 

The Commission has permitted the St. Joseph Grain Ex- 
change to intervene in No. 18782, New Orleans Joint Traffic 
Bureau vs. Abilene & Southern et al. 

The Commission has consolidated No. 18835, Grand Rapids 
Show Case Co. vs. Ann Arbor et al., with No. 18323, investiga- 
tion of rates on furniture, for hearing and disposition. 


The Galveston, Harrisburg & San Antonio and San Antonio 
& Aransas Pass have been permitted to intervene in finance No. 
5744, in the matter of application of San Benito & Rio Grande 
Valley for authority to construct extensions of its lines of rail- 
road in Cameron county, Texas. 


The Commission has dismissed No. 17188 (and Sub. Nos. 
1 and 2), United Materials Co. et al. vs. Chicago & North West- 
ern, and No. 18622, James Reitano & Charles Spinetta, trading 
as Reitano and Spinetta, vs. Southern et al., upon complainants’ 
request. 


The Commission has dismissed No. 17250, P. J. Flynn vs. 
Chicago, Milwaukee & St. Paul et al.; No. 18019, John S. Barnes 
vs. Southern et al.; No. 18147, Federated Metals Corporation 
vs. Transmarine Corp. et al.; No. 18285 and Sub. No. 1, Swift 
& Co. vs. St. Louis-San Francisco et al.; No. 18375, Holt Co. 
of Texas vs. Chicago & Alton et al.; No. 18376 and Sub. No. 1, 
American Paint & Supply Co. vs. New York Central et al.; No. 
18377, the Macmillian Co. vs. Ocean Steamship Co. of Savannah 
et al.; No. 18392 (and Sub. No. 1), National Lead Battery Co. 
vs. Chicago, Milwaukee & St. Paul et al.; No. 18436, J. W. Oden 
and J. J. Elliott, doing business as Oden-Elliott Lumber Co., vs. 
Alabama Great Southern et al.; No. 18449, Kennett-Murray Live 
Stock Buying Organization et al. vs. Aberdeen & Rockfish et al.; 
No. 18619, Pictorial Review Co. vs. Pennsylvania et al.; and No. 
18632, Grande Fruit Co. vs. Southern Pacific et al., upon com- 
plainant’s request. 

The Commission has dismissed the complaint in No. 15437, 
National Candy Co. vs. Morgan’s Louisiana & Texas et al. 

The complaints under No. 17637, Ryegate Paper Co. vs. 
Canadian Pacific et al.; No. 17943, Crawfordsville Wire & Nail 
Co. vs. Big Four; No. 18178, Foster & Glassell Co., Inc., vs. Kan- 
sas City Southern et al.; No. 18369, Wood Sullivan Coal Co. vs. 
Atlantic Coast Line et al.; No. 18550, Loose-Wiles Biscuit Co. 
vs. Long Island et al.; and No. 18742, Superior Timber Co. et al. 
vs. Alton & Southern et al., have been dismissed, same having 
been satisfied. 

The order entered in No. 15614 and Sub. No. 1, Elberta 
Crate Co. vs. Atlantic Coast Line et al., on July 20, to become 
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effective September 15, 1926, and which was subsequently mog 
fied so as to become effective November 13, 1926, ig “A 
modified so that it will become effective on January 12, 1997 d 

T. G. Robs, Standard Gravel Co. and Drew Grave] (Co ha 
been permitted to intervene in No. 16002, R. A. Gibson Vs, Kan 
sas City Southern et al. f : 

The Chicago Association of Commerce has been Dermittej 
to intervene in No. 16226, Sub. No. 3, Beatrice ‘Chamber at 
Commerce vs. Aberdeen & Rockfish Railroad et al. 

Carson, Pirie, Scott & Co., has been permitted to intervey, 
in No. 18418, Manville Jenckes Co. vs. Akron, Canton & Youngs 
town et al. 

The West Virginia Pulp & Paper Co. has been Dermittej 
to intervene in No. 18596, Tonawanda Paper Co., Inc., et al, 1, 
New York Central et al. ] 

The Chamber of Commerce of Camden, N. J., has been Der. 
mitted to intervene in No. 18665, Boston Wool Trade Assn., for 
and on behalf of Coley & Sawyer et al. vs. Androsscoggin ¢ 
Kennebec Railway et al. 

H. B. Glover Co. has been permitted to intervene in yp 
18418 (and Sub. 1), Manville Jenckes Co. vs. Akron, Canton ¢ 
Youngstown et al. 

The Chicago Association of Commerce has been permittej 
to intervene in No. 18547, The Cleveland Chamber of (op. 
merce vs. Santa Fe et al.; No. 18627, Cumberland Steel Co, yg 
Baltimore & Ohio et al.; No. 18667, The American Rolling yi 
Co. vs. Pennsylvania et al.; and No. 18688, Inland Steel (¢ 
et al. vs. Akron, Canton & Youngstown et al. 

The North Western Expanded Metal Co. has been permitted 
to intervene in No. 18688, Inland Steel Co. et al. vs. Akron, 
Canton & Youngstown et al. - 

The Southwestern Lumbermen’s Association has been per. 
mitted to intervene in No. 18701, Southern Pine Association et al, 
vs. Abilene & Southern et al. 

The Clay Products Traffic Association has been permitted 
to intervene in No. 18711, Sherman Concrete Pipe Co. vs. Mis 
souri Pacific et al. 

The Illinois Silica Sand Traffic Bureau has been permitted to 
intervene in No. 18725, The Ceramic Traffic Association ys, 
Pennsylvania et al. 

The Commission has denied the complainants’ petition for 
reconsideration and modification, and of defendants’ petition for 
rehearing or further hearing, in No. 15245, Anderson-Taylor 
Co. et al. vs. Santa Fe, Director-General, as agent, et al. 

The complainants’ petition for rehearing in No. 15630, W. B. 
Ahern Brokerage Co. vs. Atlantic Coast Line et al., has been 
denied. 

The complainant’s petition for reargument in No. 16724, 
Manassa Timber Co. vs. Louisville & Nashville et al. has been 
denied. 

The Commission has denied the motion filed on behalf of 
the Director-General in No. 9977, Chicago Live Stock Exchange 
vs. Santa Fe et al., and No. 12614, Same vs. Director-General, 
as agent, Santa Fe et al., to amend its order of October 5, 1926. 

The order of May 12th, entered in No. 14087, Indiana State 
Chamber of Commerce vs. Santa Fe et al., has been amended 
by striking therefrom the name of and all reference or direc 
tion to Chicago & North Western Ry., with like effect as if said 
name and all references and direction to said carrier had not 
been contained in said order when originally entered. 

The effective date of the order entered in No. 9971, National 
Pole Co. vs. Santa Fe, Director-General, as agent, et al. o0 
April 26, 1926, has been suspended pending the further order 
of the Commission. 

The Commission has reopened for oral argument before 
division 4, No. 16703 (and Sub. Nos. 1 to 3, incl.), Hulsey-Bessent 
Co. vs. Pennsylvania et al., and No. 17262, J. Nooney & Co, 
Inc., vs. Pennsylvania et al., at such time as it may hereafter 
direct. 

The Commission has denied the defendents’ petitions for 
reopening and reargument in No. 16703 (and Sub. Nos. 1 to 3 
incl.), Hulsey-Bessent Co. vs. Pennsylvania et al., and No. 17262, 
J. Nooney & Co., Inc., vs. Pennsylvania et al., in view of action 
of division 4 in setting the cases for argument before it. 


The effective date of the order of December 30th, 1926, 
entered in No. 16270, Board of Railroad Commissioners of the 
State of South Dakota vs. Chicago & North Western Ry. et al. 
in so far as it requires the removal of undue prejudice by 
March 6, 1926, and postponed by orders of February 19, 19%, 
June 18, 1926, and August 3, 1926, until July 6, 1926, September 
6, 1926, and December 6, 1926, respectively, has been further 
postponed until February 6, 1927. 

The order entered in No. 14781 (and Sub. Nos. 1 to 3 incl.), 
Oklahoma Traffic Assn. et al. vs. Alabama Great Southern et al, 
on July 9, 1926, which was by its terms to become effective 0 
October 28, 1926, as modified to become effective on later dates, 
has been further modified so as to become effective on January 
28, 1927, with respect to the following destinations only: Tyroné, 
Hooker, Optima, Guyman, Goodwell and Texhoma, Okla. 

The order entered in No. 14685, Dallas Transfer Co. V5 
Southern Pacific Co. et al., on September 30, 1926, which wa 
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erms made effective November 30, 1926, has been modi- 
fed so that it will become effective on December 30, 1926, in- 
stead of on said November 30, 1926. 


The order heretofore entered in No: 15916, Spanish River 
pulp & Paper Mills, Ltd., et al. vs. Ahnapee & Western et al., 
on June 28, 1926, which by its terms, as modified by further 
rder entered on August 11, 1926, to become effective on Decem- 
wr 1, 1926, has been further modified so as to provide that it 
shall become effective at such time as shall hereinafter be 
prescribed by further order of the Commission, instead of on 
said December 1, 1926. 


The second ordering paragraph of certificate and order in 
fnance No. 3183, construction of extension by Beaver, Meade 
& Englewood Railroad, has been amended to read as follows: 
tt is further ordered, That the Beaver, Meade & Englewood 
p R. Co. be, and it is hereby, permitted to retain for a 
period expiring not later than 10 years from the date said 
extension is completed and placed in operation, but not later 
than December 31, 1937, all of its earnings derived from the 
proposed new construction in excess of the amount provided in 
section 15-a of the interstate commerce act for such disposition 
as it may lawfully make; provided, however, and this permis- 
sion is granted upon the express condition, that the construction 
of said extension shall be completed on or before December 31, 
1927; and provided further, that the applicant’s accounts shall 
be kept in such manner that the earnings derived from such 
extension can be segregated from those of the applicant’s other 
line.” 


by its t 





PETITIONS FOR REHEARING, ETC. 


The defendants in No. 17863, Bunker Hill & Sullivan Mining 
& Concentrating Co. vs. Oregon-Washington R. R. & Navigation 
(Co. et al., have asked the Commission for further hearing. 


The defendants in No. 16728, Lautz Marble Corp. vs. Erie 
etal, have asked the Commission to reopen and reconsider this 
proceeding on the present record, in respect to the matters set 
out, and that oral argument be allowed in connection with oral 
argument to be held in the case of Bradley Marble Co. vs. Balti- 
more & Ohio et al., docket 17696. 


The complainants in No. 13758 and Sub. No. 1, Ridenour- 
Baker Mercantile Co. et al. vs. Santa Fe et al., have asked the 
Commission to modify its order as below outlined: ‘“Complain- 
ants paid and bore the freight charges on the shipments covered 
by the complaint; that they have been damaged thereby on such 
shipments which moved over the routes by which aggregate 
of intermediate rates lower than joint rates were maintained 
in the amount of the difference between the rates paid and those 
which would have accrued under the aggregate of intermediate 
rates and that they are entitled to reparation with interest.” 

The complainant in No. 16039, Florence Chamber of Com- 
merce vs. Southern Railway et al., has asked the Commission for 
rehearing, reargument on brief and reconsideration or reargu- 
ment on brief and reconsideration of the record as made. 


The defendants in No. 14781, and Sub. Nos. 1 to 3, inecl., 
Oklahoma Traffic Association et al. vs. Alabama Great Southern 
et al., have asked the Commission to reopen and reconsider and 
modify the decision and order of division 1, rendered July 9, 
1926, in so far as same relates to the method of computing dis- 
tances. 


The defendants in No. 16502, Board of Railroad Commission- 
ets of the State of South Dakota vs. Chicago & North Western 
et al, have asked the Commission to grant a postponement of 
the effective date of the order entered therein. 

The carriers parties to No. 14150, Corporation Commission 
of Oklahoma vs. Abilene &-Southern et al., and fourth section 
order No. 9133, entered therein, have asked the Commission for 
modification of supplemental fourth section order 9133, dated 
September 18, by changing the effective date from January 10, 
1927, to July 10, 1927. 

The complainants in No. 16821, Henry W. Brown & Co. vs. 
Erie Railroad, have asked the Commission to grant rehearing and 
reargument therein. 

The complainants in No. 17567, Dallas Cotton Exchange, 
Galveston Cotton Exchange & Board of Trade et al. vs. Abilene 
& Southern et al., have asked the Commission to grant a further 
hearing therein. 

The Alabama Public Service Commission has asked the Com- 
mission to grant rehearing in No. 16295, rates on fertilizer and 
fertilizer materials between points in Southern territory, and 
No. 16336, rates on fertilizer and fertilizer materials within the 
state of Alabama. 

Agent Johanson, in the name and on behalf of carriers, de- 
fendants in No. 14781, sugar, Louisiana points and Texas points 
‘0 points in Oklahoma, has asked the Commission to postpone 
the effective date of its order of July 9 1926, to January 28, 1927, 
i 80 far as said order affects rates to stations in Oklahoma 
Panhandle on the Chicago, Rock Island & Pacific; namely, Ty- 
tone, Hooker, Optima, Guymon, Goodwell and Texhoma. 

The Director-General, defendant in No. 11982, A. & C. Mill 
Co. et al. vs. Director-General, as agent, Aberdeen & Rockfish 
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et al., has asked the Commission to vacate and set aside order 
of October 5, 1926, modifying reparation order of March 10, 1924. 

The Tennessee Central Railway has asked the Commission 
for reconsideration and modification of its order in No. 15850, 
Colgate & Co. vs. Pennsylvania R. R. et al. The Tennessee 
Central is defendant in this proceeding. 

Respondent carriers in No. 16295, and consolidated cases, 
fertilizer and fertilizer materials between southern points, have 
asked the Commission for an extension of time within which 
to comply with its orders. 

The defendants in No. 16729, the Southwestern Milling Co., 
Inc., vs. Santa Fe et al., have asked the Commission to vacate 
its order entered on October 8, 1926, to grant a reconsideration 
of its report, a rehearing, and, pending the consideration by 
it of this application, that it enter an order postponing the 
effective date of the order to February 10, 1927. 


GRAPE CAR PLAN ATTACKED 
The Trafic World Washington Bureau 


The California grape car plan worked out under the super- 
vision of the car service division of the American Railway 
Association has been attacked by a number of farmers and 
growers and shippers of fresh grapes from points in California 
to interstate destinations in a formal complaint (No. 18942, T. N. 
& B. B. Sample et al. vs. Santa Fe et al.) filed with the Com- 
mission. (See Traffic World, Nov. 6, p. 1078.) 

Complainants said they had settled and established their 
farms along the lines of the defendants, many having done so 
as the result ef solicitation conducted by defendants, and that 
they had not been advised that the defendants would be either 
unable or unwilling to furnish sufficient cars to move their 
grapes. The complainants say they “are informed and believe 
and therefore aver the fact to be that in order to obtain the 
greatest possible revenue at the smallest possible outlay, the 
defendants are now seeking to limit their duty and obligations 
to furnish adequate transportation to those who have settled 
in the vicinity of their railroad lines or to those who have built 
spurs and packing houses adjoining said railroad lines, by 
means of a proposed so-called car plan which said car 
plan, if allowed to become a practice or traffic rule, will cause 
the said farmers, growers, packers and shippers to suffer great 
losses and permanent damage.” 

The complaint charges failure on the part of the defendants 
to furnish an adequate number of cars for the transportation 
of grapes. The car plan is alleged to be unduly prejudicial to 
the shipper who pays cash to the farmer for the fruit bought 
from him and to the grower who ships his own grapes, and 
is unduly preferential in favor of the shipper who handles grapes 
on consignment, and that the plan has been intended for and 
construed by the defendants as releasing them from any duty 
to furnish, and any liability for failure to furnish the said 
farmers, growers, packers and shippers with cars required by 
them. 


ROCK ISLAND ASKS RELIEF 


The Chicago, Rock Island & Pacific has applied to the 
Commission for permission, under section 1 of the interstate 
commerce act, to abandon its railroad from Denver to Pueblo, 
Colo., a distance of a little more than 119 miles. 

Abandonment is sought of its right to the full, equal, joint 
and perpetual possession and use of the line between the points 
mentioned, owned by the Denver & Rio Grande Western. For 
such possession and use the Rock Island pays $350,000 a year. 
In its application it says that the use it makes of the rights 
it has under the agreement in perpetuity is so small that $30,000 
or $40,000 a year would be enough to pay for it. The contract 
was made in 1888. A year later the Rock Island made a trackage 
arrangement with the Union Pacific for the use of the Union 
Pacific tracks betwen Limon and Denver. The applicant then 
ceased to make use of the Denver’s line, except some terminals. 

In 1918 the Director-General discontinued the use of the 
Denver & Rio Grande Western tracks between Colorado Springs 
and Pueblo. The use the Rock Island now makes of ter- 
minal facilities at Denver, Colorado Springs and other places 
the applicant estimates to be not more than 20 per cent of the 
total use of the terminals. 

Notwithstanding the limited use made of the property of 
the Denver & Rio Grande Western, the Rock Island said it had 
continued to make the payments of $350,000 a year although 
the use was not worth more than, as before set forth, $30,000 
or $40,000 a year. 

The great expenditure, by reason of the contract, the Rock 
Island said, constituted an unwarranted drain upon its treasury, 
without benefit of any kind to the public, and to the extent 
thereof, subjected it to an undue and unreasonable prejudice and 
disadvantage, and imposed an undue burden, obstruction and 
discrimination upon and against the applicant’s interstate traffic 
and lessened its ability properly to serve that traffic. It said 
that the discontinuance of its passenger and freight service 
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between Colorado Springs and Denver, and between Colorado 
Springs and Pueblo did not adversely affect the service of the 
public. It pointed out that that was the main line of the 
Denver & Rio Grande Western between the points mantioned, 
that the Santa Fe used it for one-way traffic and that it was 
used by the Colorado and Southern and the Missouri Pacific for 
certain traffic. It suggested that the service performed by them 
was entirely adequate. It said there had not been at any time a 
necessity for the resumption of service by it and that it would 
not require the use of the line. 


COAL BUREAU PRACTICES 


The Federal Trade Commission, in a proceeding initiated 
by it, has condemned the practices of the Northwestern Traffic 
and Service Bureau, Inc., of Minneapolis, Minn., as a method of 
unfair competition and has issued a cease and desist order re- 
quiring the bureau, its officers and directors to cease the prac- 
tices. The trade body also filed a complaint against the sub- 
scribers of the bureau, the Northwestern Publishing Company, 
of Minneapolis, and I. C. Cuvellier, its president. The complaint 
against them, all of whom were named in the original complaint, 
was dismissed. The order to cease and desist also runs against 
the Northwestern Coal Dealers’ Service Bureau, which, the trade 
body said, was the successor, by change of name, of the North- 
western Traffic and Service Bureau. In a summary of its action, 
the trade commission said: 


The Commission found that the respondents combined among 
themselves and cooperated together and with others to prevent 
certain dealers which the bureau considered ‘“‘irregular’’ or ‘‘snow- 
birds” from obtaining sufficient supplies of coal from the shippers, 
and in so doing circulated false and disparaging statements among 
shippers concerning the equipment and business methods of retail 
coal dealers considered by it irregular. The bureau also caused to 
be published in the ‘‘Coal Dealer,’”’ a trade paper published by the 
Northwestern Publishing Company, false, derogatory and damaging 
reports concerning the quality of coal handled through so-called 
irregular channels. It was further found that when shippers failed 
to assure respondent bureau that they would refrain from selling 
to so-called irregular buyers, the bureau supplied such information 
to be published in the ‘‘coal dealer.’’ More than one thousand of the 
subscribers to the bureau are also subscribers to the ‘‘Coal Dealer.”’ 

According to the findings, the bureau considers as ‘regular’? the 
retail dealer who operates a coal yard, has a set of scales, keeps an 
office open during the regular business hours with a person to wait 
on customers at all times, has storage capacity and carries a stock 
of coal commensurate with the needs of his community, and is regu- 
larly engaged in the retail coal business. Further, the bureau con- 
siders sales by producers and wholesalers direct to consumers as 
regular only when the consumer is a steam plant located on rail- 
road tracks and uses 300 tons of coal or more per year. 

The bureau, continues the findings, was incorporated under the 
laws of Minnesota in October, 1915, as a corporation not for profit, 
and has continuously existed as such, with its headquarters at Minne- 
apolis, except that in 1924 its name was changed to Northwestern 
Coal Dealers Service Bureau, and limits its membership to retail coal 
dealers doing business in the states of Iowa, Minnesota, North Da- 
kota, South Dakota, Nebraska, Kansas and Missouri. The purpose of 
incorporating the bureau, according to the findings, was to attempt 
to escape the legal liability attaching to individual membership in 
an unincorporated association in the event of prosecution by federal 
authorities. A bureau plan of selling service contracts to retail coal 
dealers, designated as subscribers, instead of admitting them to mem- 
bership in the bureau was decided on after two years’ of labor by 
the secretary, executive committee and the legal department of the 
Northwestern Retail Coal Dealers Association at its annual conven- 
tion in July, 1915. 

These actions, the Commission found, constitute a combination and 
conspiracy to restrain the trade of competitors of the bureau sub- 
scribers, of consumers seeking to buy at wholesale and of producers 
and wholesalers selling to such competitors and consumers. 


EASTERN CLASS RATE CASE 


The Cotton Piece Goods Traffic Association, in its brief that 
came in after the flood of briefs in No. 15879, Eastern Class 
Rate Investigation, suggested that if the carriers were permitted 
to make the increases proposed by them, it was entirely possible 
that the increases would eliminate certain classes of cotton 
goods from being manufactured or finished in New England. 
Placing the inter-territorial rates on a mileage scale, as proposed, 
the association said would result in increases in rates on cot- 
ton goods finished in New England from 25 to 45 per cent with- 
out a corresponding increase from the competitive southeastern 
territory. 

Any increases whatever, the association said, would place 
the cotton finishing industry of New England at a further seri- 
ous competitive disadvantage with plants handling cotton goods 
located in New York, New Jersey, Delaware, Pennsylvania and 
Maryland. It said the New England carriers themselves could 
not afford to. lose any of the revenue they were enjoying from 


the handling of cotton piece goods that would follow an increase 
in rates, 


EASTERN LINES GO TO COURT 


The Trafic World Washington Bureau 

The east side lines, in Baltimore & Ohio et al vs. United 
States of America, have asked the federal court for the northern 
district of Illinois, eastern division, at Chicago, to enjoin the 
order issued by the Commission in No. 16697, The Chicago, 
Rock Island & Pacific et al. vs. The Baltimore & Ohio et al. 
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That is the so-called St. Louis transfer case in which t 


h 
mission condemned the “practice” of the east side 2th 


lin 
compelling the west side lines to bear the expense of me 
ferring westbound freight from East St. Louis to St. Louis When 


the traffic was being moved on combination rates which Were 
the same whether based on East St. Louis or St. Louis, 

In place of that “practice” the Commission ordered the 
side lines to bear the cost of transferring westbound freight 
and the west side lines the cost of transferring eastbound freight, 
Under the revised order issued by the Commission the ney 
status is to be established not later than December 11, 

A tentative arrangement has been made by the applicant 
lines for a hearing on their petition, in Chicago, about November 
29. They asked for an earlier hearing but the judges who vill 
have to sit in the three-judge court could not set an earlier day 

In substance, the petitioning east side lines assert that what 
the Commission has disposed of on the ground that it was a 
“practice” is not a “practice” within the meaning of the law 
that the Commission has no authority to make the order, tha 
the order is without any evidence to support it, that it ig 
arbitrary and is based upon a misconception of the interstate 
commerce law and that that erroneous conception, unless the 
order is enjoined, will deprive them of property without due 
process of law. 


UNCONTESTED FINANCE CASES 


The Commission, in finance No. 5837, has authorized the Peters. 
borough and Hillsborough Railroad Company to extend the maturity 
date of its first mortgage 4% per cent bonds to July 1, 1931, by 
entering into an agreement with the Boston & Maine as set forth 
in its application. 


FINANCE APPLICATIONS 


The Cowlitz, Chehalis & Cascade Railway, which was authorized 
to construct a 14-mile extension in Lewis county, Wash., has asked 
the Commission to extend the time for completion of the work from 
December 31, 1926, to July 1, 1927. : 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
applied for authority to issue $100,000 of receiver’s certificates in 
renewal of maturing indebtedness. 


SOUTHWESTERN MERGER HEARING 


The hearings on the application of the Kansas City Southem 
for authority to acquire control of the Missouri-Kansas-Texas 
and of the Missouri-Kansas-Texas to acquire control of the St. 
Louis Southwestern were concluded before C. D. Mahaffie, di- 
rector of the Commission’s bureau of finance, on the afternoon 
of November 13. Opposition to the applications was voiced by 
Walter E. Meyer, a director of the Cotton Belt, and speaking 
for minority stockholders; T. A. Hamilton, formerly president 
of the International-Great Northern, testifying as an expert for 
Cotton Belt minority stockholders; C. E. Ingersoll, president 
of the Midland Valley and the Kansas, Oklahoma & Gulf, and 
Charles T. O’Neal, general manager of the Fort Smith & West: 
ern. Rebuttal testimony was given by C. Haile, vice-president 
of the M-K-T; F. W. Green, vice-president of the Cotton Belt, 
and J. F. Holden, vice-president of the Kansas City Southern. 


CHANGES IN DOCKET 


Hearing in No. 18498, Lackawanna Cold Storage Co. vs. D. 
L. & W. R. R. et al., assigned for November 18, at Chicago, Ill, 
before Examiner Walsh, was postponed to a date to be here 
after fixed. 

Hearing in No. 18624, Wisconsin Potato Shippers’ Assn. et al. 
vs. A. T. & S. F. Ry. et al., assigned for November 19, at Chi 
cago, Ill., before Examiner Walsh, was postponed to a date to 
be hereafter fixed. 

Hearing in No. 18576, Oriental Oil Co. vs. A. T. & S. F. Ry. 
et al., assigned for November 19, at Dallas, Tex., before Exam- 
iner Disque, was canceled. 

Hearing in No. 18531, Williams Traffic Service, Inc., et al. 
vs. C. A. L. R. R. et al., assigned for November 17, at New York, 
N. Y., before Examiner Trezise, was canceled. 


ASK BOND AUTHORITY 


The Indiana Harbor Belt Railroad Co. has asked for author 
ity to issue $5,000,000 of 50-year general mortgage, 4.5 per cent 
gold bonds of 1907. The New York Central and the Michigat 
Central have asked for authority to guarantee the issue. 

Half the proposed issue is to be used for the refunding 
of a like amount of 6 per cent bonds of the Chicago, Hammond 
& Western maturing January 1, 1927, and the other half to re 
imburse the treasury for capital expenditures. 

No arrangement, the applicant said, had been made for sell- 
ing the issue, but it said it expected to sell the bonds at not less 
than 94 per cent of par and accrued interest. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Sep- 
tember, 1926, shows 22,234 cars held overtime—a percentage of 
06.72—as against 23,090—a percentage of 07.09—for September, 
1925. 
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Novemper 20, 1926 THE 


sTATE COMMISSIONS CONVENTION 


(By a Staff Correspondent at Asheville, N. C.) 


Motor vehicle regulation, the livest topic before the state 
commissioners, in their convention at Asheville, was brought up 
November 11 in two parts—by committees of the association 
favoring regulation by federal law, with state commissions as 
the agencies for its administration rather than by the Interstate 
Commerce Commission, and by Charles C. McChord, former 
commissioner, in opposition to federal regulation. 


“what is required,” said Mr. McChord addressing the body 
of which he was once the president, “is uniform laws in all of 
the states, as far as possible, closer co-operation between the 
states themselves along the lines of the co-operative plan which 
now exists in the regulation of the rail carrier rates by federal 
and state authority,” with a clear distinction, he said, as between 
business and physical regulation. He said the right to unre- 
stricted interstate commerce should be maintained and should 
be maintained at a minimum of inconvenience to the public. 
inconvenience meant delay, he said, with added expense to the 
ultimate consumer, who, in this case was the public which had 
puilt and paid for the roads used by the motor vehicle. Physical 
regulations of a standard character, he said, were impossible. 
No state having gravel roads, he pointed out, could be expected 
to permit the heavy loads which were an economic necessity 
in a state having hard surfaced roads. Obviously, he submitted 
there was a situation which could only be ironed out as highway 
development reached a stage of uniformity still far away. In 
bringing his address to a close, he said: 


In the construction and operation of the railroads we have al- 
ways pointed with pride to the great pioneers in that industry, so 
likewise today we point with renewed pride to the great men who 
have made possible the use and operation of this new transportation 
machine, than which there is no greater on earth. 

The question should be submitted to further experience, study 
and research. In constructive legislation the paramount issue must 
be that of public interest, not of the transportation agency, whether 
it be motor vehicle, rail or water carrier. But there should be no 
regulation which would result in placing an embargo upon the manu- 
facture, use, or operation of a transportation machine the possi- 
bilities of which are without limit—made possible by the people them- 
selves. 


Saying that the total valuation of the motor vehicle, $1,500,- 
000,000, and the highways they used was greater than the invest- 
ment in the railroads of the country, Mr. McChord asserted that 
in this rapid expansion, all within ten years, fact had not been 
able to keep pace with fancy. A few of the fallacies, he said, 
might be stated in order to clarify the issue and to pave the 
way for a better understanding. First among what he called the 
fallacies was that the motor vehicle was an unfair competitor 
of the railroads; that the motor vehicle was making free use of 
highways constructed at public expense. Hence, he said, we 
have the suggestion, “Regulate the motor vehicle as the railroads 
have been regulated.” Fortunately, he said, we were coming 
into an era of fact. 

The former Commissioner said the views he was expressing 
were his own, not those of the National Automobile Chamber of 
Commerce, whose counsel he was. The sole interest of his cli- 
ents in the question of regulation or non-regulation, he said, was 
that no legislation be enacted which would tend to obstruct or 
place an embargo upon the manufacture or operation of “this 
great instrumentality for the transportation of commerce.” 


The coming out of the era of fancy to the era of fact, he 
said, disclosed a number of facts. Studies by the Bureau of 
Public Roads of the Department of Agriculture, and the investi- 
gation that was being carried on by the Commission, he said, 
made possible the disclosure of facts. In part, he said: 


The first fact which stands out is that the passenger carrying 
capacity of the more than 17,000,000 automobiles now in service is 
approximately thirty times that of the railroads (Economics of High- 
way Transportation, by Henry R. Trumbower, April, 1926). Placed 
alongside this enormous capacity, the 70,000 buses now in service, 
deduct 30,000 of the latter engaged in purely private service and it 
becomes plain at once that if the railroads of the United States have 
suffered any serious losses in their passenger revenue, it has been 
Principally due to the privately owned vehicle and not to the bus. 
Add to this the testimony presented during the Interstate Commerce 
Commission investigation setting forth the facts of large railroad 
passenger losses in revenue in territory where no bus operations 
exist, and the first phase of motor vehicle competition becomes 
clearer of understanding. 

The second outstanding fact is that measured in terms of pos- 
sible maximum ton mileage capacity, the motor trucks of the United 
tates can handle just one and nine-tenths per cent of the possible 
Volume which the rail lines can carry. Supplement this by the now 
Well-known fact that practically all economic motor truck operation 
is within a radius of approximately 30 miles, and it becomes apparent 
that the chief function of the motor truck is not in competition with 
the railroads in like services. 

urn then to an analysis of motor truck ownership and the 
striking fact is learned that from 79 per cent to 91.3 per cent of the 
total movement is a privately operated service maintained by corpora- 
tions and individuals as an integral part of their business of distribu- 
tion of commodities. Pursuing this statement further, we find that 
from 50 per cent to 75 per cent of the business remaining is contract 
hauling, Carry the analysis a step further and of the residue we 
find that but one per cent of the total truck tonnage as the per- 
centage of the movement which is hauled by so-called common car- 
er lines, operating between fixed termini in interstate business. 
Hold these figures in mind for a moment while glancing over the 
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statistics of railroad earnings and expenses as reported to the Inter- 
state Commerce Commission, and it will be noted that the railroads 
of the United States are today doing the largest business in all their 
history and their weekly freight loadings are now running in excess 
of 1,000,000 cars. 

What then is left of the charge that the motor vehicle is either 
ruining the railroad or that it is seriously competing with it? Only 
this, that in its desire for a more expedited and efficient service the 
rail lines do not, and cannot give, the public is selecting the motor 
vehicle as an instrumentality which will do the business more satis- 
factorily. In the short-haul field where terminals are congested and 
overhead expenses high, the truck is proving an expeditious instru- 
ment and the public is using it. 

Fortunately, however, it is not necessary to stop with the state- 
ment that this movement is benefiting the public only, because as 
the Interstate Commerce Commission hearings have shown, it has 
become increasingly evident that one of the greatest beneficiaries 
from motor vehicle movements is the railroad itself. For years rail- 
road men have studied the short-haul movement and worried over 
the losses incurred in terminal areas on light traffic lines. It is well 
known that the peddler train delays through traffic, causes large 
losses of revenues and is a dangerous factor on heavily traveled 
lines. For years the question of the construction of expensive freight 
terminals in the heart of congested areas, of spur lines and way 
stations, have occupied the attention of comptrollers, auditors, and 


_ operating men alike. To all of these knotty questions the motor truck 


brings an answer, not an immediate one in many cases, but one 
which in a period of time will materially reduce the out-of-pocket 
losses to the railroads. 

How far the railroads may employ the bus and the truck in all 
these essential and costly services, we cannot yet fully tell. The 
movement is less than ten years old in national scope—less than 
five in its adoption even by the more advanced railroad operators. 
The facts of railroad operation of truck and bus, however, are so 
significant as to demand repetition, as indicating better than any- 
thing else could, the trend of transportation events. Thus we read: 

Fifty-one railroads in the United States and Canada are now 
using motor trucks to supplement their shipping service. 

_Seventeen railroads are studying the possibilities of transporting 
freight by truck, contemplating either the use of trucks for the first 
time or the use of additional trucks. 

Thirty-one steam railroads, or their subsidiaries, use over 407 
motor buses. Most of these have begun to carry passengers on the 
highways within the last year. 


__, Twenty-two steam railroads not using buses are considering the 
installation of bus service. 


One hundred ninety steam and electric railroads in the United 
States and Canada are using over 496 gasoline or gas-electric rail 
motor coaches. Twenty-six of these lines consider using additional 
equipment of this type, and have already ordered 38 more units. 


Eighteen steam and electric railroads not now having rail motor 
coaches are investigating their use. 


Mr. McChord claimed that the 20,000,000 motor vehicles 
paid for the construction and maintenance of the highways. 
Their special taxes, he said, amounted to $700,000.000 a year 
and that their owners, being generally persons of property, paid 
a generous part of all general levies. The total highways con- 
struction program called for the expenditure of $1,000,000,000 
annually, of which about $300,000,000, he said, was obtained 
from bond issues. From that he said it was evident that the 
user of the road, in the role of tax-payer, was the one who was 
building and maintaining it. 


Answering his own questions Mr. McChord said he had not 
heard that the motor vehicle was operating in detriment of the 
public interest, or that its regulation was desired by the shipper 
or the truck owner. Assuming that the common carrier rail- 
road was making a demand of that character he said there would 
be no gain for the railroad from regulation. On that point he 
said: 


Penalize the common carrier and the contract carrier obtains 
his business. Penalize him and the private carrier steps in. The flow 
of traffic is not altered. The rail line does not regain it. The legal 
procedure is altered, that is all. And no further practical action ap- 
pears possible at this time. But it will be noticed that the term 
“drastic’’ regulation is used. The reason is that there is regulation 
of the motor vehicle in many states today. Sometimes, it goes too 
far from the standpoint of the older carriers who are today just real- 
izing the possible uses to which they eventually will put the motor 
truck. Actually, all that seems either possible or desirable now is 
protection of the shipper from a financial and moral standpoint. Cer- 
tainly no vehicle should be allowed on the highway if its owner in 
using it endangers either life, limb, or property and has no means of 
compensating the injured party. Beyond that point, it is difficult to 
see what further steps can be taken. 


The movement is local. It consists of innumerable operations 
which no governing body in Washington has the time or the facilities 
to oversee. To require such an agency to undertake this task would 
be to strike a blow at its very foundations. 


Reports of Motor Vehicle Committees 


General Solicitor John E. Benton, from the special com- 
mittee on motor vehicle legislation, reported the work that 
culminated in the introduction of S. 1734, by the late Senator 
Cummins, H. R. 8266, by Representative Parker, and the holding 
of hearings by the Senate interstate committee. Mr. Benton’s 
committee recommended consideration by the association and 
the taking of action thereon in respect of the legislation now 
pending. 


Mr. Benton also made public a letter from a committee com- 
posed of Paul A. Walker, chairman of the committee on coopera- 
tion between federal and state commissions; Clyde H. Jones, 
chairman of the committee on motor vehicle transportation, and 
himself, looking to cooperative work by the state commissions 
and the Interstate Commerce Commission in the matter of motor 
vehicle legislation. While the Commission had not answered 
the suggestion, Mr. Benton said that Commissioner Esch had told 
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him that a conference would be welcome and that all that re- 
mained to be done was the fixing of a day therefor. 


Chairman Jones, in his report, said that the history of the 
motor vehicle transportation showed conclusively the need of 
regulation and also clearly demonstrated that for the business 
itself and the public using it, local regulation had been a suc- 
cess. The committee, however, said from its studies it had 
come to the conclusion it would not be wise or prudent to 
place its regulation under the Interstate Commerce Commission. 
The committee therefore recommended the passage of S. 1734, 
with such amendments as might be found necessary, and that the 
association urge its passage. 

Commissioner Ivan Bowen, a member of the motor vehicle 
transportation committee, at every turn, took steps to see that 
the association did not, by inadvertence, in accepting or order- 
ing the publication of reports, indorse the bill for the regulation 
of the motor vehicle. 

S. A. Markel, chairman of the legislative committee of the 
motor bus division of the American Automobile Association, 
said that that committee had made a thorough study of motor 
vehicle regulation and had concluded that Congress should take 
some steps to regulate interstate bus service, but that the time 
had not yet come to regulate the motor truck service. He said 
his committee had drawn up a new bill which would not include 
provisions for interstate motor truck regulation, but would con- 
fine it to the motor bus. 

Commissioner Bowen was opposed to all sorts of interstate 
motor vehicle regulation. He pointed out that while the state 
commissioners complained about the invasion of the states by 
Congress and the Interstate Commerce Commission, nearly 
every such invasion was the result or outcome of a move ini- 
tiated by a state commission. 


Discussion of the motor vehicle reports was not as long nor 
as varied as expected. Commissioner Betts, of Arizona, in a 
concurring report, said that, in his judgment, there should be 
something more than a mere superiority of service, from the 
standpoint of convenience, before a motor line should be per- 
mitted to parallel a railroad, if the latter were able, reasonably, 
to care for the needs of the community. Under proper restric- 
tions, he said, the motor vehicle could be made an agency for 
great good. Unrestrained, he said, he feared it might become 
a@ menace to industrial and commercial life. At the most, he 
said, it could be made only an auxiliary to the railroad and, there- 
fore, it behooved the state commissioners to take proper steps 
for the adequate maintenance of existing railroad systems on 
a basis that would obviate necessity for increased passenger 
fares and freight rates. That, he said, could not be done if 
motor lines were permitted to take all the cream and leave only 
the skimmed milk for the rail lines. 


The association took no stand on the subject at the time of 
the submission of the reports and their discussion, contenting 
itself with receiving the reports and continuing the committees. 
Members resisted whatever inclinations they might have had 
to modify their stand on the question of motor vehicle regula- 
tion, as expressed in the Cummins and Parker bills introduced 
at the last session of Congress. They accepted the reports as 
made by the committees as made and ordered them to be printed. 

Minnesota was the only state taking a stand against the 
passage of legislation of any character by Congress. Commis- 
sioner Bowen took care to see that nothing done by the con- 
vention might be construed as a unanimous agreement upon 
any course of action. When the time came for adoption of a 
motion in respect of the matter, Commissioner Jacobson, of 
that state, formally announced that Minnesota voted no. 


Commissioner Bowen took the position that it would be 
almost, if not altogether, impossible to draw up a bill to regu- 
late interstate motor transportation that would not also affect 
intrastate transportaion. He said that the best illustration of 
that was an observation made earlier by Commissioner Webster, 
of Iowa, to the effect that the late Senator Cummins, while 
the transportation act was under consideration, had told him 
that the rights of the states would not be affected by the leg- 
islation. He said the courts, however, had decided differently. 

Direct election of senators, he said, had removed the only 
representation the states, as entities, had in Congress. While 
Congress, he thought, was inclined not to enact any further 
legislation affecting the power of states, yet he held that this 
body, composed of men supposed to act for the states, in this 
proposed legislation was asking for further legislation that 
would affect the rights of the states adversely. 


President-elect Shaughnessy said that, while he was for the 
preservation of states’ rights, this was a proposition that had 
to be met. Since the Supreme Court decisions in the Wash- 
ington and Maryland cases, holding that a state had no right to 
regulate interstate motor transportation, he said there had been 
unregulated competition, interstate with regulated intrastate op- 
erations. Any bill, he said, should not be so dogmatic as to 
prevent the exercise of wide discretion in regulation. Another 
complication, he said, was the use of motor vehicles by estab- 
lished carriers by rail. There was necessity, he said, of pro- 
tecting the present regulated operator of a motor vehicle and 
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it might be desirable to assist the established carrier by rajj 
which wished to extend its services to include store-door 
other auxiliary motor service. bad 
There then followed considerable argument refe 
suggestions that the subject of bus and truck operatio 
arated in attempts to frame legislation. Commissioner 
Massachusetts, in this connection, said that unless t 
such separation there would be no legislation for at 
years on either. He was seconded in this view by Secreta: 
Barber, of the New Jersey commission. Commissioner Pome 
of Georgia, was one of several who contended that regulation 
of interstate truck operations was as necessary as regulation 
of bus operations, and Commissioner Benn, of Pennsylvania, said 
that it was a matter of principle and that the commissioners 
should not subject their views to those of the truck operators 
Speaking further on the necessity of interstate regulation of 
motor passenger carriers, Commissioner Wells pointed out that 
most of the questions in New England in connection with motor 
vehicles was caused by the fact that it was no trick at all for 
a motor vehicle to put itself into interstate transportation by 
the simple expedient of crossing a state line and on account of 


that incident of physical operation, claiming exemption from 
state control. 
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Other Reports 


Walter J. Fitzpatrick, chief accountant of the Public Service 
Commission of New York, submitted, from the committee on 
statistics and accounts of utility companies, classifications and 
rules for accounts to be kept by bus companies having an 
operating revenue of $100,000 or more per annum, and another 
set of classifications and rules for the keeping of accounts by 
companies having operating revenue of less than $100,000. 

Maj. W. E. R. Covell, assistant engineer commissioner for 
the District of Columbia, read a report prepared by his superior, 
Col. J. Franklin Bell, the engineer commissioner, for the com- 
mittee on the service of utility companies. The colonel pointed 
out that establishing rates without giving weight to the quality 
of service rendered by a untility was not a complete method of 
handling the matter. 

A report written by Commissioner E. I. Lewis on public 
relations was received. It was to have been made the subject 
of a round table discussion. Mr. Lewis, however, was held in 
Washington by the fact that the division of which he is a 
member was scheduled to listen to arguments in the week of 
the convention of the state commissions. It was not read. 


Hoch-Smith Rates 


J. H, Alldredge, examiner for the Alabama commission, read 
a report from the committee on railroad rates, in which the 
federal commission’s course in regard to the general revision of 
the rate structure, which the committee held was going on, 
did not apply the principles the committee thought should be 
applied in the making of rates, especially in view of the Hoch- 
Smith resolution. That bit of legislation, as viewed by the 
committee, called for a lightening of the burden of transporta- 
tion on “basic commodities,” with an increase, if necessary, to 
assure the carriers of a fair return of the burden on the higher 
grade commodities, and not merely, as others have insisted, a 
lightening of burdens on agricultural products. 

In support of the proposition that the federal body was not 
proceeding properly the committee submitted a petition by the 
Alabama commission for re-hearing in No. 16336, Rates on 
Fertilizer and Fertilizer Materials Within the State of Alabama, 
and No. 16295, Rates on Fertilizer and Fertilizer Materials 
Between Points in Southern Territory on the major propo 
sitions that the measure of the scale prescribed by the 
Commission for use throughout the Southern territory 
was too high; that the making of the same scale of rates 
for both single- and joint-line hauls was unjust and un- 
reasonable and contrary to the law and the evidence, with a 
consideration of the reasonableness of the policy of applying one 
scale to both single and joint line hauls in the case of basic 
commodities; and that the Commission’s findings “that the 
maintenance of intrastate rates in Alabama on lower basis than 
the corresponding rates herein found reasonable for interstate 
transportation of these commodities will for the future result 
in unjust discrimination against interstate commerce and in 
undue prejudice to persons and localities in interstate com 
merce” was contrary to the law and the evidence. 


Value in Rate Cases 


Edward W. Bemis, of Chicago, read a paper on going value 
in rate cases in the Supreme Court of the United States. Mr. 
Bemis summarized his views on the subject as follows: 


Going value is treated as synonymous with going concern value» 


and has been defined by the United States Supreme Court in the 
Des Moines Gas case as the element of value in an assembled an 
established plant doing business and earning money over one not 
thus advanced. 

The eleven Supreme Court cases dealing with this subject since 
1908 are reviewed. The two leading cases, the Des Moines Gas casé, 
decided in 1912, and the Galveston Electric case, decided in 1922, 
are the leading cases. 

The court there held that the usual overheads such as engineer- 
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interest and taxes during construction, supervision, law ex- 
pe in juries and damages and expenses of organization and 
posiness management prior to or during construction were a suffi- 
wa measure of going value which is confined by the court in rate 
c@es to the going value of the plant itself. 
In purchase cases, the value or the cost of establishing the busi- 
ness should be considered but not in rate cases. If, however, the 
regulating body such as a public service commission or a city, con- 
cedes a going value for the business in addition to that for a plant, 
the court, in the absence of any contention to the contrary by the 
interested parties, will permit such going value of the business to 


stand. however, a commission or other direct regulating body re- 


fuses to concede the going value of a business and the lower federal 
court overrules this position, an appeal can be taken to the United 
States Supreme Court by the commission or city with every prospect 
of success if we may judge from the precedents of the past. 


The commissioners, in the closing hours of thir convention, 
Nov. 12, avoided highly controversial subjects in the few reso- 
lutions they adopted. 

Commissioner Betts, of Arizona, withdrew a resolution of- 
fered by him proposing to reaffirm the action taken in 1925 in 
regard to the regulation of intercoastal boat lines operating 
through the Panama Canal. The 1925 resolution favored legis- 
lation putting the boat lines using the canal under regulation 
by the Commission to the same extent as the railroads, to the 
end that the services of those lines might be stabilized and rate 
wars avoided. He withdrew it because the resolution adopted 
a year ago had caused embarrassment to some members and 
submission of the affirming resolution would have caused an 
active fight against the position taken in 1925. 

The convention was brought to a close in the customary 
manner by a formal dinner the evening before the last business 
session, the adoption of resolutions and disposition of reports. 
At the dinner, R. Hudson Burr, who retires from office as a 
commissioner in Florida after nearly a quarter of a century 
of service on January 1, received a silver service, which, not- 
withstanding the eighteenth amendment, contained the cus- 
tomary number of goblets. Commissioner Jacobson, of Minne- 
sota, who said Burr had welcomed him to the conventions of 
the association many years ago, made the speech of presenta- 
tion. The association at the last business session also adopted 
resolutions of regret and good wishes. 


Report on Utility Rates 


Something of a parliamentary storm arose over a report 
written by William A. Prendergast, of the New York com- 


mission, chairman of the committee on public utility rates. ~ 


It was received so late that the committee had no opportunity 
to read it. Commissioner Bock of Colorado, the senior member 
of the committee, suggested that, on that account, the report be 
sent to the new committee to be appointed, without publication 
in the report of the proceedings. On the last day Paul A. 
Walker of Oklahoma asked for and obtained reconsideration on 
the ground that such action was unprecedented and discourteous 
to a member of the association. Mr. Bock said that that was 
not any thought on his part. All he had in mind was that per- 
haps it was not customary to print as part of the record a report 
which represented only the personal views of one member of a 
committee in advance of its having been seen by other members 
of the committee. In the light of what was said on the point, he 
agreed that the report should be printed because it was plain 
that the paper represented only the views of Mr. Prendergast. 

Commissioner Lewis, of Iowa, presented the report of the 
committee on valuation, the main point in which seemed to be 
that the federal commission had not, in the reports thus far 
made, carried out the mandate of the law requiring it to segre- 
gate the valuation reports as to property of each carrier within 
each state. Mr. Reed, the association’s valuation counsel, pointed 
out that the Commission had inventoried the property of each 
carrier in each state and appraised it but thus far had not 
worked out a formula for the segregation or assignment of the 
overhead and equipment used in each state because of the ob- 
vious difficulties in doing so. Mr. Lewis said, that contrary to 
the popular idea valuations were being made rapidly and that 
they would not be obsolete when completed. 

Other reports made at the final session were those on grade 
crossings and trespassing on railroads by Commissioner Single- 
ton of Indiana; statistics and accounts of railroad companies by 
R. Hudson Burr; publication of decisions and orders of the state 
commissions by Secretary James B. Walker and of the executive 
committee by President-elect Shaughnessy, who also reported the 
resolutions. The last mentioned, except thanks for the enter- 
tainment and things of that sort, are as follows: 


That this Association renew its recommendation for the estab- 
lishment of provisions authorizing the ‘indeterminate permit,” and 
that we recommend that provision be made therefor in the proposed 
uniform law now under consideration by the National Conference of 
ommissioners on Uniform State Laws; and 

RESOLVED that a copy of this resolution be transmitted to said 
Conference. 

That the Committee on Public Utility Rates be requested, either 
a8 a whole or through a sub-committee to make a study and investi- 
8ation of the principles underlying the threepart rate and of its 
Proper application, and report thereon at the next annual conven- 
tion what, in the judgment of the Committee, is the fairest, most 
accurate and most equitable method of charges for gas service. 
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There shall be an executive Committee of which the First Vice- 
President shall be ex-officio Chairman. The President, Second Vice- 
President, General Solicitor and Secretary shall be ex-officio members. 
All past presidents, who are active members of the Association, shall 
also be members. There shall also be ten other members appointed 
by the President. Seven members shall constitute a quorum, 


RAILWAY EXECUTIVES MEET 
The Traffic World New York Bureau 


The annual meeting of the member roads of the Association 
of Railway Executives was held November 19 in New York. 
The general railroad situation was considered. Alfred P. Thom, 
general counsel of the Association of Railway Executives, re- 
viewed the general legislative situation so far as it affects the 
railroads. The meeting also considered various matters of a 
routine nature. A meeting of the executive committee was held 
later. 

The following officers were elected: R. H. Aishton, chair- 
man of the executive committee; Alfred P. Thom, general coun- 
sel; Alfred P. Thom, Jr., general solicitor; Stanley J. Strong, 
secretary and treasurer. 

The following were elected members of the executive com- 
mittee: W. W. Atterbury, president, Pennsylvania R. R.; L. W. 
Baldwin, president, Missouri Pacific R. R.; E. W. Beatty, chair- 
man and president, Canadian Pacific Ry.; J. J. Bernet, president, 
New York, Chicago & St. Louis R. R.; W. G. Besler, chairman, 
Central Railroad of New Jersey; E. N. Brown, chairman, St. 
Louis-San Francisco Ry. Co., Pere Marquette Ry. Co.; Ralph 
Budd, president, Great Northern Ry. Co.; H. E. Byram, receiver, 
Chicago, Milwaukee & St. Paul Ry.; E. F. Carry, president, the 
Pullman Co.; W. R. Cole, president, Louisville & Nashville R. R.; 
R. E. M. Cowie, president, American Railway Express Co.; 
P. E. Crowley, president, New York Central Lines; J. M. Davis, 
president, Delaware, Lackawanna & Western R. R.; Charles 
Donnelly, president, Northern Pacific Ry. Co.; Howard Elliott, 
chairman, Northern Pacific Ry. Co.; S. M. Felton, chairman, 
Chicago Great Western R. R.; Carl R. Gray, president, Union 
Pacific System; W. J. Harahan, president, Chesapeake & Ohic 
Ry. Co.; Charles Hayden, chairman, Chicago, Rock Island & 
Pacific Ry. Co.; Hale Holden, president, Chicago, Burlington & 
Quincy R. R.; E. E. Loomis, president, Lehigh Valley R. R.; 
L. F. Loree, president, Delaware & Hudson Co.; George R. Loyall, 
president, Norfolk Southern R. R.; C. H. Markham, chairman, 
Illinois Central R. R.; A. D. McDonald, vice-chairman, executive 
committee, Southern Pacific Co.; A. C. Needles, president, Nor- 
folk & Western Ry. Co.; E. J. Pearson, president, New York, 
New Haven & Hartford R. R.; T. C. Powell, president, Chicago 
& Eastern Illinois Ry. Co.; Bird M. Robinson, president, Ameri- 
can Short Line Ry. Assn.; Fred W. Sargent, president, Chicago 
& Northwestern Ry. Co.; T. M. Schumacher, chairman, executive 
committee, Western Pacific R. R.; W. B. Storey, president, 
Atchison, Topeka & Santa Fe Ry. Co.; Alfred P. Thom, gen- 
eral counsel, Assn. of Ry. Executives; Sir Henry W. Thornton, 
K. B. E., chairman and president, Canadian National Rys.; 
W. H. Truesdale, chairman, board of managers, Delaware, Lacka- 
wanna & Western R. R. Co.; F. D. Underwood president, Erie 
Railroad Co.; H. Walters, chairman, Atlantic Coast Line Ry. 
Co.; C. N. Whitehead, president, Missouri-Kansas-Texas R. R. 
Co.; Daniel Willard, president, Baltimore & Ohio R. R.; William 
H. Williams, chairman, Wabash Railway Co.; A. T. Dice, presi- 
dent, Reading Company. 

Honorary member: 
sylvania R. R. 


A. R. A. CAR SERVICE REPORT 


The railroads of this country are furnishing the shipping 
public with the best transportation service ever given them, 
according to a review for the first ten months this year made 
by the car service division of the American Railway Association 
and approved at a meeting November 17 of the board of directors 
of that association held at the Biltmore Hotel in New York. 
The report was later submitted to the members of the American 
Railway Association at the annual meeting, which followed the 
directors’ meeting. 

Not only have the railroads handled the greatest volume 
of freight ever offered to them, according to the report, but they 
have done so without transportation difficulties or car shortage, 
except in minor instances of a temporary nature. A summary 
of the report follows: 


The performance of the railroads this year has been unexcelled, 
largely due to the enormous capital expenditures which the rail car- 
riers have made for improvements during the past five years and 
which has enabled them to provide the most efficient transportation 
service that has ever been offered to the American public. It also 
has been in part due to the hearty cooperation that the shippers have 
given to the rail carriers through the various Shippers’ Regional Ad- 
piersid Boards which have now been organized throughout the United 

ates. 

For the first 44 weeks this year—that is, from January 1 to 
October 30—a total of 45,257,913 cars was loaded with revenue freight. 
This was an increase of 1,827,810 cars or 4.2 per cent over the cor- 
responding period last year, which marked the previous record and 
was an increase of 4,100,539 cars or ten per cent over the correspond- 
ing period in 1924. 

From the best information available at this time, it is estimated 


Samuel Rea, former president, Penn- 
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that the revenue freight car loadings for the 52 weeks of 1926 will 
be 52,700,939 cars or an increase of 1,532,979 cars or three per cent 
over that for 1925. Actual loading of revenue freight for the first 
44 weeks this year has exceeded by 3.9 per cent the estimate for 
that period made last May by the Car Service Division. 

Despite this record freight movement, which has continued 
throughout the year and which has naturally placed a heavier re- 
sponsibility upon the shoulders of railway managements than ever 
before, the percentage of locomotives awaiting repairs is lower now 
than at any time on record, while there are fewer freight cars 
awaiting repairs at the present time than at any time since the 
adoption of the program to provide adequate transportation in 1923. 
At the same time, the railroads on October 15 had 4,200 serviceable 
locomotives in storage while they also had on October 31 approxi- 
mately 81,000 surplus freight cars in good repair and inmediately 
available for service. 

Freight cars placed in service during the first nine months this 
year totaled 85,383 and by January 1 it is expected that this number 
will be approximately 97,000. While the number of cars owned on 
October 1 this year was only an increase of about 38,000 or 1.6 per 
cent compared with January 1, 1923, the average carrying capacity 
per car has increased 2.05 tons per car. ; 

The railroads on October 1 also had 1,526 fewer locomotives than 
on January 1, 1923, but there was an increase of nearly ten per cent 
in the average tractive power of the locomotives owned. 

There has been a general tightening up in the car supply coin- 
cident with the extremely heavy loading during the past six weeks. 
One of the greatest avenues for assistance to the railroads by the 
Shippers’ Regional Advisory Boards lies in the direction of the more 
prompt handling of equipment. In the program calling for an ade- 
quate transportation service adopted by the railroads in 1923, an 
appeal was made to the public to assist the railroads in every way 
possible in the more prompt loading and unloading of equipment 
and to eliminate the waste in the use of equipment by more nearly 
utilizing its full carrying capacity. Reports filed with the Inter- 
state Commerce Commission show that the railroads in 1920 collected 
$30,505,039 in demurrage. In 1925, $20,391,640 was collected, a decrease 
compared with 1920 of 33 per cent. This has contributed in very large 
measure to the available equipment supply. No doubt a great deal 
of it has resulted from the effect of dependable railroad service, 
without car shortage or congestion, in the fall months, which has 
reflected itself in a reduction in stocks at destination, permitting 
prompt unloading of equipment upon arrival. 

The continued heavy loading of steel, ore, sand, stone and gravel, 
the steady increase in the weekly production of bituminous coal and 
the seasonal movement of sugar beets and sugar cane has practically 
eliminated the surplus of open top cars held in reserve by the rail- 
roads, and while we are undoubtedly in the peak loading period of 
the year, no serious shortage of cars has developed. The open top 
car loading of all commodities is averaging approximately 81,000 cars 
per day compared with 68,000 a day during the corresponding period 
last year or an increase of 19 per cent. 

Bituminous coal production from January 1 to October 23 this 
year totaled 447,312,000 tons, an increase of 42,642,000 tons over the 
corresponding period last year and only 3.6 per cent under the 
same period in 1923, which was the highest production over a similar 
period for any year since the war. Bituminous coal production for 
the week ended on October 23 was 12,612,000 tons, and, as all in- 
dications point to a further increase in loading of coal for export 
because of the prolongation of the English strike and seasonal in- 
crease incident to the fall and winter months, together with the 
industrial activity now existing, it is possible and very probable 
that the weekly production during the remainder of the year will 
be approximately 13,000,000 tons, exclusive of holiday weeks. 

“The dumping of coal for export at North Atlantic ports during the 
month of September totaled 2,769,253 tons, compared with 383,947 
tons during the month of September, 1925, and the total dumping of 
coal for export from January 1 to September 30, inclusive, at the 
same ports, totaled 11,602,469 tons compared with 4,279,135 tons during 
the corresponding period in 1925. 

The increase in the weekly production of bituminous coal at the 
present time compared with the same period in 1925 just about off- 
sets the increase in exports. There is ample coal being produced, 
exclusive of the export shipment to foreign countries, to take care 
adequately of all domestic requirements. 

Outstanding embargoes have remained at a minimum throughout 
the season, with isolated situations here and there where necessity 
has existed for control of the movement to individuals or industries. 
No embargoes have been issued by reason of transportation disability. 

The western railroads went through the entire grain shipping 
season without necessity for resorting to embargoes in order to con- 
trol the movement to primary markets. This very heavy movement was 
handled entirely by a full measure of cooperation between the rail- 
roads and the Grain Terminal Committees of the Advisory Boards 
representing shippers. 

Generally, an adequate supply of refrigerator cars has been main- 
tained throughout the year and we believe there will be no difficulty 
in meeting all of the requirements for the class of equinment for 
the entire year. In spite of the fact that the total perishable loading 
from August 1 to October 22 this year was practically as heavy 
as during the same period last year, when the movement was the 
largest in the history of California, there was not a single day of 
ear shortage for any commodity. 


CAPITAL EXPENDITURES 


Capital expenditures made by the Class I railroads the first 
nine months this year for improvements to the transportation 
plant and for the expansion of its capacity, including improve- 
ments in and additions to railway facilities, locomotives and 
cars, totaled $629,000,000, according to a report submitted by the 
Bureau of Railway Economics of the American Railway Associa- 
tion at its annual meeting in New York, November 17. This was 
an increase of approximately $100,000,000 over similar capital 


expenditures made during the corresponding period last year. 
The report said: 





These expenditures have been made in order to provide more ade- 
quate transportation service and to increase the economy and safety of 
operation. That positive results have been obtained from the large 
capital expenditures already made is demonstrated by the fact that 
the railroads this year have handled the greatest freight traffic in their 
history without transportation difficulties or car shortage, except in 
certain isolated cases of a temporary nature. 

On the basis of capital expenditures made during the first nine 
months this year, it is estimated that the total capital expenditures 
for the year will amount to $875,000,000. 
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This indicates an approximate aggregate of railway capital @ 
penditures, during the seven years since the close of the period 1 
federal control, of nearly $5,200,000,000 or about $750,000,000 annual 
and_an annual average during the past four years of $890,000,000 y 
While the actual expenditures made from January 1 to October 1 
this year, amounted to $629,000,000, the railway managements during 
that period have actually authorized capital expenditures amountin; 
to $1,175,000,000. This includes $475,000,000 in unexpended authori. . 
tions brought over from 1925. ta, 
Comparing the capital expenditures made during the fj 


rs 
months in 1926 with those during the corresponding period j f onine 


n 192 
appears that there were increases not only in the total of eq sit 


i 
purchases, but also in all other classes of capital improvements, i: 

Capital expenditures for equipment during the first nine months 
amounted to $271,023,000, an increase of $15,130,000 over the corre. 
sponding period in 1925. 

For locomotives, expenditures amounted to $72,324,000, an increase 
of approximately $30,000,000 over the same period last year. For 
freight cars, $143,265,000 were expended, a decrease of $31,107,000 under 
the year before while for passenger train cars, $43,403,000 were spent 
compared with $29,645,000 the year before. There was also an ip. 
crease of $2,500,000 in 1926 over 1925 in expenditures for other equip- 
ment. 

Not only have the railroads of this country been increasing the 
carrying capacity. of their equipment in order to meet the heay 
increase in traffic, but they also, during the first nine months this 
year, have been increasing their other facilities for handling the record 
volume of traffic. 

Capital expenditures for roadway and structures in the nine months 
period this year amounted to_ $358,070,000, an increase of nearly 
$79,000,000 ocmpared with the first nine months last year. Of this 
amount, $124,084,000 were expended for additional track, an increase 
of nearly $25,000,000 over 1925, while $29,531,000 went for heavier rails, 
an increase of $4,500,000 over the same period in 1925. For additional 
ballast, $12,059,000 was expended in the nine months period this year 
or $4,000,000 more than was spent for that purpose in the preceding 
year. For shops and engine houses, including machinery and tools, 
capital expenditures amounted to $29,115,000 compared with $22,676,000 
in 1925. All other expenditures amounted to $163,281,000 compared with 
$123,878,000 during the first nine months last year. 


RAILROAD EFFICIENCY 


A new high record in efficiency, which has been of material 
benefit to shippers by enabling the railroads to maintain ade 
quate transportation, although freight traffic has exceeded all 
previous records, was attained by the railroads of the United 
States the first nine months in 1926. This is shown by a review 
for that period prepared by the Bureau of Railway Economics 
of the American Railway Association and submitted to the 
railway executives in connection with the annual meetings of 
the American Railway Association and the Association of Rail- 
way Executives in New York this week. The report says: 


Viewing railway operations as a whole during the first nine 
months of 1926, the conclusion is clear that the railways showed 
substantial gains in performance. In fact, there was marked im- 
provement in virtually every factor or measure of operating efficiency. 

The principal economic factors underlying this consistent and 
continued improvement from 1921 to 1926 appear to be the capital 
expenditures of more than five billions of dollars since 1920; greater 
cooperation on the part of shippers, not only through Regional 
Advisory Boards which have been organized throughout the country, 
but also in their individual capacities; and the more effective utiliza- 
tion of a greatly improved railway plant. 

Briefly summarized, the first nine months of 1926 was a period of 
marked efficiency and economy in the transportation service rendered 
to the American public. 

Comparing the first nine months of 1926 with the average for the 
corresponding period of the previous five years, the total freight 
traffic, measured in net ton-miles, increased 18.5 per cent. This 
freight tarffic in 1926 was not only greater than the average for 
the preceding five years, but was also substantially greater than that 
for each of those five years, breaking all records for the first nine 
months of any year. ; : ot 

In the freight service, the total number of train-miles increa 
more than eight per cent over the corresponding averages of os 
previous five years. The total number of freight-car miles increas 
nearly 21 per cent, indicating that more cars were handled per train 
and per locomotive. The average number of freight cars per train was 
45.1 in the first nine months of 1926, which was greater than for any 
previous year. . t 

While there was a decrease of 3.6 per cent in the number be 
freight locomotives owned by the railroads, there was an increas = 
ten per cent in the average tractive power of locomotives. At Mt 
same time there was a reduction of 26 per cent in the number ; 
locomotives in need of repair compared with the previous five yea 
average. > 

The average number of freight cars owned by the railroads in- 
creased two per cent, and there was an increase in the average 
capacity from 42.4 tons at the beginning of 1921 to 44.8 tons on Janus 
1, 1926. At the same time there was a reduction of 31.5 per cent in t 
number of freight cars in need of repair. 

The average speed of freight trains for the first nine months this 
year was twelve miles per hour, an increase of five per cent above 
that for the previous five years. The average number of miles which 
each freight car traveled per day was 29.9 miles during the first nine 
months this year, an increase of 18.2 per cent above the five year 
average. Both of these averages—train speed and miles per car pe 
day—were higher in 1926 than in any one of the previous five years. 
For the month of September alone, the average movement per be 
per day was 32.7 miles, which was the highest average for any mer 
on record, the previous record having been established during @ 
month of October, 1925, when it amounted to 32.2 miles. 
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average number of miles each freight locomotive traveled per 
be 60.6 miles, an increase of more than twelve per cent above the 
day was for the previous five years, while gross ton miles per train 
averagy s the highest on record. ; 
nour ter efficiency was obtained in the use of fuel during the first 
nthe this year than in any corresponding period, an average 
nine m' unds of coal having been required to haul a thousand tons 
a ee and equiptnent one mile. This was the lowest average on 
q 


recor e load per freight car was one of the few performance 

The armat aid not mow material improvement. The average load 
preps for the first nine months this year was 27.1 tons. While this 
per cmreater than in 1922, 1924 and 1925, it fell below 1921 and 1923. 
pth analysis of’ the commodity statistics show that the failure 
ey average load to increase in view of the heavy traffic which 

railroads have been called upon to move this year was due in 
~ to the larger proportion of the lighter loading commodities car- 
ried in 1926. In addition, the responsibility for heavier loading rests 
‘ shippers. 

’ mee traffic in the nine-month period of 1926 showed a 
decrease of a little IlcSs than one per cent under the corresponding 
eid last year, while it also fell below the total for the first nine 
mnths of each of the preceding five years except in 1922. 

3 The net result of this considerable increase in freight and slight 
decline in passenger traffic, as compared with the five-year average, 

s an increase in total operating revenues during the first nine 
months of 1926 of nine per cent. Compared with 1925, the increase 
nearly five per cent. This increase occurred in the face of 
mauctions in the average revenue for carrying a ton of freight one 
mile which amounted to 1.089 cents during the first nine months in 
1996 compared with 1.267 cents for the same period in 1921, or a 
reduction this year of 14 per cent compared with five years ago. 
Operating expenses increased a little more than one per cent in 1926 
compared with the five year average, and three per cent over 1925. 
The ratio of operating expenses to gross revenues for the nine months 
period this year was 73.46 per cent compared with the five year 
average of 78.86 per cent. This reduction indicates a marked im- 
provement in the economy and efficiency of railway operation. 

Taxes paid by the railways to local, state and federal governments 

have increased steadily, having been for the first nine months this 
year nearly forty per cent greater than in 1921. 
"The net railway operating income of the Class I carriers also 
showed improvement for the first nine months this year compared 
with the corresponding periods in previous years, due to the increased 
traffic and the high record of efficiency attained. Despite their record 
business, the railways have earned only a moderate return on their 
property investment (including materials, supplies and cash), the 
rate for the first nine months this year being 5.22 per cent. 





SEPTEMBER OPERATING RESULTS, ETC. 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for September, 1926 
and 1925, and for the nine months ended with September, 1926 
and 1925, for the United States, as a whole, follow: 


Item United States 
1926 1925 

Average number of miles operated....... 237,049.02 236,593.54 

Revenues: 

Freight ..... ibid Acta cae ah aime: dlartanasleiaree $ 444,141,942 $ 419,737,169 
sager ELISEO RNG i ree ner an a *92,647,979 $95,710,201 
SN abies 'etse-eeree UREA See Wypt mon noe 7,552,030 7,684,732 
EERE ee eee 13,370,242 12,640,276 
All other transportation............+. 18,474,727 17,342,081 
Ferret aaa ccoalokws Giada) ora e var erece iis ore 12,992,287 11,734,036 
errs 1,195,668 1,016,093 
ee _ 414,283 _ 296,230 

Railway operating revenues...... 589,960,592 565,568,308 
nses: 

_ —- of way and structures... 78,532,688 76,743,783 
Maintenance of equipment............ 107,187,525 104,479,671 
ER Ay eee eater 9,605,269 8,952,356 
Is cic tu Jetta enauloroshosvesuiccarerceieraloe 183,888,597 180,101,830 
Miscellaneous operations.............. 5,000,721 4,697,985 
General ...... EE a ee eee ee 15,096,720 14,340,392 
Transportation for investment—Cr... 1,451,185 1,205,841 

Railway operating expenses....... 397,860,335 388,110,176 

Net revenue from railway operations.... 192,100,257 177,458,132 
lway tax accruals........ wanes Sekep 37,174,625 33,461,900 

Uncollectible railway revenues........... __ 127,958 151,074 

: Railway operating income........ 154,797,674 143,845,158 

Equipment rents—Dr. balance..........-+ 7,552,009 7,155,511 

Joint facility rent—Dr. balance...... éuwes 1,753,674 2,167,962 


Net railway operating income.... 
Ratio of expenses to revenues (per cent). 


NINE MONTHS 


45,491,991 134,521,685 
67.44 68.62 


Average number of miles operated....... 236,973.20 236,617.23 
venues: 
Freight Eau SeidaukaGhawsaneesenn 1a et O29'S08 a ett yy 
assenger ..... SRA RE ee ,029, ,671, 
Mai let EE SRO ae Bn NS 70,383,140 71,219,894 
Express Bir chase Oe eel ieccwicisleisiecenia-o oer 106,070,740 103,684,261 
1 other transportation.............- ’ »002 ’ ’ 
Incidental a bh, cichnereieieoreiaione 99,632,007 93,489,084 
IMINO NOD, oc6.«.a.0.6:6,0-.bie-osine'e 6s 9,931,420 7,832,256 
PILES TIP,. 6 5 6 o.c::6/4.6:0.0.0:0.0:0-0:6 6:06 A 3,597,034 1,974,492 


4,754,341,912 
653,194,107 


4,540,221,823 
617,691,811 


Railway operating revenues...... 
Expenses: 


Maintenance of way and structures.. 


Maintenance of equipment...... keeles 962,719,397 945,539,227 
aan ies = Ee wea ahasia 85,173,396 78,676,954 
ansportation ROE Shia cal ieratare ee 1,058, (ee eee 1 OS eae 

scellaneous operationS...........+-- ,436, 113, 
General aa “ m nt Bes ha Pee tcstciewsine ete Ko 130,146,593 

ansportation for investment—Cr... ,919, ,134, 
flway operating expenses....... 3,492,631,883 3,399,706,108 
Net revenue from railway operations.... 1,261,710,029 —_1,140,515,715 
Iway tax accruals.........eceeceeeeeee 292,020,005 265,828,145 
Uncollectible railway revenues......------ 1,189,575 1,307,440 
Railway operating income........ 968,500,449 873,380,130 
Equipment rents—Dr. balance...........- 61,282,059 57,198,017 
Joint facility rent—Dr. balance.---------- 17,931,126 17,221,480 
Net railway operating income.... 889,287,264 798,960,633 

Ratio of expenses to revenues (per cent). 73.46 74.88 










‘Includes $3,734,380 sleeping and parlor car surcharge. 
Includes $3,857,215 sleeping and parlor car surcharge. 
Ncludes $31,575,699 sleeping and parlor car surcharge. 
Includes $29,572,233 sleeping and parlor car surcharge. 
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C. M. & ST. P. HEARING 


Commissioner Frederick I. Cox and Examiner Charles M. 
Bardwell, in Chicago, November 15, opened the last of the series 
of hearings held by the Commission to investigate the causes 
of the receivership of the Chicago, Milwaukee & St. Paul. 

E. C. Jameson, largest individual bondholder of the railway, 
chairman of the bondholders’ defense committee, and president 
of the Globe and Rutgers Fire Insurance Company, was the 
first witness. He said the committee of which he is chairman 
holds $18,600,000 of junior bonds of the Chicago, Milwaukee & 
St. Paul, and that, at the time of the receivership the Globe and 
Rutgers Company was the largest corporate investor, and he 
believed it still was, in St. Paul securities. 

He presented a statement to the effect that he believed 
receivership of the road was instituted by its bankers pursuant 
to a plan of reorganization, at the expense of the junior lien 
holders, and he made a presentation for the necessity of re- 
organizing the board of directors that the security holders of 
the company might be more adequately represented. He said 
the road had been without adequate financial leadership for 
years and that it had had directors who did not represent sub- 
stantial security holdings. In part, he said: 


_I believe that the methods used by the bankers of the St. Paul 
Railway in bringing about a reorganization illustrate some very 
serious abuses that have: become prevalent in railway reorganizations, 
and that this Commission, in its report and in the constructive recom- 
mendations which I assume that report will contain, can, in my 
opinion, perform a great service by condemning those” abuses and 
recommending reforms which will make such abuses impossible in 
the future. . . It was inconceivable to me that the bankers who 
guided the destigies of the railway would permit it to go into re- 
ceivership which would mean default on a large amount of indebted- 
ness bearing interest at 4 per cent and 41% per cent... I was 
fully convinced that it was both desirable and possible to prevent 
a receivership by securing an extension of the maturing bonds. 


He told of numerous interviews and meetings he had had 
with various interested parties in 1924 and 1925 from which he 
was led to believe that every effort was being made to prevent 
a receivership, but which he believed involved the bad faith of 
the bankers of the St. Paul and other persons at present iden- 
tified with the “reorganization” group. He spoke of a conference 
with Mr. Byram, president of the road, in January or February 
of 1925, when Mr. Byram spoke optimistically of the prospects 
and condition of the road. He said that Mr. Byram told him 
at that time that the road was in good physical condition and 
not in need of any large amounts of money for capital expendi- 
ture, with the possible exception of some improvements to the 
freight equipment, and that the company had enough money 
in the bank to pay the interest on its bonds until July, 1925, 
at which time a large block of them were to mature. 

“Events since the receivership,’ he said, “have fully con- 
firmed the view which I entertained, that the receivership might 
have been avoided. In 1923 the road had earned its fixed charges. 
In 1924, owing to temporary conditions in the northwest, there 
had been a slight deficit, but the opening months of 1925 showed 
that conditions were already improving.” 

He said that, for the future, both the operating officials and 
the engineers of the read predicted a steady increase in net 
revenue, and he pointed out that the receivership had meant a 
default on a large amount of bonds and would involve expenses 
of reorganization, under the Kuhn, Loeb plan, as high as $10,- 
000,000. 


A phase of the abuses complained of by Mr. Jameson was 
the method employed by the reorganization group to “coerce” 
the bondholders into depositing their holdings with it. He in- 
troduced advertisements and interviews signed by the bankers 
of the St. Paul threatening “penalties” if bonds were not de- 
posited within spectified time limits. He also raised objections 
to the meeting of deficits on the Puget Sound extensions out of 
other earnings of the road and the giving of the Puget Sound 
bondholders the same treatment as the holders of refunding 
bonds. He said he believed that the financial straits in which 
the St. Paul found itself in 1923 and 1924 were due to the 
constant drain on its finances incident to the operating and 
carrying charges of the Puget Sound extensions. 


L. K. Sillcox, general superintendent of motive power, C. 
M. & St. P., presented the results of experiments by his de- 
partment on the Chicago, Terre Haute and Southeastern division 
to determine the economic advantages of mine-run coal as com- 
pared with lump coal for locomotive use. He maintained that 
the results of the tests showed that, despite the higher cost of 
the lump coal, it was more economical because of the greater 
results obtained per unit. Dan Grady, assistant Attorney-Gen- 
eral of Wisconsin, attempted to bring out, by cross-examination, 
that his results were at variance with other such tests and that 
his data were not sufficiently comprehensive to base any sound 
conclusions on. 

L. G. Binkley, president of the Binkley Coal Company, which 
has a number of mines on the Chicago, Terre Haute & South- 
eastern, furnishes the C. M. & St. P. with considerable coal, and 
was the company which filed the petition that threw the C. M. 
& St. P. into receivership, was questioned by Mr. Grady and 
John Dickey, Jr., of Philadelphia, representing the Jameson 
committee, concerning the relations of himself and his company 
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with officials of the St. Paul. The questioning brought out the 
fact that Mr. Binkley had signed the petition for receivership 
at the request of W. W. Sparrow, vice-president of the road, 
with the understanding that it was the wish of the other offi- 
cials of the St. Paul. It was further brought out, by questions 
directed at Mr. Binkley and Hubert Howard, secretary and treas- 
urer of the Binkley Coal Company, that the petition was signed 
and filed as a favor to the St. Paul officials at a time when 
neither Binkley nor Howard was doubtful of the ability of the 
road to meet its obligations to them. The petition, it was ad- 
mitted, had been prepared at the time the request was made, 
names of petitioner and defendant and amount involved having 
been left blank. Mr. Sparrow suggested the attorneys to be 
engaged, according to Mr. Binkley. 


H. F. Hunter, general agent, C. M. & St. P., was questioned 
about the handling of certain town sites which had belonged 
to the road, and concerning certain aspects of legislative mat- 
ters in which the St. Paul had been interested, which had been 
before the South Dakota state legislature in years past—the 
manner in which the St. Paul financed such efforts as it made 
to protect its interests involved. 


Errol J. DeLauney, of the Chicago office, Examiner’s Ac- 
counting Department, began presentation of an investigation, 
which he had been commissioned to superintend, into the affairs 
of the Washington Water and Power Company and the Inter- 
mountain Power Company, Spokane holdings of the C. M. & St. P. 


Mr. DeLauney Nov. 16 continued with the presentation of his 
report. He said the Intermountain Power Company had received 
$375,269 from the C. M. & St. P. over the period from February, 
1921, to September, 1925, for power not used, the payments hav- 
ing been made on the basis of a contract which the St. Paul 
had made with the Intermountain to supply power for the con- 
templated electrification of the Idaho division of the road. He 
said that the Intermountain had paid dividends, from the time 
of its organization in 1916 to 1925, only for the last two years 
of that period. Dividends paid for the last two years had been 
at a rate of $15 a share, which would give an average dividend 
for the five years of the operation of the company, actual op- 
eration only having existed since 1919, of $6 a share. He said 
that, on the basis of the present contract with the C. M. & St. 
P., when the Idaho division was electrified the Intermountain 
Power Company should be in a position to pay dividends at the 
rate of $30 a share, par value $100. He said that, in his opinion, 
the existence of the Intermountain depended on carrying out 
its contract with the railroad. 


A. F. Brevillier, examiner of accounts, Bureau of Accounts, 
Interstate Commerce Commission, presented the results of an 
examination by him into the history, organization, and similar 
matters pertaining to the Montana Power Company and its sub- 
sidiaries. As a preliminary to his report he said the investiga- 
tion he was commissioned to make was for the purpose of de- 
termining the relation which the contracts of the company 
with the C. M. & St. P., for furnishing power, had to its organ- 
ization and extensions—to find out whether or not those con- 
tracts were responsible for the building up of the Montana Power 
Company in its various ramifications. He stated, as a conclu- 
sion from the investigation, that any such contracts between 
the railroad and the power company had not been of primary 
importance in the development of the company. He gave a 
complete account of the various aspects of the business he had 
been commissioned to investigate. 


Charles H. Spencer, roadway engineer, Bureau of Valuation, 
Interstate Commerce Commission, gave the results of an inspec- 
tion made under his supervision of the Puget Sound extensions 
of the railroad, which involved a complete report of the general 
and specific condition of the property in question and construc- 
tion costs. In presenting the results of his investigation into 
the construction costs of the Puget Sound extension he detailed 
instance after instance of overvaluation for work on the part 
of the railroad, most of which rested on differences in classifi- 
cations, between the bureau and the carrier of the ground worked 
in grading. 

It was found that the railroad had paid for solid rock where, 
for similar work, other lines had paid for loose rock, or for hard- 
pan instead of clay or sand or some other classification actually 
representing the condition. But it was learned from the rail- 
road, in explanation of these too high classifications, that a 
great deal of the construction work had been done in winter, 
and that all allowances had been made in classification accord- 
ingly, or the work had been done in exceptionally wet cuts, or 
under other particularly unfavorable conditions. Payments of 
overclassification as tabulated by Mr. Spencer totaled $1,795,300. 
He said it was developed that it had been the practice of the 
railroad to take care of unforeseen contractor problems by over- 
classification in the manner described. 

Mr. Spencer presented the results of an analysis he had 
made of all the contracts for construction work let by other 
carriers in the general territory of the Puget Sound extensions, 
over the period 1906-1909 (the period of the construction of the 
St. Paul’s extensions) to determine the comparison of the prices 
paid by the St. Paul for specific classes of work to the prices 
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paid by other roads. He found that the rates paid by tp, «i 
Paul were, in almost every instance, higher than the on St, varly incr 
of the rates paid by other roads. In explanation of ae , By -an 
said that most of the St. Paul contracts were let in 1906-1997 power Cor 
and that prices were a good deal higher then than in 1908 f penses, an 
1909. He said the prices paid by the St. Paul compared a g year as 
ably with contracts let by other roads in 1906 and 1907," Wf ‘sing $28 
F. M. Kerr, vice-president and general manager, Mon count & fif 
Power Company, said the figures involved in the report of Mt ag well as 
DeLauney were undoubtedly correct in so far as they had ‘an transmittin 
off the books of the power companies he had investigateg om y, whic 
they might be difficult of interpretation to one not well verge  i@2° of 
in matters represented by them. With reference to the pote, § Ms conne 
tial earnings of the Intermountain Power Company in case of of transmi 
consummation of the contract existing between that company @ bring ¥ 
and the C. M. & St. P., he said the actual situation was aval materials 
different from that presented by DeLauney. He explained thy § ' of the 
statement by saying that DeLauney had figured that, because _— 
the Intermountain Power Company already was possessed q § ™® _- 
unused power in excess of the 10,000 kilowatts which the fillin § "@° _s 
of that contract would call for, he had assumed that it wou § “™° “ 
be at no additional expense in supplying the power required by demand 0 
the contract. He explained that, to fulfill the contract with the | 
St. Paul, because of certain operating considerations, the power for the An 
company would actually have to be in position to supply twig power com 
the amount the contract called for. That consideration, he gaig saximum | 
would involve sufficient additional expense completely to destroy = 
the possibility of the Intermountain making any such return yo 
its capital as DeLauney had said would be possible. Mr. Ker of the ‘. 
said he had been one of the organizers of. the Intermountai manded b 
Power Company and had negotiated most of its contracts, He ap va 
presented such facts concerning those contracts, as, in his opin. that, trom 
ion, clarification called for. or - 
At the opening of the third day Charles H. Spencer took the . N. A. 
stand for cross-examination. In response to a question from 0.W. § jitional in 
Dynes,, counsel for the St. Paul, he said his inspection of the Puget st, Paul « 
Sound extensions of the road had revealed that a good road had § those test 
been built and that there was not, so far as his investigation went, & jration fo: 
any evidence of money lost as a result of dishonesty in the & jing had 
letting of contracts. Mr. Dynes asked him if, in his opinion, & jad been 
the rush program on which the extensions had been built did system. 
not achieve a saving to the investors by shortening the interest HA 
period. He replied that the interest period had undoubtedly with the ‘ 
been shortened and that that had undoubtedly saved money, ,,, any di 
but he did not know whether the saving in interest had been at view o! 
sufficient to offset the additional expense of the rush program. = 
Mr. Dynes pointed out that, by the bureau’s formula, the saving, Reinic 
on the $99,000,000 of investment would be at the rate of $3,000,00i @ 2 testime 
a year for the period, whatever it had been, for which tha "cal eng 
interest had been saved. Mr. Dynes asked if it was not cug % in N 
tomary for a railroad to take care of a contractor who got into tact 
difficulties, so that he would not “fall down” on a particular § "8 high 
job and, perhaps, seriously delay the progress of developments. dause, re 
The reply was that something of the sort was not unusual, bu § "ether i 
that there were various methods of accomplishing that end, ani ing the 
that, ordinarily, whatever method was pursued, it was such that daims of 
it would be properly represented in the accounts of the roai,™ *y and 
and that it was not usual to assist the contractor through ag "ved in 
raising of classifications, as that involved difficulties in deter Mr. E 
mining the actual expense of such assistance at any later date we oe 


F. M. Kerr, who returned to the stand, said he considerel 
himself in a rather peculiar position in being called on to é 
fend the fairness of his company’s contracts with the St. Paul 
as those contracts were generally. regarded, in Montana, # 
highly preferential of the railroad. He gave: further testimony 
concerning the contracts between the St. Paul and the Montam 
Power Company, pointing out that the St. Paul was one of the 
first, if not the first, to buy power for the purpose and under 
the conditions which it was used. He said the talk of unused 
power brought out by the Commission’s investigation was, esse 
tially, evidence of a lack of understanding of the problems it 
volved. He said that, while the St. Paul had originally “ 
tracted for 10,000 kilowatts, it had repeatedly drawn more than 
that amount and there was no way for the power company to docks, tr: 
prevent its doing so. It was perfectly true, he said, that the aardins 
St. Paul did not, at times, use the entire amount of power ! intr - 
which it was entitled, but, as long as the power company had the unus 
to supply a certain given quantity when needed, it could no at the tir 
sell that power to anyone else. 


4 detailes 

He said the power company had repeatedly been forced "i (ana) in 
object to the railroad drawing more heavily on the power @ lessening 
able than it was entitled to do, and that, as the outcome "Bing of 4} 
those controversies, a limiting device had been installed, at Si inftuence 
siderable expense, afd the result had been frequent notes on the sovernms 
charts of the company, “power limiter shut off to move wlescen¢ 
and similar reflections of the fact that the St. Paul was Lee 
only getting all it paid for but more. The power limiter Uh P. be 
be abandoned and, in 1922, when certain phases of the St. Pa response 
options came up for consideration, it was found satisfactory UB eal of y 
both the contracting parties that the power company wee . Paul 
ignore the railroad’s overstepping its power maximum, and 8 complain 
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road, contemplating future development, should pay for 
ly increases in the optioned power.. 
as an analysis of the capital investment of the Montana 

md Company, its plant capacity in kilowatts, operating ex- 

5 es, and such matters, Mr. Kerr arrived at the figure of $30 

oar 28 the minimum cost of one kilowatt. The St. Paul was 
yom $28.17 a kilowatt. The $30 figure did not take into ac- 
mot a fifteen per cent loss in power in transmission, he said, 
eal as one or two other items. He said the actual cost of 
w nsmittiDg power, as determined: by the records of his com- 
7 which extended over almost the entire period of the ex- 
istence of such companies, was 13 cents a kilowatt-mile. In 
this connection, he said that, unless some more efficient means 
of transmission could be developed, it would always be cheaper 
to bring Taw material to power than to take power to the raw 
materials—sOo there was assurance, for some time, of the opera- 
tim of the railroads on a rather large scale. 

Figures comparing the rate of pay of the St. Paul with the 
mte of pay of other customers of the Montana Power Company 
yere introduced. For the St. Paul they were: Per cent of in- 
come of Montana Power Company, 14.7; per cent of maximum 
jemand on available power, 16.92; per cent of kilowatt-hours 
received, of total used by all customers, 13.22. Similar figures 
for the Anaconda Copper Company (the largest customer of the 
power company) were: Per cent of income, 29.16; per cent of 
maximum demand on available power, 25.97; per cent of kilowatt- 
hours received, 30.82. Mr. Kerr explained that the above per- 
centages were applicable to only 75 per cent of the capacity 
of the plants of the company, as 25 per cent, which was de- 
manded by lighting and other high-pay service, had been ex- 
uded, as that service was not on a comparable basis. He said 
that, from the figures, the St. Paul fared better than the Ana- 
cnda Copper Company. The figures were for the nine-year 
period preceding 1925. 

N. A. Ryan, superintendent, Terre Haute division, gave ad- 
jitional information regarding the coal tests carried out by the 
S$. Paul on that division, tending to support the validity of 
those tests. He said all coal bins had been cleaned in prep- 
aration for the tests and that, when a change of coal was made, 
bins had been cleaned again. He said the coal for the tests 
had been bought from the same mines normally supplying the 
system. 


H. A. VanBrunt, traveling engineer, told of his connection 
with the coal tests, he having checked the engines and watched 
for any discrepancies that might have developed from the point 
of view of engine operation. 

Reinier Beeuwkes, electrical engineer, C. M. & St. P., put 
in testimony commenting on the report of David J. Guy, elec- 
trical engineer, Federal Power Commission, made at the hear- 
ig in New York, September 15. Mr. Guy charged that the 
contract of the St. Paul with the Montana Power Company 
was high and unreasonable because of the 60 per cent minimum 
cause, requiring the railroad to pay for that much power 
whether it used it or not. He presented further facts concern- 
ing the operating considerations involved, substantiating the 
aims of Mr. Kerr that some such arrangement was both neces- 
sary and fair, from the point of view of technical problems in- 
volved in the particular service. 

Mr. Beeuwkes was followed by H. H. Cochrane, chief engi- 
her, Montana Power Company, who said the rate of his com- 
way to the C. M. & St. P. was the lowest in the country. He 
compared that rate with the rate obtained by the Illinois Central 
fom the Edison company. The latter, he said, was 37 per cent 
ligher. Other comparisons were made, all showing to the 
alvantage of the St. Paul’s contract. 

William M. Hunter, who represented the St. Paul, as attor- 
lty,in the U. S. district court, before Judge James H. Wilkerson, 
tok the stand to introduce certain documents and information 
aplanatory of the court rulings in the case. 

The hearings came to a close November 18. 

H. B. Earling, vice-president, C. M. & St. P., before the 
leeivership, now western representative of the receivers, was 
te first witness. He gave testimony regarding certain idle 
partially abandoned equipment at Tacoma and Seattle, mainly 
locks, tracks, and terminal equipment, and offered explanations 
tegarding them. His remarks were directed to facts previously 
He explained that part of 
the unused equipment described by Mr. Spencer was obtained 
itthe time of the purchase of the Tacoma & Eastern, and gave 
‘detailed account of the effect of the competition of the Panama 

al in reducing the transcontinental traffic of the road and 


r kssening export and import traffic, with a consequent diminish- 


Mg of the use of docks and wharves following 1920, and the 
Ifluence of the development of port commission and various 
fvernment and municipal owned enterprises in effecting ob- 
Wlescence of the railroad property. 

Lee W. Spratlen, assistant to the president of the C. M. & 
&, P, before the receivership, now‘assistant to the receiver, in 
"sponse to questions from Dan Grady, assistant attorney-gen- 





Paul with the Binkley Coal Company, which signed the 
“mplaint throwing the road into receivership. He said it was 
€ policy of the road to be of whatever assistance it could to 
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producers and shippers on the line who furnished the road busi- 
ness, and that, in line with this, he had endeavored to aid Mr. 
Binkley and his associates in whatever way he could. He said 
he had been responsible for furnishing a Mr. Leland with a 
special train to inspect a mine on the Terre Haute division 
which the Binkley Coal Company had proposed to buy, and that 
he had assisted Mr. Binkley to close a contract with the St. 
Paul for forty cars of coal previous to the actual establishment 
of the Binkley Coal Company; but he insisted that this was in 
line with the general policy of his office, and that, though no 
such courtesies were accorded any of the other 35 mine oper- 
ators on the Terre Haute division, they had not asked for them 


and, had they done so, they would have received the same con- 
sideration. 


At the opening of the afternoon session Mr. Grady said 
there were several witnesses he had hoped to present, but they 
were not available and he had not been able to get in touch with 
them. He asked that the Commission permit him to present these 
witnesses at some future date should it seem important, after 
discussion with them. Commissioner Cox said the request would 
be granted. Mr. Grady also made a statement to the effect that 
the Wisconsin laws, under which the St. Paul was organized, 
require that, in the event of any development in the affairs 
of a corporation that hold danger of a sale of property of 
the corporation, a meeting shall be called by the secretary, 
giving thirty days’ notice, of the stockholders and creditors, to 
give opportunity to arrange for an extension of credit, that a re- 
ceivership or sale of property may be averted if possible. He 
pointed out that that law had not been complied with in the case 
of the St. Paul aad said he believed, if such a meeting had been 
called, the receivership could have been avoided, for the time, 


at least, or that the receivership might have been terminated or 
the sale averted. 


Walter V. Wilson, comptroller, C. M. & St. P., gave complete 
figures as to the revenues, expresses, and incomes individually, 
of the C. M. & St. P., the Chicago, Milwaukee and Gary, and the 
Terre Haute. He particularly addressed himself to the testi- 
mony given by W. H. Carlton, field superintendent of accounts 
of the Commission’s Bureau of Accounts, at former sessions of 
the investigation, at Chicago and New York. Mr. Carlton had 
said that the St. Paul suffered a loss of more than $10,000,000 
as a result of taking over the Terre Haute. In attacking the 
figures of Mr. Carlton, Mr. Wilson said that operation had made 
profits of more than $3,000,000 for the St. Paul. Of the difference 
in the figures, $9,000,000 was accounted for by money which 
the St. Paul would have paid the Terre Haute in freight charges 
for hauling coal, had they been two distinct companies, but 
for which the St. Paul had paid nothing, and, he said, Mr. Carl- 
ton had given no consideration to that fact of service. Mr. 
Wilson explained that “side accounts” had been kept on the 
operation of the Terre Haute, so that the actual figures on the 
various services were available, the results of which he pre- 
sented. Other items of a somewhat similar nature made up the 
rest of the discrepancies between the two sets of figures. 


At the close of the hearing Commissioner Cox voiced appre- 
ciation of the cooperation that had been extended the Com- 
mission in helping it to obtain the facts it sought. He said 
requests had been entered by interested parties to be permitted 
to file additional information by brief, and that the time limit 
under which the briefs might be submitted would be made 
public in the course of a few days. Final argument, if any, he 
said, would probably take place in Washington. 


MELLON TO ACCEPT MILWAUKEE PLAN 


Secretary Mellon, of the Treasury, as Director-General of 
Railroads, has indicated that he will accept the proposal of the 
reorganization managers of the Chicago, Milwaukee & St. Paul 
for settlement of the debt of $20,000,000 of the carrier to the 
Director-General on the basis of a payment of $17,000,000 in 
cash, with accrued interest, and approximately $3,000,000 of pre- 
ferred stock the reorganized eompany will issue, if the Inter- 
state Commerce Commission approves the issuance of securities 
under the reorganization plan. The loan of $35,000,000 to the 
Milwaukee from the government revolving fund under section 
210 of the transportation act, will be paid in cash, if the reor- 
ganization plan goes through. 


POSTHUMOUS HONOR PAID 


President Coolidge, on recommendation of the Commission, 
posthumously, has awarded a medal of honor to Alexander Dunn, 
a crossing watchman for the Baltimore and Ohio at Takoma 
Park, D. C., who, in endeavoring to save the life of Alexander 
Gregory, a 10-year old school boy, lost his own life. The boy, 
on his way to school on February 8, 1926, stepped behind a 
local passenger train that had passed on one track, upon another, 
in front of a passenger train travelling at a rate of 50 miles 
an hour. The watchman lunged at the school boy in his effort 
to save him, and, with the boy, was instantly killed. The medal 
awarded to Dunn was the twenty-sixth award made by the Presi- 
dent on the Commission’s recommendation, since the enactment 
of the medal of honor law in 1905. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 6, owing 
to the inactivity on election day and the seasonal decline, 
totalled only 1,137,210 cars, according to the reports filed by 
the carriers with the car service division of the American Rail- 
way Association. The smaller loading, however, was an increase 
of 74,564 cars over the corresponding week last year and an 
increase of 141,931 cars over the corresponding week in 1924. 

Loading by districts the week ended November 6 and for the 
corresponding period of 1925 was reported as follows: 


Eastern District: Grain and grain products, 11,172 and 8,821; 
live stock, 3,217 and 3,568; coal, 52,640 and 31,949; coke, 3,347 and 
4,134; forest products, 4,979 and 5,131; ore, 4,179 and 4,143; merchan- 
dise, L. C. L., 77,190 and 74,612; miscellaneous, 102,029 and 107,183; 
total, 1926, 258,753; 1925, 239,541; and 1924, 231,549. 

Allegheny District: Grain and grain products, 3,421 and 3,163; 
live stock, 2,813 and .2,939; coal, 59,682 and 45,051; coke, 5,800 and 
7,922; forest products, 3,149 and 2,707; ore, 10,886 and 7,681; merchan- 
dise, L. C. L., 56,774 and_ 55,813; miscellaneous, 86,261 and 82,268; 
total, 1926, 228,786; 1925, 207,544; and 1924, 195,573. 

Pocahontas District: Grain and grain products, 250 and 226; 
live stock, 292 and 167; coal, 43,252 and 43,147; coke, 709 and 660; 
forest products, 1,903 and 1,620; ore, 68 and 100; merchandise, L. C. L., 
8,014 and 7,394; miscellaneous, 6,312 and 4,346; total, 1926, 60,800; 1925, 
07,660; and 1924, 45,713. 

Southern District: Grain and grain products, 4,044 and 3,871; 
live stock, 1,828 and 1,971; coal, 30,074 and 27,217; coke, 819 and 1,180; 
forest products, 21,436 and 20,565; ore, 1,175 and 1,279; merchandise, 
L. C. L., 42,962 and 42,669; miscellaneous, 62,210 and 54,098; total, 
1926, 164,548; 1925, 152,850; and 1924, 150,791. 

Northwestern District: Grain and grain products, 12,662 and 
14,728; live stock, 11,189 and 10,545; coal, 12,093 and 11,424; coke, 1,678 
and 1,536; forest products, 17,963 and 18,069; ore, 27,423 and 25,075; 
merchandise, L. C. L., 33,944 and 33,560; miscellaneous, 45,264 and 
41,583; total, 1926, 162,216; 1925, 156,520; and 1924, 134,068. 

Central Western District: Grain and grain products, 13,260 and 
10,853; live stock, 14,348 and 15,163; coal, 21,080 and 23,802; coke, 403 
and 291; forest products, 11,205 and 10,175; ore, 4,056 and 3,635; mer- 
chandise, L. C. L., 36,535 and 36,594; miscellaneous, 71,841 and 67,317; 
total, 1926, 172,728; 1925, 167,830; and 1924, 160,787. 

Southwestern District: Grain and grain products, 5,194 and 4,701; 
live stock, 3,381 and 3,751; coal, 8,753 and 6,775; coke, 260 and 297; 
forest products, 8,834 and 6,717; ore, 484 and 399; merchandise, L. C. 
L., 17,333 and 7,141; miscellaneous, 45,140 and 40,920; total, 1926, 
89,379; 1925, 80,701; and 1924, 76,798. 

Total, all roads: Grain and grain products, 50,003 and 46,363; 
live stock, 37,068 and 38,104; coal, 227,574 and 189,365; coke, 13,016 and 
16,020; forest products, 69,469 and 64,984; ore, 48,271 and 42,312; mer- 
chandise, L. C. L., 272,752 and 267,783; miscellaneous, 419,057 and 
397,715; total, 1926, 1,137,210; 1925, 1,062,646; and 1924, 995,279. 


The total for the week of November 6 was the twenty-fourth, 
week so far this year that loading of revenue freight has been 
in excess of one million cars a week and brought the total num- 
ber of cars loaded for the first 45 weeks this year up to 
46,395,123 cars, an increase of 1,902,374 cars over the correspond- 
ing period last year and 4,242,470 cars over the same period in 
1924, according to the car service division of the American 
Railway Association. 


Loading of revenue freight this year compared with the two 
previous years follows: 





, 1926 1925 1924 
Pive WOES I JANUS... 0. cccccccces 4,432,010 4,456,949 4,294,270 
Four Weeks in February... ........-. 3,676,449 3,623,047 3,631,819 
Four Weeks in March................. 3,877,139 3,702,413 3,661,922 
on ee. rere 3,795,837 3,726,830 3,498,230 
AVG VOCED Tl BEG oeccccdcsccccccces 5,142,879 4,853,379 4,473,729 
WO WOGMS TH JUNG. 00568 sve decccccuc 4,112,150 3,965,872 3,625,182 
Le eee 5,245,267 4,945,091 4,470,522 
Four Weeks in August................ 4,417,780 4,321,427 3,898,384 
Four Weeks in September............ 4,552,378 4,297,936 4,147,885 
Bive Weeks in October...............: 6,006,024 5,537,159 5,455,431 
Week ended November 6th............ 1,137,210 1,062,646 995,279 
GRNUNIND corn: «: ecanlchela eis ase Se Hote tates tee cuherae 46,395,123 44,492,749 42,152,653 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of cars in the period November 
1-7, according to reports to the car service division of the Amer- 


ican Railway Association, amounted to 88,130. It was made up 
as follows: 


Box, 43,155; ventilated box, 252; 


252; furniture and aut bile box, 
6,896; total box, 50,303. celia simaiatanadeiin 
Flat cars, 5,509; gondolas, 8,239; 


hoppers, 4,300; tot 1 rs, 
12,539; coke, 389. ws ee Seer ee 


Single deck stock cars, 12,462; double deck stock cars, 2,374; 
refrigerators, 3,516; tank, 197; miscellaneous, 841. Total surplus, 88,130. 

_ Shortage: Box, 294; flat, 10; gondola, 1,175; hopper 204; total coal, 
1,379. Refrigerator, 57; total, 1,740. 


Canadian surplus: B 500; ; 
total fnee plus ox, 3,500; flat, 400 and single deck stock 400; 





LUMBER SHIPMENTS 

Reports received November 18 by telegraph from 374 of 
the more important softwood lumber mills of the country in- 
dicated that the lumber business was still in a seasonal decline, 
says the National Lumber Manufacturers’ Association. These 
reports cover the week ending November 13, and show a slight 
decrease in production, and nominal decreases in shipments 
and new business, when compared with reports for the week 
earlier. In comparison with reports for the corresponding week 
a year ago, nominal decreases in production and shipments, and 
a marked decrease in new business were noted. 
The 126 reporting hardwood operations show production 
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and shipments about the same, and a big increase in new busi 
ness. 

The following table compares the softwood lumb 
ment, as reflected by the reporting mills of seven re 
sociations, for the three weeks indicated: 


er move. 
ional a, 


Corresponding Precedin 


Past Week Week, 1925 1926 (Rey 
FRC 360 351 a 
Production .......... 223,767,959 225,850,262 230,305.04 
Shipments .......-..- 209,183,705 218,620,865 224328 
Orders (New Bus.).. 180,388,820 211,172,052 196/530'%51 


The following revised figures compare the softwood lyn. 
ber movement of the same seven regional associations for the 
first forty-five weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
EL. i cxhiiecncie atarmacecethionce 10,744,746,772 10,926,608,300 10,841,096, 04g 
BE aicaGnwCveetemiee 10,893,387,126 10,780,269,227 10,553,009, 495 





FRUIT AND VEGETABLE SHIPMENTS 

Shipments of the leading lines of fruits and vegetables the 
week ended November 13 amounted to 19,553 cars, as compared 
with 24,518 cars (revised) the week before, according to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 

Apples, 5,884 cars; asparagus, 2 cars; cabbage, 1,045 cars; 
cauliflower, 207 cars; celery, 664 cars; eggplant, 10 cars; grape. 
fruit, 952 cars; grapes, 1,929 cars; green peas, 54 cars; lemons, 
119 cars; lettuce, 465 cars; miscellaneous melons, 28 cars; 
mixed citrus fruits, 18 cars; mixed vegetables, 406 cars; onions, 
741 cars; oranges, 917 cars; pears, 165 cars; peppers, 63 cars: 
spinach, 192 cars; string beans, 65 cars; sweet potatoes, 608 
cars; tomatoes, 185 cars; potatoes, 5,188 cars. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
October 15 was 59.7, according to the semi-monthly bulletin 
issued by the car service division of the American Railway Asso. 
ciation. By classes of equipment the percentages were as fol- 
lows: Box, 48.9; refrigerator, 61.3; coal and coke, 66.4; stock, 
81.8; flat, 748; tanks and others, 93.9. By districts the percent- 
ages for all classes of equipment were as follows: Eastern, 


46.2; Allegheny, 65.5; Pocahontas, 62.5 Southern, 57.5; Western, 
66.4. 


RATES ON PULPWOOD 


Hearing in docket 18589 and sub. 1, Tomahawk Pulp and 
Paper Company against the Canadian National Railway and 
others, was held before Examiner Walsh November 15 in Chicago. 

The complainant alleged that rates charged on pulpwood, 
carloads, from points in Ontario and Manitoba, Canada, and from 
points in Minnesota to Wisconsin Dam and Kings, Wisconsin, 
were unreasonable, in violation of section 1 of the interstate 
commerce act, to the extent that the factor from Duluth to 
final destination exceeded 9 cents a hundred pounds, and to the 
extent that the factor from Superior and Ambridge, Wis., to 
final destination exceeded 7.9 cents a hundred pounds, The 
Commission was asked to prescribe reasonable rates for the 
future and to award reparation. 

J. E. Bryan, traffic manager, Wisconsin Paper and Pulp 
Manufacturers’ Association, appearing for the complainant, 
pointed out that the complainant had been an intervener in No. 
15705, in which the differential of 1.1 cents Superior under Dv- 
luth had been set up, and the factors of 9 cents from Duluth 
to Wisconsin mill points and 7.9 cents from Superior and Am- 
bridge, Wis., to Wisconsin mill points had been established, but 
that the origin points involved in this proceeding were not 
introduced at that time, because such action would have broad- 
ened the issues of the original complaint. It was the wish of 
the complainant, in bringing the instant case, that the Commis- 
sion apply the findings of that case to the points in question. 

The only appearance for the defense was E. F. Rice, attorney 
for the Soo Line. He made a presentation of the manner it 
which rates were made from points in Minnesota served by 
his line to show the reasonableness of certain exceptions to the 
findings of the Commission in No. 15705, but, as complainant had 
no interest in rates over the routes he spoke of, it was stated 
that they had no objection to the Soo filing such rates as were 
proposed. The complainant had originally asked that the case 
be handled by the shortened procedure and that request 
been objected to by the Marinette, Tomahawk & Western, which 
had asked for a hearing on the complaint. The M. T. & W. 
however, failed to appear at the hearing. 


HILL ON MERCHANT MARINE 
Commissioner Hill, of the Shipping Board, addressed the 
National Grange at Portland, Me., November 15, on the mer 
chant marine. He reiterated views heretofore expressed by 


himself and other members of the board as to the necessity for 
the development and maintenance of an adequate Americal 
merchant marine. 
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THE 
MERCHANT MARINE HEARING 


The Traffic World New York Bureuu 


In opening the hearing on the Jones resolution directing 
Shipping Board to submit plans for building up and main- 
the | an adequate merchant marine, Chairman O’Connor of 
o ‘shipping Board, after relating facts and results from the 
time policy in respect of the merchant marine, in part, said: 
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hipping board is not here to advocate one plan or 

a the Sula hardly be fair to expect you to deal with these 
the ore unless you were first furnished with technical facts and 
matter ances ascertained by the board’s administration and control of 
eat marine affairs over a period of some half dozen years. 
mer js not for us to say whether congress acted wisely in de- 

ing for a merchant marine in 1916 and again in 1920, even if 
= uestion were at issue. It is pertinent that we inform you of the 
ttuation after six years of administration under the merchant marine 
po and operation of the government fleet. 
* It seems clear that if our merchant marine is to be completely 

nsferred and adequately maintained in the hands of private Amer- 
vane capital in the immediate future instead of ultimately, then 
aol form of government aid is necessary to enable the American 
Posen to overcome the advantages gained by the foreign owner 
through his long training and entrenchment during the many years 
that America was off the oceans. In addition, there is a somewhat 
higher capital charge burdening the American owner due to higher 
construction costs in this country. These are the principal handicaps. 

On the other hand, to continue government operation until a time 
when we can through larger experience and greater efficiency more 
nearly compete involves governmental appropriations and efficient op- 
eration aggressively pursued, rendering the service to the country 
contemplated by the merchant marine act until private money can 
and will take it over. 

There are many suggested items which would tend to make equal 
competition possible in either case, such as the revision of our navi- 
gation laws, and this the shipping board is preparing for submission 
to congress; adoption of a plan to build up a merchant marine reserve 
which will insure American seamen on American ships so necessary 
from a national standpoint; further extension of mail contracts to 
American ships; extension of liberal government loans to the ship- 
puilder and operator, and other kindred items. 

Upon these questions we are now seeking advice from you, and we 
invite free discussion and assure you that your views will be given 
due consideration by the shipping board. We should be glad to re- 
ceive any special written reports you may care to file with the board. 


MERCHANT MARINE INQUIRY 


The Shipping Board deems final the hearing it is to hold in 
Washington, November 22 and 23, with a view to recommend- 
ing legislation, of vast importance to the shipping industry of 
the world. In a statement on the subject it said: ; 


A meeting or series of meetings of vast importance to the ship- 

ping industry of the world with particular reference to the American 
merchant marine will be held in Washington on Monday and Tues- 
day. These meetings, or more technically to term them hearings, 
will be held in the rooms of the United States shipping board, 19th 
and B streets, N. W., commencing Monday at 10 o’clock A. M. and 
continuing over on Tuesday until the work is completed. Due to 
the tremendous import of these hearings, the entire shipping board 
will participate and they will be presided over by T. V. O’Connor, 
chairman, and assisting him will be E. C. Plummer and Admiral W. S. 
Benson, who had charge of the regional hearings in Boston, Mass., 
Portland, Me., Charleston, S. C., Savannah, Ga., Jacksonville, Fla., and 
Atlanta, Ga., Philip S. Teller and Jefferson Myers in charge of the 
meetings in Kansas City, Mo., Los Angeles, Calif., San Francisco, 
Calif., Portland, Ore., Seattle, Wash., Spokane, Wash., Boise, Idaho, 
Salt Lake City, Utah, Denver, Colo., St. Louis, Mo., and Cincinnati, O. 
Commissioners Smith and Hill have presided at hearings in Chi- 
cago, lll., St. Paul, Minn., Minneapolis, Minn., Omaha, Neb., Pitts- 
burgh, Pa., Memphis, Tenn., Mobile, Ala., New Orleans, La., Gal- 
veston, Tex., Houston, Tex., and Birmingham, Ala., while Chairman 
O'Connor has presided at the meetings held in Buffalo, N. Y., De- 
troit, Mich., and Cleveland, Ohio. At the hearings held in New York 
on Thursday and Friday of the past week the full board participated. 
_ The Washington meeting while regional in some respects, taking 
in the Baltimore, Philadelphia, Richmond and Norfolk, Va., territories, 
it will be the final meeting of the board, preparatory to the prepara- 
tion and submission of the report to the senate in accordance with 
the provision of the Jones resolution adopted by the senate. 
, Congress being about to convene and the American merchant ma- 
tine proposition being one to be considered with much interest, the 
Washington hearings and the action taken will be considered the final 
word, as to what is to be suggested in carrying out the provisions of 
the Jones resolution. 

Having the law in view the senate resolution wants to know how 
this American merchant marine can be best maintained (1) through 
private capital and under private ownership and (2) through con- 
struction, operation and ownership by the government. 

The hearings so far, show that an American merchant marine 
for commerce and national security is unanimously favored, and while 
a Vast majority recommends that it should be privately owned, no 
definite relief is suggested as to how this ownership and operation is 
to be brought about. 

With the fixed principle of the law before it, that the United 
States shall have a merchant marine * * * ultimately to be owned 
and privately operated by citizens of the United States, and no citizen 
Willing to enter the game without a direct subsidy or specific relief, 
the outcome of the final meetings to be held in Washington, Monday 
and Tuesday is awaited with considerable interest by shippers, ship- 
owners, the shipping board and congress as well. 


Coolidge Receives Marine Report 


Malcolm Stewart, chairman of the Middle West Foreign 
tade Committee, and manager of the foreign trade department 
of the Cincinnati Chamber of Commerce, in a report submitted 
to President Coolidge, reviewed developments at the Shipping 
td hearings held recently in the Middle West which Mr. 
Stewart attended as an observer. 
“To sum up briefly what was brought out at all of these 


hearings, with a great deal of unanimity, was that the United 
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States must have a merchant marine,” said Mr. Stewart. “The 
consensus of opinion was that the ideal situation would be to 
have this merchant marine in the hands of private companies 
but throughout the discussions it was developed that it has not 
been possible up to this time to bring about legislation or aids 
that would enable or induce private companies to take over 
the ships and operate them under a guarantee of permanency.” 


Mr. Stewart said the alternative to private operation under 
present shipping conditions was government operation and that 
in every case the agricultural interests insisted that the govern- 
ment should definitely announce its intention of maintaining a 
merchant marine permanently in order to remove all uncertain- 
ties on the part of shippers. Continuing, he said: 


In following out this policy Congress would be requested to 
specifically authorize the Shipping Board to proceed with a very 
aggressive program of development of all the trade routes now in 
existence with a program of replacement and reconstruction in order 
to meet the highest type of competition presented by foreign steam- 
ship lines, especially in cargo liner service. If this is done and we 
fail to get adequate government aid, it is the opinion of the interior 
of the country that these trade routes can be built up in time to 
where they will be attractive to private capital. 


“The United States will have an American merchant marine 
compatible with the position this nation now occupies and will 
continue to occupy, in the broad proposition of commerce and 
national safety,” Commissioner Teller, of the Shipping Board, 
said after making a review of the 31 regional meetings recently 
held. This will be basis of the report to be made to Congress 
by Jan. 1, 1927, in compliance with the Senate resolution intro- 
duced by Senator Jones, which called for the submission to 
Congress plan&$ for the maintaining of an American merchant 
marine, according to a statement issued by the board continuing 
as follows: 


Following his return from an extended trip carrying him across 
the continent, where meetings were held in different cities to receive 
views on the marine question, Mr. Teller devoted considerable time 
in reading up on the transcript of meetings held by other commis- 
sioners. This review showed conclusively that some of the people 
had but little knowledge of what an adequate merchant marine 
meant to our national welfare. A national spirit does exist to keep 
the stars and stripes afloat, not as a patriotic gesture, but in a busi- 
ness and financial sense, to supply foreign markets with our fast in- 
creasing surplus farm and manufactured products, and to insure na- 
tional safety in future emergencies. f 

Congress specifically asked the shipping board to submit plans 
for the maintenance of an American Merchant Marine (1) through 
private capital and under private ownership and (2) through con- 
struction, operation and ownership by the government. 

In practically every city visited resolutions were adopted, which 
are in a measure the recommendations of the different communities 
of the U. S. Shipping Board as to what should be embodied by the 
board in its report to congress. While these resolutions are not in 
complete harmony, they agree on the following substantial features: 

. An American merchant marine for commerce and national 
security is unanimously favored. 

2. This merchant marine, in the opinion of a vast majority, 
should be ultimately privately owned, but that financial aid must 
be given by the government either directly or indirectly if we are 
to accomplish this in the immediate future. Meanwhile until it can 
be transferred to private ownership the government should own and 
operate the ships to insure the permanency of a merchant marine. 
A — declared for permanent government ownership and op- 
eration. 

3. Production in the United States far exceeding consumption, 
American shipping is necessary in foreign trade. Trade routes now 
established should be continued, and new ones added to be operated 
under the supervision or control of the United States until they can 
be made profitable and then turned over to private owners. 

4. . Regular service on all trade routes and a modification of the 
seaman’s act to promote economy and efficiency of operation. 


5. A definite policy of replacement, reconstruction and moderniza- 
tion of American ships to compete with competition of foreign ships. 
The financial aid to be given, should not be in the nature of 


a direct subsidy, but should take the form of payment for service 
rendered. P 


All seven members of the board participated in the hearings 
and in each of the cities visited one of the members described the 
work of the shipping board and the emergency fleet corporation, how 
experts were at work preparing data on costs of ship construction, in- 
surance, government aid, operating costs, etc. Losses, condition of 
the fleet, benefits rendered, amount of cargo carried in quantity and 
value, percentage carried by American ships, capital costs, in fact all 
the cards were laid on the table. U. S. senators, congressmen, ship 
owners, ship builders, public officials, bankers, exporters, farmers, 
mechanics, representatives of trade and labor organizations, in fact 
people of all walks of life appeared at the hearings. Their views were 
widely divergent in some respects, but everybody was given a full 
opportunity to express their views and declare their positions. 

A digest of the records of the hearings disclosed the following: 

With naval disarmament or a substantial reduction, the country 
with the largest merchant marine had the largest emergency navy. 

No vessels owned or operated by the United States Shipping Board 
were competing with private owners. 

Middle west and lake territory favor lakes-to-gulf and lakes-to- 
ocean routes, 

Educate the American people to travel in American ships. 

To curtail exporting in American bottoms would increase costs 
of production and less returns to labor and farmers. Shipping Board 
ships and regular trade routes prevented ocean transportation rates 
from going skyward. 

The operation of the South American lines has had a wonderful 
stimulation to trade, and many new markets were opened to American 
products. 

Capital cost of building ships 30 per cent to 40 per cent greater 
than in foreign ship yards. Canadian government by financial aid 
and moral support has benefited Canadian ports to the detriment of 
Portland, Me. Money borrowed in the United States by foreign 
governments had been used in building ships in foreign yards and 
by foreign labor. 


Almost absolute mandate on part of other nationals to ship goods 
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bought here and sold abroad, in their own ships and indifference on 
part of American exporters or importers to use American ships. 

Germany benefited by destruction and seizure of its fleet, as 
all new ships built are modernized, being larger and faster travelers 
than any of our cargo ships. : . 

Commissioner Teller completes his review by calling attention 
to preamble of the merchant marine act of 1920, which reads as 
follows: 

“It is necessary for the national defense and for the proper growth 
of its foreign and domestic commerce that the United States shall 
have a merchant marine of the best equipped and most suitable types 
of vessels sufficient to carry the greater portion of its commerce and 
serve as a naval or military auxiliary in time of war or national 
emergency, ultimately to be owned and operated privately by citizens 
of the United States; and it is hereby declared to be the policy of 
the United States to do whatever may be necessary to develop and 
encourage the maintenance of such a merchant marine, and, in so 
far as may not be inconsistent with the express provisions of this 
act, the United States Shipping Board shall, in the disposition of ves- 
sels and * * * in the administration of shipping laws keep always 
in view this purpose and object as the primary end to be obtained.” 


SEES FOREIGN TRADE EXPANSION 


The Trafic World New York Bureau 


“The Fundamentals of Foreign Trade” was the subject of 
an address by Norman D. Titus, chief of the Transportation Di- 
vision of the Department of Commerce, at the dinner meeting 
of the Foreign Commerce Club of New York Wednesday evening. 
Mr. Titus, predicting a still further growth of export trade, said 
that the United States in the space of a relatively few years 
haad become one of the leading nations in international com- 
merce, with a total of $9,250,000,000 in 1925 in comparison with 
$10,000,000,000 for Great Britain. 

By seeking to improve the standards of living in other coun- 
tries the United States is not only securing a direct benefit 
for its manufactures but is laying the foundation of an inter- 
national trade that will bring indirectly enormous benefits to 
American manufacturers, Mr. Titus said. In this connection he 
pointed out that the division of which he is the head emphasizes 
to foreign peoples the advantages of good roads, and this is 
resulting in purchases of American road-making machinery, 
which in turn is stimulating quick communication between rural 
districts and towns, and also creating markets for American 
automobiles and other products manufactured here. 

Declaring that the United States was now entering the 
fourth stage of its commercial evolution, Mr. Titus urged the 
necessity for an American merchant marine. He stated that 
in 1913 Great Britain had an unfavorable trade balance of 
$1,250,000,000, but this was more than offset through her activi- 
ties as a banker, shipowner, and investor, her shipping freights 
being an important factor in swinging the figures from red to 
black. The United States paid Great Britain in ship freights 


in 1925 only $8,000,000 as compared with $25,000,000 in 1913, he 
added. 


LOWER RATES IN FULL CARGO TRADES 


The Trafic World New York Bureau 

A gradual recession in full cargo rates from the recent 
high levels but no return to the low figures reached last summer 
is the outlook for the charter market in the next few months, 
according to the best opinion in shipping circles. Termination 
of the British coal strike means a decline in the demand for coal 
from this country, but this will be a matter of several weeks 
or months as the output abroad recovers from the six months’ 
cessation of work. Meanwhile, there will still be a volume of 
business that will tax available shipping to the utmost. While 
the full cargo market will undoubtedly recede, it is considered 
probable that berth rates, as represented by the tariffs of the 
steamship freight conferences covering shipments by regular 
lines, will continue in an upward trend for some time. The 
advances in the latter have been comparatively slight to the 
present, and other conferences have yet to make increases. No 
weakness in berth rates is anticipated unless the decline in the 
full cargo market becomes so pronounced as to be a rout. 

Some of the slack in the charter market due to lessened 
pressure in the demand for coal is expected to result in an 
increase in the grain and cotton movement, which will tend to 
cushion the fall of full cargo rates. 

The following changes have been announced by freight con- 
ferences: 

Trans-Atlantic, United Kingdom, Irish Free State—Changes: 
asphalt, not liquid, in bags or drums or hard in barrels, now 
40c; macaroni, 60c per 100 lbs.; rubber belting, 60c per cubic 
foot or $1.10 per 100 lbs.; machine needles, 95¢ per cubic foot; 
canned goods and provisions, 60c per 100 lbs.; copper, $6.50 per 
2,240 lbs.; general cargo now 50c per cubic foot or 90c per 100 
lbs., ship’s option. The rates on flour, cereals, cornstarch, etc., 
will be 35c per 100 lbs. until April 30, 1927, to London, Liverpool, 
and Manchester; same to Glasgow, Belfast, Dublin, Cork, Hull, 
Newcastle, Leith, Bristol, Cardiff and Avonmouth, 37c per 100 
lbs.; same to Aberdeen and Dundee, 38c per 100 Ibs., and to 
Southampton, *40c. 

Trans-Atlantic, Continental—Effective December 1, this con- 
ference has made a general advance in its tariff. The general 
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2B November 
cargo rate for the first group (Antwerp, Amsterdam 
dam) has been increased from 35c per cubic foot or ae et A 
Ibs. to 45c and 80c, respectively, while the second group (Han rts, {ror 
burg and Bremen) has been increased on general cargo fi Mf " Ste 
37%4c per cubic foot or 75c per 100 Ibs. to 50c and 90¢ per th describ 
Ibs., respectively. On and after January 1, 1927, fibre and the 2 includ 
so-called venesta containers will be subject to a rate of Be ss and dest 
cubic foot or 10c. per 100 lbs. more than the regular tariff i upper_lake 
weight or measurement. When the tariff calls for double o n 107, 0( 
cross strapped packages the surcharge as described, or fibre, op fom eh 
venesta, will be in addition to wooden packages unstrapped and 183,006 
Also, fibre, venesta or other packages which, in the judgment at The [ 
the carrier are insufficient in strength or protection of the showing 
goods contained, will only be accepted subject to a B/L clause 
to the effect that the shipper or owner assumes all risk of logg 
and/or damage except such as is occasioned by the negligence “Full 
the carrier. This ruling, however, has been the subject of , & third qua 
recent hearing in the conference offices, and it is possible jt by the ti 
may be modified later. Domestic 
Despite the general advance, a number of commodities haye § statemen! 
been declared “open” for the remainder of the year. These ar § {llows: 
coke in bags, or in bulk; oatmeal, flaked or rolled, in bags or In thi 
cases; copra and linseed oil cake; and provisions. There has w11-1918 
also been a general advance in the rates governing refrigerator Wmninatin 
space, effective on December 1. tinued he 
Copper is to be advanced from $4.00 to $5.50, on December } as to. 
to Antwerp, Amsterdam, and Rotterdam, while to Hamburg and ro at 
Bremen, the present rate of $4.50 per 100 lbs. will be raised ty) § July to $ 
$6.00 per 2,240 lbs. This is considerably more than the 15 per — 
cent increase, and the same is true of lead and other weight I follov 
cargo. Rates on wheat, corn, rye, flax, barley, buckwheat and & charter F 
oats will also be “open” until December 31; the same applying to iin 
wheat flour, corn and rye flour, corn meal, grits, hominy feed, Coal: 
starch, oatmeal, and dextrine. Unite 
Red Sea, East Africa (via Aden), and India—No changes, aro 
except that cotton to Bombay basis has been increased from Unite 
60c and 75c to 75c and 90c on high density and standard compres. § Wheat: 
sion, respectively; and sugar from 31c to 40c per 100 lbs. "on 
Argentine and Uruguary, River Plate—Changes, grinding Unite 
balls now take Group No. 1 in the iron and steel classification, Kir 
marble and imitation marble now fourth class, weight or meas Aust 
urement; kitchen scales first class, weight or measurement. i. 
It is pointed out by shippers that the conference tariffs are Unit 
the minimum basis which the lines have agreed to observe, but § 40 
they are not necessarily the maximum rates. In many instances § a 
higher rates are now being charged by various companies. Sugar: J 
The Canadian Government has issued its customary order § tin 
in Council suspending operation of the coastal laws, which § ‘te: 
enables United States vessels to load with Canadian grain and § —— 
dock during the winter at the head of the Great Lakes. The ne 
order is usually passed near the close of navigation. The 
Notice has been issued that cargo rates to Colombo, Madras, § ine last 
and Calcutta are to be advanced beginning February 1, next Becs 
The new schedules will be issued shortly. — 
scien the rou 
= in¢ 
TRANSPORTATION ON GREAT LAKES [G33 
The Corps of Engineers, U. S. Army, has just issued a 
report on transportation on the Great Lakes prepared in co Qua 
operation with the United States Shipping Board, as a result haners 
of investigations authorized by the transportation act of Febru Ty-&e 
ary 28, 1920, and the merchant marine act of June 5, 1920. This § october 
is the first of a series of reports dealing with transportation 
problems directly related to the functions of the War Depart: 
ment and the Shipping Board. The information developed by C 


the investigation is of such interest to shipping and to importers, A 
exporters, industries securing raw materials or shipping finished 


products in the territory affected, and to the general commercial a 
interests of a large section of our country, that it has been 

deemed desirable to publish the report for distribution to the Th 
public, according to a statement issued by the War Department, & ports « 
which continues as follows: searcit 


The report contains a general description of the Great Lakes aes 
and their connecting channels and harbors, and gives information It 
relative to laws, treaties and regulations governing navigation and wheat 
traffic on these waters. It shows in considerable detail the develop- which 
ment of commerce and shipping on the lakes. The larger portion and th 
of the report, however, is devoted to an intensive study of the move w at 
ments of the important bulk commodities, of which grain, iron of quanti 
and coal comprise the greater share of the traffic. Other commodi- prospe 
ties covered by the report are limestone, petroleum, forest products, sight 
sand and gravel. The package freight movement is shown for Wheat 
port and information is given regarding the lines engaged in this Weake 
service and the terminals available for handling package freight Al 
The car ferry service is also described and information given regarh @ 
ing the traffic handled. corres 

The movements of grain, iron ore and coal on the Great Lake § |, 
are shown with more completeness than has heretofore been possible tonna, 
Since the lakes constitute for a large share of the traffic an important additi 
part of a through route, it is regarded as important to show sue ings 
movements from origin to destination. In the case of grain, Ls at flor 
shipments are shown from each state to the various upper board 
ports, thence by water down the lakes to lower lake ports. Similarly, 38.400 
the iron ore is traced from the various ranges to the ports of ship- v 
ment, thence by way of the Great Lakes to the receiving ports, al situat 
from the latter by rail to the various destinations. ‘oal moviné 
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mines in Pennsylvania, West Virginia, Kentucky and Ohio, is 
od to Lake Erie ports and thence by water to the upper lake 
jor from which points the movements are still further shown to 
states of final destination. 
The terminal facilities at the ports for handling bulk commodities 
described and information is given as to the costs of transporta- 
tion including all terminal charges involved between points of origin 

ation. 

and dest report shows that the average annual receipts of grain at 

r lake ports during the four years 1920-1923 amounted to more 
po 107,000,000 bushels, and that shipments by both rail and water 
= these ports during the same period averaged 582,000,000 bushels, 
firwhich approximately 399,000,000 bushels were shipped by water 
pi 183,000,000 bushels were shipped by rail. 
am’mhe report contains numerous graphs and colored flow charts 
showing the movements of the important commodities. 


CHARTER RATES HIGHER 


“Full cargo rates in general improved materially during the 
third quarter of 1926, according to the index numbers compiled 
by the transportation division of the Bureau of Foreign and 
Domestic Commerce of the Department of Commerce,” says a 
statement prepared by the transportation division, continuing as 


[lows : 

fe In this quarter, trip charter rates rose to 101 per cent of the 
111-1913 average compared with 98 per cent in the corresponding 
quarter of 1925, and 89 per cent in the second quarter of 1926. The 
dominating influence in the strengthening of the rates was the con- 
tinned heavy demand for tonnage to carry coal from the United 
States to the United Kingdom. Shipments of coal in this trade dur- 
ing the month of July, August, and September totaled over 4,500,000 
tons, at charter rates ranging from about $3.40 at the beginning of 
July to $6.75 at the end of September. 

The rates from which the transportation division’s index numbers 
were compiled for the second and third quarters of 1926 are given in 
the following table: 3 , 

Charter Rates on Representative Trade Routes, April-September, 1926 
Commodity and route 2nd Quarter 3rd Quarter 


po 
the 
























































Coal: High Low High Low 
es @ses ¢€¢€ ae @2@ st 
United Kingdom to River Plate...... *19 0 *15 3 ‘ 
United Kingdom to Genoa............ 7 2 “s & " 
United Kingdom to Port Said........ 7. | Se 2 ie Ok RS 
United States to River Plate......... 19 0 15 8 27 6 17 83 
Wheat: 
River Plate to United Kingdom or 
Ee eee 0 15 9 35 0 20 6 
United States (Atlantic) to United 
Ea ae eae nee 26 19 4 6 i. 3 
Australia to United Kingdom......... 28 9 22 6 44 6 18 0 
Lumber: 
United States (Gulf) to River Plate..152 6 150 0 172 6 160 0 
United States (Gulf) to United King- 
et OF COMUNE 0:0. 050.0:6:0:00:0:%:0.0-00:0:050 102 6 97 6 110 0 110 0 
Rice: Burma to United Kingdom or Con- 
eee ee eee $s wo ¢ BS BS 
Sugar: Java to United Kingdom or Con- 
tinent ....csesecececcccescsscceccers (4) () (t) (f) 
Nitrate: Chile to United Kingdom or Con- 
MMIII! oa iscecatcrarne wracking ote ecvaeie eimareeerealers 19 12 6 14 6 12 6 








*April only. 

tNo record of fixtures found. 

The trend of full-cargo freight rates, quarter by quarter during 
the last three years, is shown in the following table. 

Because of the coal strike in the United Kingdom and the con- 
sequent stoppage of coal exports from that country, no charters were 
effected during the perfod from May to September, 1926, on three of 
the routes previously used in mapping the trend of freight rates. 
The index numbers for this period have been based, therefore, on 
the available routes as of the months from May to September. 
Quarterly Index Numbers of Full-Cargo Freight Rates, January, 1923, 

to September, 1926 
(Based on the average of rates for 1911-13 as 100) 




















Quarterly period 1923 1924 1925 1926 
eee nee eee 110 111 103 94 
Nooo aa ss4) a sereeio wroiereleinihormige-aseacomeen 109 110 96 89 
July-September .. 104 102 98 101 

EO CMIOR 65.0.6: 6:5:6-<:5:Sieseeieleeisine tae aera 107 102 99 eee 









SHIPPING SITUATION REVIEWED 


A review of the ocean shipping situation, prepared by the 


lpping Board at the request of the Department of Commerce, 
ollows: 










The British coal crisis, while directly stimulating American ex- 
ports of coal to an unprecedented extent, brought about a serious 
sarcity in the amount of ocean tonnage available for the ordinary 

fic of American foreign trade. The import of this situation began 
to be felt early in July when the extraordinary large winter wheat 
top of the 1925-26 season became ready for market, 

It was evident at that time that the prevailing price level for 
Wheat and flour had placed in jeopardy by absence of ships in 
Which to transport our exportable surplus to the markets of Europe 
and the rest of the world. Thousands of bushels of wheat were piling 
W at Galveston, Houston, and other ports on the Gulf, while great 
Wantities of flour were pressing for shipment. At the same time no 
Mospect of securing sufficient immediate tonnage for them was in 
sight. The situation became the subject of grave concern among 
reat-growing states, particularly since prices already had begun to 

















American foreign trade during the third quarter of the current 
year, from standpoint of quantity, was greater than in any other 
‘rresponding period in history. During that time constant calls 
we made on the shipping board’s store of laid-up ships for extra 
wanee. In the grain trade, from July 1 to October 1, a total of 29 
additional vessels were put in service. These vessels made 47 sail- 
en and carried a total of 4,796,000 bushels of grain and 29,200 tons 
flour. The total grain and flour carried by United States shipping 
Pi td vessels during this period was 8,007,000 bushels of grain and 
%400 tons of flour. 
at ith the progress of the movement of grain and flour, a similar 

Nation arose in the export cotton trade. By October 1 there was 
additional demand for ships to carry cotton in addition to the 
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wheat trade. Additional ships were also made ready for service, 
and on November i a total of 82 vessels had been designated for 
emergency sailing. The board has authorized that 10 more ships now 
laid up be ordered to undergo survey, so that the total will be 92. 

On November 1 a total of 281 cargo vessels were in the hands of 
managing operators for the shipping board. Sixteen more were about 
to be delivered to them and another 19 were being made ready for 
delivery to them by the Emergency Fleet Corporation. This, with 
the 10 vessels about to undergo survey, will make a total of 326 ships 
available for American cargoes. 

During the fall substantial increases in ocean freight rates were 
effected on coal shipments,’and on cotton and grain to a lesser de- 
gree. General cargo rates also advanced. The coal rate was increased 
from about $3.50 a gross ton from Atlantic to European ports on July 1 
to About $8.50 a gross ton on November 1, an increase of 142 per 
cent. Foreign ships, many of which are usually used in the Amer- 
ican cotton and grain trade, took advantage of the rate situation and 
have been running in the coal trade. Nearly all of the shipping 
board vessels, however, have been assigned for cotton and grain 
movement in spite of the lesser rate advances. 

Although comparison between these different rate increases can 
not be accurately drawn, it can be shown that grain rates from the 
Gulf to United Kingdom ports on July 1 average about 20 cents a 
hundred pounds, while on November 1 grain rates were from 30 to 
32 cents a hundred pounds, an increase of from 50 to 60 per cent. 
Cotton rates over the same period advanced from 50 cents a hundred 
to 60 cents, an increase of 20 per cent. 





PANAMA CANAL REPORT 


Gross revenue from tolls on vessels that transited the Pan- 
ama Canal in the fiscal year ended June 30, 1926, amounted to 
$22,931,055, as compared with $21,400,523 in the preceding fiscal 
year, according to the annual report of the governor of the 
Panama Canal. The number of ships that paid tolls in the fiscal 
year ended June 30, 1926, was 5,197, as compared with 4,673 in 
the preceding fiscal year. 

Total tons Of cargo carried through the canal in the fiscal 
year ended June 30, 1926, amounted to 26,037,448, as compared 
with 23,958,836 tons in 1925; 26,994,710 in 1924, and 19,567,875 in 
1923. 

Intercoastal tonnage amounted to 10,069,604 in the fiscal 
year ended June 30 as compared with 9,496,259 in 1925; 13,527,378 
in 1924, and 8,068,553 in 1923. The 1924 figure reflected the 
large movement of oil from California in that year. The report 
said this movement was now stabilized. 

The report stated that the net income from tolls and other 
miscellaneous receipts, classified under the heading, “transit 
revenues,” was $15,151,668 in the fiscal year ended June 30, as 
compared with $13,465,924 in 1925, and $16,307,948 in 1924. 

In October, 1926, 445 commercial vessels and 19 small 
launches passed through the Panama Canal, according to the 
official report concerning the operations of the canal organiza- 
tion. Tolls on the commercial vessels aggregated $1,989,213.93, 
and on the launches $124.56, or a total tolls collection of 
$1,989,338.49. 

The daily average number of transits of seagoing vessels 
for the month was 14.36, and the daily average tolls collection 
$64,168.19. The average amount of tolls paid by each of the 
commercial transits was $4,470.14, as compared with $4,528.31 
for the month of September. 

Although tolls collections in the last month were less than 
in the two preceding months, the monthly average for the first 
10 months of the present calendar year is slightly in excess 
of $2,000,000. 

In the following tabulation, the number of commercial tran- 
sits and the amount of tolls collected are shown for the first 
10 months of the current calendar year, with the daily average 
of transits and tolls: 

—tTotals for Month—, -—~Daily Averages— 





Transits Tolls Transits Tolls 

0 ae ar 479 2,103,368.29 15.45 $67,850.59 
Co es ere ee 424 1,835,226.47 15.14 65,543.80 
ME ol Wis fae vanwalnccewes 506 2,206,212.20 16.32 71,168.13 
BEE, Ceo Soswees weecnwe als 425 1,917,457.11 14.16 63,911.90 
Sn Wivare<on ad:ccue anaes 470 2,056,965.55 15.16 66,353.72 
WE dcabvaissed avalos cece 419 1,852,670.66 13.96 61,755.68 
GR ee. er 456 1,980,719.67 14.71 63,894.18 
PE hata or as bo ele kee a tandinbrote 464 2,055,041.91 14.96 66,291.67 
re 446 2,019,626.42 14.86 67,320.88 
SNE 5 sinin ioe nie secduesivniets 445 1,989,213.93 14.36 64,168.19 

WE akvcadsiwinancas 4,534 $20,016,502.21 14.91 $65,843.75 


SHIPPING BOARD SELLS SHIPS 


The sale of three cargo ships was authorized by the Ship- 
ping Board at a meeting November 16. The Steamer West 
Wingo, will be sold to Frank C. Hill of Los Angeles for the 
sum of $50,000 on the agreement that certain repairs necessary 
to condition the ship for active service will be effected. This 
ship is of 8377 D. W. T., she was built by the Los Angeles Ship- 
building and Dry Dock Company in 1919, and is equipped with 
a triple expansion engine of 2470 IHP and three Foster water 
tube boilers, designed to steam at 10.5 knots. 

The Lake-type steamer Lake Farber will be sold to the York 
Steamship Corporation of New York City for the sum of $36,000, 
cash payment to be 25 per cent and the balance over five years. 
The ship is of 4155 deadweight tons, was built by the American 
Shipbuilding Company in 1919, and is equipped with a triple 
expansion engine of 1425 IHP with two Scotch boilers designed 
to steam at 9.5 knots on 20 tons of oil a day. 

The Lake-built vessel] Lake Falama will be sold to John 
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George Murphy, an independent shipowner and operator of 
Mobile, Ala., for the sum of $31,000, cash payment to be 25 per 
cent and the balance to be paid over a five-year period. The 
Lake Falama is a typical deep draft Lake-built ship of 4155 
deadweight tons, constructed by the American Shipbuilding 
Company in October, 1919. She is equipped with a triple ex- 
pansion engine of 1425 IHP and two Scotch boilers, designed to 
steam 9.5 knots on 20 tons of oil a day. 


RECONDITIONING OF AMERICA 


Bids for reconditioning of the America, which was damaged 
by fire, for use on the United States Lines in the event none 
of the proposals for private operation of the line is accepted by 
the Shipping Board were opened in the office of President Dalton 
of the Emergency Fleet Corporation at noon November 15. 

The proposals were as follows: 


For general work, including repairs to the ship’s hull and engines: 

Tietjen and Lang, Hoboken, N. J., $1,550,000, with guarantee of 
completion before June 15, 1927. 

Morse Drydock and Repair Company, Brooklyn, N. Y., $2,300,000, 
the work to be completed within 300 consecutive running days after 
delivery of the vessel at the contractor’s yard. 

For woodwork and finishing: 

Tietjen and Lang, $167,460; 

Rex Cabinet and Linoleum Co., Union City, N. J., $129,123; 

John C. Knipp and Sons, Baltimore, $141,075; 

George W. Smith Woodworking Co., Philadelphia, $178,000. 

The Navy Yard at New York estimated $14,000 as the approximate 
cost of drydocking the vessel, the estimate being made subject to the 
approval of the Navy Department. 


REVISED STEAMSHIP SCHEDULE 


Formal announcement of the revised “horseshoe” schedule 
of the Dollar liners in trans-Pacific service and the designation 
of the “President Wilson” as the 535 to enter the round-the- 
world route has been made. This revision was due to the delay 
occasioned in the schedule of the “President Harrison” which 
went aground near Shanghai. Under the provisions of the new 
schedule, the “President Harrison” remains at Shanghai until 
January 28, when she will resume her voyage around the world 
via the usual ports. The “President Wilson” will go into the 
round-the-world service with a sailing from San Francisco Jan- 
uary 29, after making a trip to Los Angeles and return as 
originally planned for the “President Pierce.” The “horseshoe” 
route will be inaugurated with the sailing of the “President 
Lincoln” from San Francisco February 5 and the sailing of the 
“President Jefferson” from Seattle February 1. All 535’s follow- 
ing the “President Wilson” sailing from San Francisco January 
29 are to make a call at Los Angeles. The sailing hour from 
Yokohama, homeward, is to be 3:00 p. m. 


NEW ASSOCIATION APPROVED 


The establishment of the Atlantic East Bound Freight Asso- 
ciation, providing a central body whereby matters pertaining to 
the eastward movement of cargo in the Atlantic-United Kingdom 
trade can be expedited, has been approved by the Shipping 
Board. The Association will not deal with rates on east-bound 
traffic, as this is left to the American offices of the steamship 
lines in the trade. Headquarters of the Association are in 
London and S. J. Leeming, one of the partners in the firm of 
McDiarmid & Company, has been appointed Secretary. The 
following lines are parties to the Association: Anchor Line, 
Anchor-Donaldson Line, Atlantic Transport Line, Bristol City 
Line, Canadian Pacific, Cunard Line, Dominion Line, Donaldson 
Line, Elder, Dempster & Co., Ltd., Ellerman’s Wilson Line, Fur- 
ness, Withy & Co., Ltd., Head Line and Lord Line, Inter-Con- 
tinental Transport Services, Ltd., Lamport & Holt, Ltd., Leyland 
Line, Manchester Liners, Ltd., The Royal Mail Steam Packet 
Company, Thomson Line, United States Shipping Board, Emer- 
gency Fleet Corporation, J. H. Welsford & Co., Ltd., White 
Star Line. 


PORT CHARGES INQUIRY 


The Commission has issued the following notice in No. 
12681, in re charges for wharfage, handling, storage, and other 
accessorial services at Atlantic and Gulf ports: 


On Dec. 9, 1924, the Interstate Commerce Commission entered 
an order reopening the above-entitled proceeding for further hearing, 
and, in a notice dated March 22, 1926, called upon all rail carriers 
having port facilties at North Atlantic ports, or that serve com- 
petitive territory through their port facilities at Norfolk, Va., to 
begin the preparation of data necessary to respond to the inquiries 
of the United States Shipping Board as specifically outlined in 
Appendix A to that notice. The notice also requested that the Com- 
mission be advised whether the work could be completed in sufficient 
time to set the case for further hearing during June, 1926. The 
replies received indicated that the data called for could not be pre- 
pared so that the case could be set for hearing during 1926, and ad- 
vices now received relative to the participation in the proceeding 
of representatives of the United States Shipping Board indicate that 
te be impracticable to hold the further hearing before March, 

Accordingly, the above-entiled proceeding is assigned for further 
hearing at 10 o’clock A. M., March 7, 1927, at Washington, D. C., be- 
fore Examiner R. N. Trezise. 

As has been hereinbefore observed the investigation includes the 
port of Norfolk as to those carriers which serve that port and which 
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also compete from common territory with carriers serving the 
Atlantic ports. The situation at Newport News and Portsmouth 
is similar to that at Norfolk and information of the character p,,’ 
pared for Norfolk should also be prepared for those ports, * Dh 


BIDS FOR U. S. SHIPS 


The Shipping Board voted to give representatives of La 
Winchester and Company and William F. Kenny and associat 
a hearing on their proposals for purchase of the American Mer 
chant Lines and charter of the United States Lines. ‘ 

The Board has voted not to accept or give further eo 
tion to the proposal received from Kermit Roosevelt a 
ciates. 


Sider. 
nd ASS0- 





CODIFICATION OF MARINE LAWS 
Commissioner Jefferson Myers, of the Shipping Board i 
circulating, for inspection, voluminous copies of the Proposed 
codification of the present navigation laws of the United States 
It is proposed to submit the document to Congress at the coming 
session for enactment into law. 


EXPRESS RATE ARGUMENTS 


Although freight rate arguments will be summarized in fing 
form before the Railway Commission at the meeting in Ottawa 
on November 30, the province of British Columbia expects tha 
it will be necessary to start its express rate arguments all over 
again from the beginning, because of the fact that the arguments 
were heard three years ago when the late Commissioner Carvel] 
was chairman of the board, and they may not be familiar ty 
the present members. It is expected that the final arguments 
on the freight rate case will require about two weeks. 





REPORT OF ROYAL COMMISSION 


Forecasts of the report of the Royal Commission which has 
been investigating into complaints of the Maritime Provinces 
intimate that, among the recommendations to be made, will be 
the nationalization of the ports of Halifax and St. John; that 
freight rates between the maritimes and Upper Canada be re 
duced 20 per cent in order to meet the undertaking given Nova 
Scotia when she entered confederation that she would be enabled 
to market her goods there; that, as contributory to this end, 
250 miles of the old Intercolonial Railway mileage, constructed 
for military reasons, be struck out. It is expected that the ques 
tion of the taking over of the Valley Railway of New Brunswick 
into the Canadian National system will be referred to a separate 
commission. The object of this railway is greatly to shorten 
the mileage between Montreal and St. John. 


CANADIAN ACCIDENT REPORT 


Reckless automobile driving cost the lives of 20 persons in 
Canada in October and injuries to 50 others, according to statis. 
tics issued by the Board of Railway Commissioners. Forty 
crossing accidents were reported and automobiles were involved 
in 31 of them. 

There were reported to the board during the month a total 
of 240 accidents which resulted in 48 deaths and injuries to 
262 persons, in connection with the operation of railroads and 
at railroad crossings. One passenger was killed and 26 injured. 
Ten employed were killed and 166 injured. Of persons neither 
employed nor passengers—this including crossing accidents—3! 
persons were killed and 70 injured. 





CANADIAN RAIL EARNINGS 


Earnings of the Canadian National Railways for the week 
ending November 7 were $6,063,789, as compared with $5,782,818 
for the same week of 1925, an increase of $280,971. Earnings of 
the: Canadian Pacific for the same period were $4,958,000, an 
increase of $885,000. 


: CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has passed the follow 
ing orders: 

Authorizing Canadian Pacific Railway to open for trafic 
its Maniwaki branch as relocated from mileage 8.12 to 12.67; 
Approving supplement 9 to express classification for Canada 
No. 6; 
Declaring legal rates on wood pulp in carloads betwee 
Bathurst, N. B., Old Lake Road, Quebec and Chatham, N. B. 
to Toronto, under provisions of Canadian National tariff C. R. ¢ 
No. E-458. 


CANADIAN CANAL TRAFFIC 


The summary of canal traffic for October shows that total 
traffic through the Canadian and United States Sault Ste. Marie 
canals, amounting to 12,879,321 tons, was 1,241,651 tons heavier 
than in October 1925, and 2,551,080 tons heavier than the same 
month in 1924. The big increase was in iron ore, which wa 
heavier by 1,835,437 tons, while wheat, other grains, and bit 
minous coal all showed declines. 

Traffic in the Welland Canal for the month was 16,467 tons 
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-igg than the high record made in October last year. Barley, 
Sr oats, and wheat all showed decreases. Merchandise de- 
pend 11,076 tons and pulpwood 15,476 tons, but pig iron, coal, 
and steel showed increases. The tonnage for the season to 
betober 31 was 4,570,651 tons, which was 337,691 tons less than 
nee the St. Lawrence canals, barley, oats and wheat ship- 
ments were lighter than in October, 1925, by 49,476 tons, 26,956, 
gpd 10,143 tons respectively, while rye increased 22,264 tons, 
iron and steel 19,252, anthracite coal 9,762 tons, bituminous coal 
ygl1 tons and sand 33,095 tons. Pulpwood decreased 24,350 
ns and the total tonnage decreased 10,372 tons. 

















CANADIAN CAR LOADING 


Car loadings for the week ended November 6 make the fourth 
consecutive week in which previous Canadian records have been 
proken. ‘Total loadings for the week were 83,812 cars, or 269 cars 
ies than for the preceding week. Grain loading in the western 
jivision increased by 2,258 cars, but fell off 358 cars in the 
astern division. The chief drop was in miscellaneous freight, 
yhich was lighter by 1,199 cars in the eastern division and 300 
ars in the western division. Live stock decreased 219 cars, 
jmber 328 cars and pulpwood 406 cars. 

The increase of 3,238 cars of grain over last year’s loadings 
yas all in the western division. Coal showed an increase of 
1563 cars in the east and merchandse was heaver by 1,274 cars, 
it mscellaneous freight decreased 398 cars. Total loadings 
sowed an increase of 6,482 cars. 



















caRS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 






EASTERN CANADA 






-—For the Week Ended— 
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Ba Nov. 6, Oct. 30, Nov. 7, 
Commodities 92 1926 1925 
Serene Grain Products. .....cccccccere 4,260 4,618 4,316 
TN aiesa 69-0 a)e:e aierbiecse 4rs\enhe eigareeouiosiad 1,563 1,696 1,391 
SNUG suis ioe w- 4:6, anos aie g- cbareeqibeweewes 5,597 5,525 3,815 
laoreet a0x6: :dves'a(0-eiere CaS laale Sieaee iw Wieaneie 430 434 359 
ES OS Re iat et ees 2,585 2,886 2,736 
Nar eaisiaits ails. algrs areowetutaeeemee 1,142 1,553 1,264 
NS FORO OE Ce 2,174 2,128 2,010 
RPONGRS EVOQUCB 6 o6.0:0.5.000.0 c0sicc-ecees 1,236 1,546 1,351 
sb 65/1006 5.0i 5: 6-50) 6b gie oi ire ave cm aiaroiae 1,334 1,578 1,114 
Merchandise, kt Meee Bia tractsbviensachouse aioe uals 13,185 12,967 12,30 
Ds wks aiass.epeinns siieaiewo-Seetetete 12,361 13,560 13,084 

Be eS a er 45,867 48,491 43,740 
Total Cars Received from Connections 34,572 37,089 31,410 
WESTERN CANADA 
17,472 16,436 
1,803 1,883 
3,504 3,785 
59 41 
1,037 745 
34 63 
147 182 
1,669 1,583 
789 709 
4,887 4,599 
4,189 3,564 
35,590 33,590 
Total Cars Received from Connections 3,289 3,537 3,516 
TOTAL FOR CANADA 
fain and Grain Product 
li Siock..e-s ee ee ot) etsy 
ta Ta toraxatinesaaieeperss atk ul bictestio re eel eanee eG 9,029 ,600 
lamhes RU nacgw lexis Saws: BShae hee aie heen ates oe Ore 493 400 
Piprood eee Neraké gatvalelereiaieae 3,923 3,481 
Mp med Dal TTT Trees eee sees 1,587 1,327 
OS a errr cr ee 2,275 2,192 
et Forest Products............. 3,215 2,934 
iss ers uch trarei <Gaso.s tee oie aS eee eevee 2,367 1,823 
irtandise ite Wiha tatetankctaecan bead 17,854 16,899 
RE Ie Ca Re 17,749 16,648 
CREA: TIOGRGRsieisiciecisdcicicdioe odueen 84,081 77,330 
Total Cars Received from Connections 37,861 40,626 34,926 
CUMULATIVE TOTALS TO DATE 

; 19 1925 
iin and Grain Products................ 392,785 367,582 
tal SEGRE OS, 2S Geena Rie Mitel RN 96,9 106,124 
ce 263,016 181,635 
lambs RI 6:bg, 610s dS Sie Were Sele Oe Aiea ae eremarE 16,371 12,799 
Pim RN ia soNa socal basasetek ast to cachicaga ab hs telat eeatla sat atancealahe 161,082 158,257 
hip BE eS dition ote eure arene Oak. 115,661 110,986 
tthe NO 6 ae cs,e cer done s ne meeis 104,772 977 
the MPOBE. PYOQUOUN 4 65:0 0.0.600.05000%0 6055 150, £03 124,239 
ah tri Ui akae dicig @616 0.0.4 0.0°0s > el area ates é 62,771 
a 1. & &......).. 724° 437 676,625 
DNs -ine wuiseeSakch ewes ewes Weck 636,199 3,009 
Total Cars Loaded...........eeeeeeees 2,725,722 2,464,004 
Total Cars Received from Connections 1,645,152 1,466,608 
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SHALL WE MOVE THE ATLANTIC? 


(By the Great Lakes-St. Lawrence Tidewater Association.) 
1V—Our World Trade Handicap 

We can only fully appreciate the extent to which the trans- 
portation handicap under which the mid-continent of North 
America is suffering affects the individual and the local com- 
munity, by using some generally produced commodity as an ex- 
ample and examine what it costs us to move that commodity 
from the place where it is produced to its final market. 

We are agreed that unless we can market a product at a 
profit it does not pay us to produce, whether the article produced 
is food stuffs or whether it is manufactured goods. We are also 
fairly well agreed that the price which the manufacturer or the 
farmer receives for his goods at the home station depends upon 
how much these goods will sell for in the world’s markets, and 
also upon how much it costs to move them to these markets. 
The transportation and sales costs are always included sooner or 
later in the production charges, and these costs write off from 
the farmer’s price received for wheat in Europe or the price 
which the consumer pays for the manufactured goods, a certain 
definite amount greater or less as the cost of transportation is 
large or small. 

Since the most essential industry of the interior is agricul- 
ture, and since wheat is one of the outstanding crops in that 
region, let us take wheat by way of illustration, while we are so 
doing remembering that the same principles apply to all other 
farm products moving in world trade, and that they also apply 
to the manufactured products which seek a continental or inter- 
continental market. 

Studying wheat transportation cost we reach the astounding 
fact that the cost of shipping from the interior of the United 
States exceeds the cost of shipping from any other large wheat 
producing area to terminal markets—the case of Canada alone 
excepted, as Canada stands in substantially the same trade rela- 
tion to the wheat markets of the world as we do. 

For instance, compare a farmer in South Dakota with a 
farmer growing wheat in the Argentine: 


The farmer in central South Dakota loads his grain onto the 
cars, ships it to Duluth—400 miles—at an expense of 14.4 cents 
a bushel and transfers it from car to ship at that port. This 
transfer, the only one necessary with the St. Lawrence open to 
ocean ships, costs 1.5 cents more. It is then carried by vessel a 
thousand miles to the port of Buffalo and retransferred to the 
cars at a total average cost of four cents for lake freight and 
transfer. Again it is carried by rail, 442 miles, to the port of 
New York for 9.1 cents, and once more transferred, at a light- 
erage cost of one cent plus any demurrage charges, to an ocean- 
going carrier. From New York it goes by sea, 3,578 statute 
miles, to its destination at an average cost of 8 cents. Notice 
that in this movement there are three transfers and two expen- 
sive land hauls, totaling a distance of 5,400 miles, and costing 
approximately thirty-eight cents a bushel. Two of these trans- 
fers and the Buffalo-New York land haul are waste labor and 
expense. 

The transportation costs of the South American farmer, liv- 
ing on an average of 140 miles from the sea, will not average in 
excess of twelve cents a bushel, including the transfer to boat, 
and the deep water haul from the Plate River to London or to 
the Mediterranean costs him approximately thirteen cents addi- 
tional. This twenty-five cents per bushel, which is a liberal 
computation, may well be compared with the thirty-eight cents 
per bushel cost borne by the South Dakota farmer who ships to 
the same market. The freight handicap of the South Dakota 
farmer is today not less than twelve cents per bushel greater 
than it was prior to the World War. 


This is a comparison that may be applied again and again, 
not to grain alone, but to all the varied industries that occupy 
the mid-continental field and that seek to do business on the 
world’s markets. The same set of conditions favor our compet- 
itors in Australia, in India, in Russia, wherever men engaged 
largely in producing the things we produce meet us on the mar- 
kets of the world. They favor the manufacturer and the distrib- 
utor located near to the sea. They exert a pull upon all business 
toward the ocean and away from the interior. 


How can we meet this competition and survive? The an- 
swer is we cannot—all other things being equal. Only because 
we have heretofore put in use an unrivaled wealth of agricul- 
tural land and cheap production of minerals and have attained 
an unusually high rate of production per capita, only because of 
these advantages have we been able to meet the competition of 
the world and for a period that is now ended been able to dis- 
regard our transportation handicap. If we are to expand our 
farm acreage and production, if we are to develop our resources 
of forest and mineral wealth, if wé are to enlarge and broaden 
out our manufacturing enterprises we -must solve the transpor- 
tation problem now facing us. Our sea haul must be lengthened 
and our land haul to deep water must be shortened. There is 
no other permanent, adequate relief. Throwing open the St. 
Lawrence and making the Great Lakes ports ocean ports will 
move the Atlantic westward to the heart of the continent and 
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will give to the midwest the same natural advantages in regard 
to world trade and world transportation costs that are now pos- 
sessed by our great foreign competitors. 


V—Our Panama Canal Handicap 

The building of the Panama Canal is another thing that has 
helped to isolate the interior of the North American continent. 
Our continental trade exceeds by a wide margin our foreign 
commerce, and between the Atlantic and Pacific coasts and be- 
tween the Gulf and interior region there has been built up a 
vast network of interchange in the goods that are produced or 
consumed in these two sections of the country. 

The Pacific Coast, for example, is a good producer of lum- 
ber used in the middle west and in the eastern states. Automo- 
biles used on the Pacific Coast are produced by the great auto- 
motive industries of the Great Lakes region. The machinery 
that tills our farms from the Atlantic to the Pacific comes out 
of the iron mines of Minnesota, the coal mines of the Illinois- 
Kentucky-Ohio-Pennsylvania region, and from the factories sur- 
rounding the Great Lakes. 

Between the Atlantic Coast and the interior there is a vast 
movement of manufactured goods on the one hand, and of food 
stuffs on the other. Such is the present situation and such was 
the condition that had grown up prior to the opening of the 
Panama Canal and to the World War. During the war trans- 
portation by rail and by sea had advanced in cost along with the 
cost of all other commodities. When the war ended and the 
railroads, temporarily under government control, were restored 
to their owners, it was found that a new set of transportation 
conditions faced the nation. 

Because material, supplies and labor had remained high, 
but there had developed, during the war, a surplus of ocean car- 
riers and the ocean rates, enormously high during the war, un- 
der the stress of competition quickly began to return toward 
their pre-war basis. Ocean rates still remain above the pre-war 
basis, being twenty-five per cent higher on the average than 
they were, but land rates remain about seventy-five per cent 
higher than they were, with little prospect that they can be 
materially lowered so long as the costs of labor and of rail re- 
construction and terminal development remain at their present 
high level. 

Into these great and fundamental changes in transportation 
costs, themselves sufficient to dislocate the business of the na- 
tion, the Panama Canal entered as a new factor, shortening the 
deep water route from the Atlantic to the Pacific by eight thou- 
sand miles. This shortening of distance, coupled with ten-to-one 
cheaper cost of transportation per ton mile by water than by 
land, had the immediate effect of bringing the Pacific and At- 
lantic coasts closer together than either is to the marooned 
interior. 

The fact that our Akron manufacturer ships his goods by 
way of the Panama to the Pacific was mentioned in the first 
chapter of this story. This is another way of saying that Akron, 
Ohio, is closer to San Francisco by way of the long water haul 
through the Panama than by the shortest and cheapest overland 
route. It costs less to ship canned goods from the Pacific 
Northwest to New York than it does to carry them from the 
canneries of Iowa and Wisconsin to our eastern seaboard. It 
costs less to ship lumber from Oregon to the Atlantic coast and 
inland as far as Kentucky and Ohio, than it does to ship it 
overland to Chicago. For the average commodity the entire 
state of Nebraska is farther away from the Gulf of Mexico, 
measured in transportation cost rather than distance, than Los 
Angeles is from New York. 

From these illustrations it will be easy for the reader to 
draw the picture that naturally follows. A manufacturer located 
anywhere in the Ohio-Mississippi Valley or Great Lakes region 
having important connections on the Pacific Coast, must, in 
order to hold that business against competitors located near tide- 
water, do one of two things—either put a branch house on the 
Atlantic Coast and handle his Pacific Coast business from that 
branch, or move his main factory to tidewater. Whichever one 
of these two things he does, such action means that he takes 
part or all of his employes and their families away from the 
Middle West, removes them closer to the coast and farther 
away from the farms that produce the surplus food of the nation, 
lengthens the rail haul between producer and consumer, length- 
ens the haul that the consumer of the interior must meet when 
he buys his manufactured goods and other supplies, and de- 
creases the marginal profits in both these directions which the 
farmer, the business man, and the manufacturer of the Middle 
West may continue to enjoy. 

The Panama Canal has benefited the coast regions of the 
United States, but it has marooned the interior. The benefits it 
has brought to the Pacific, Gulf and Atlantic coasts must be 
extended to the entire nation if we, as a nation, are to prosper. 
There is only one way that the at present marooned condition 
can be remedied and the full benefits of the Panama Canal can 
be realized by the entire nation. Extend the deep water route 
that now runs down the Pacific Coast, through the Panama and 
up the Atlantic, on through the St. Lawrence and into the Great 
Lakes. Then it will be possible for Pacific Coast lumber and 
other products to be brought around to the harbors of Superior 
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and Michigan, and Erie, and for the automobiles, the machin 
the thousand and one things produced and manufacty “, 
: red in the 
Middle West to be carried back as a return cargo to the Pag 
Coast. fie 

The opening of the St. Lawrence will restore to the Miday 
Western manufacturer and to the Middle Western farmer the 
position in the nation’s commerce which each occupied befor 
the Panama Canal cut North and South America apart and isn 
lated the interior of North America; it will give to the Pacif 
Coast region a new trade zone; it will enable the marooned jy, 
terior to buy more largely from the Atlantic Coast region; it wil 
stimulate the normal growth of the entire nation. 

Vi—What Cutting Transportation Costs Means 

We have spoken in terms of what it would mean to the 
farmer and business man of the Middle West to bring the At. 
lantic Ocean into the mid-continent of North America. We have 
mentioned that it would restore to the mid-continent its proper 
place in the world’s trade and in national interchange. We have 
not tried to build up a picture of what the total volume of this 
business is or what the combined effect of lowering the traps 
portation costs would mean. 

The marooned region of the United States—that portion of 
the country lying east of the Cascades, north of the Ozarks anj 
west of the Alleghanies—has a population of over forty million 
people, produces seventy per cent of the food stuffs of the 
nation, accounts for forty per cent of the total national ¢op. 
sumption, absorbs two-fifths of our imports, and its exports of 
agricultural and manufactured products amount to well in excess 
of twenty million tons per year out of a total United States 
export trade amounting to a little over fifty million tons per year, 

It may be set down as a fact about which there is no con. 
troversy, that the price which the producer, whether he is farmer 
or manufacturer, gets for his products is the world market price 
less the transportation cost to such markets. If we can cut that 
transportation cost down by any appreciable amount, the bene. 
fits of such transportation cost lowering will flow back to the 
farmer or to the manufacturer as the case may be. In the case of 
wheat, which has been used as an example. the average cost of 
transportation from the middle west to Europe is over rather 
than short of thirty-five cents per bushel. This transportation 
charge is made up of items of rail haul to the Great Lakes, 
shipment down the Great Lakes to Buffalo. transfer at Buffalo, 
overland haul to New York, transfer at New York and deep 
water haul from New York to Europe. This route is the great 
trunk highway from the mid-continent to foreign lands. 

Over it traveled, during the years 1921-23. an average of 
258,000.000 bushels of export grain, the stream flowing down the 
Great Lakes being divided at lower Great Lakes ports into two 
main outlets—one hundred and three million bushels going via 
New York and other North Atlantic ports, and one hundred and 
fifty-five million via Montreal and other Canadian ports—this 
out of a total combined Atlantic and Gulf movement amounting 
to three hundred and thirty-eight million bushels during the 
period mentioned. In other words, three out of every four 
bushels of export grain moved via the Great Lakes route to its 
foreign destination. 

The cost of movement over this great trunk highway is the 
transportation cost item considered in making the price on 
grain in every leading American grain market. From the Euro- 
pean price. the Duluth-Superior. or Chicago. or St. Louis. or 
Kansas City dealer reckons on the cost by this route and deter- 
mines how much he can afford to pay the farmer at the country 
elevator. 

Whether his grain actually moves to Europe does not matter 
to the individual farmer at all. The price paid for the surolus 
grain of the United States sets the price on all the grain. So if 
we can reduce the cost of transportation from the farm to the 
world’s markets, we put into the pockets of all the farmers the 
benefit which comes from such reduction of transportation cost 
in the form of a higher price level for all their grain—not 
merely for the grain exported and sold abroad, but as well for 
the grain remaining and sold at home. 

The same logic applies to all other products moving into 
world trade. It applies not only to the farmer, but it applies 
also to the manufacturer, and the same benefits accrue to the 
importer and_to the interior merchant dealing in imported goods 
when a long sea haul and a short land haul enable him to place 
on his shelves an imported article bought on the foreign market 
for delivery at seaboard—the usual manner of buying. The 
closer he is located to the ocean the less is his freight bill. 
Bring the ocean to the mid-continent and every user of imported 
goods is a beneficiary. 

Alfred H. Ritter, in his notable study of the marooned area 
of the United States, entitled “Transportation Economics of the 
Great Lakes-St. Lawrence Ship Channel,” after going through all 
the figures for international trade, outbound and inbound, - 
mates that of the ninety million tons of foreign commerce, ° 
which fifty million tons is outbound and forty million tons “4 
bound, the marooned interior supplies one-third or thirty se 
lion tons, twenty million tons of which moves out and ten mr 
lions comes in. This twenty million tons outbound commerce a 
the production of the farms, the mines, and factories of thé 
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ooned interior. The ten million tons that is imported sup- 
oa these farms and factories and the people that work them 
plies the necessities of life. On this thirty million tons moving 
a in they are today paying an overcharge, according to 
~s Ritter, amounting to $4.00 a ton, an excessive and needless 
Mr sportation charge of $120,000,000 per year. 

- Does any reasonable /man believe that a region so handi- 

ped by transportation rates can continue to prosper as 
poco regions not handicapped in this manner? Is it any won- 
er that the farmers of the Middle West are complaining? Is it 
ee wonder that the manufacturers of the interior are relocating 
along the coast? 

But the farms cannot be moved to the coast and it is far 
easier to move the ocean to the interior of the North American 
continent than it is to move the factories of the interior to the 
“a St. Lawrence offers the solution. Thirty-three miles of 
ship channel and the ships of the high seas can sail into Great 
Lakes ports—the commerce of the Great Lakes can move out 
and join the commerce of all the world. The direct effect would 
be to save to the marooned interior the present transportation 
overcharges Which would reappear in the form of higher net 
prices realized by the farmer and manufacturer on their prices, 
and in lowered costs to the importer and to the consumer of 
imported goods. 


RATES ON TEXT BOOKS 


Hearing in Docket 18621, Wheeler Publishing Company and 
others against the A. C. L. and others, was held before Examiner 
Walsh, November 17, in Chicago. 

The complainant charged that rates on elementary text 
books, in carloads, shipped since July 25, 1923, from Chicago 
to Oklahoma City and Dallas are unreasonable and prejudicial 
to complainant and preferential of other shippers of other paper 
articles. The Commission was asked to prescribe reasonable 
rates for the future and to award reparation. 

Appearances for the complainant were as follows: Edgar 
E. Wheeler, vice-president, Wheeler Publishing Co.; H. E. 
Wheeler, vice-president, Wheeler Publishing Co.; Thomas H. 
Morrison, Robert O. Laws Publishing Co.; Gordon M. Jones, 
Rowe-Peterson Co.; H. €. Cheney, western manager, Charles 
Scribner’s Sons, and John F. Peckler, Laidlaw Bros. and The 
Prang Co. 

The complainant showed that the rate on envelopes, paper 
cups, forms, and other articles with, as claimed by complainant, 
similar transportation characteristics, from Chicago to the des- 
tinations in question is $1.06 a hundred pounds. The rate now 
paid on school and other books is $1.54. It was held that the 
$1.06 rate paid on forms, envelopes, and other paper articles 
should justly apply on certain elementary text books which move 
to the two points in question in carload lots, as those states 
choose thé texts to be used in grade schools and furnish them. 
The large movement of these specific items to the points named 
was held to be different from ordinary movements of books, and 
it was held that the rate should give consideration to that fact. 
Evidence was also introduced to show that such texts as were 
involved should properly be considered as “forms” and should 
receive the treatment that would follow from considering them 
as such. The point was based on the fact that elementary texts, 
quite contrary to all other classes of books, were arranged by 
a plan, or form, which, in the case of “readers,” required that a 
certain number of words be presented and then repeated a cer- 
tain number of times throughout the following pages—that a 
principle outside of the contents of the books dictated its 
structure. 

Appearances for the defense were as follows: H. G. Norden, 
assistant general freight agent, Frisco; R. W. Fyfe, western classi- 
fication committee; H. W. Schaffen, assistant to assistant general 
freight agent, commerce department, Rock Island. 

The carrier representatives took the position that books 
are books and that it would be impossible to police differentiated 
rates based on fine-spun definitions as to title and other non- 
transportation features. They denied the close identity of the 
books in question with “forms” such as now take the lower 
tate. They held that value and other considerations were such 
that the distinctions now in effect were justified. It was pointed 
out that the rate of $1.54 now available to complainant is a 
depressed rate, having been voluntarily established to compete 
With the water rate from New York. 


OVERPAYMENTS UNDER GUARANTY 


The Commission has certified to the Secretary of the Treas- 
wy, under section 209 of the transportation act, that the amount 
hecessary to make good the guaranty to the Spokane, Portland 
& Seattle is $345,726.52, while the carrier was paid $450,000 
M advances, and that the amount necessary to make good the 
guaranty to the Oregon Electric Railway is $154,258.17, while 
the carrier was paid $180,000 in advances. As to the Oregon 

Tink Railway, it was certified that the amount necessary to 
make good the guaranty was $80,333.07, while only $40,000 had 
€n paid in advances. 
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N. I. T. L. MEETING 


(By a Staff Correspondent at New York) 


Resolutions condemning efforts made by parties to pro- 
ceedings before the Commission to enlist the support of members 
of Congress and other public officials in favor of or in opposition 
to contentions in issue in proceedings pending before the Com- 
mission, providing for action to obtain adequate appropriations 
for the Commission, and for thorough study by the League’s 
legislative committee of the power and duties of the Commission 
under the law with reference, among other things, to proposed 
decentralization of the power of the Commission, were adopted 
at the opening session of the annual meeting of the National 
Industrial Traffic League held at the Commodore Hotel, Novem- 
ber 17 and 18. 

In opening the meeting, President Ripley called on George 
F. Hichborn, chairman of the committee on arrangements, who 
spoke briefly. The president then appointed the nominating 
committee with W. R. Scott as chairman. J. H. Beek, executive 
secretary, submitted the report of the executive committee which 
was in session November 15 and 16. Mr. Beek submitted a 
resolution expressing regret over the death of Clifton L. Lingo, 
for 25 years traffic manager for the Inland Steel Company, 
June 30, 1926, which was adopted. 

Mr. Beek then referred to the letter sent out by Repre- 
sentative Hoch, of Kansas, relative to proposed decentralization 
of the regulatory powers of the Commission through creation of 
regional commissions or by increasing the power of state com- 
missions. The League was asked for its advice and expression 
of opinion as tg how the situation dealt with in the letter might 
be remedied. The executive committee appointed a special com- 
mittee consisting of R. C. Fulbright, J. M. Belleville, P. M. Ripley, 
to be accompanied by Mr. Beek, to confer with Mr. Hoch on the 
subject of his letter, find out what was in his mind, obtain 
his viewpoint and let him have some of the League’s committee 
views. This action was approved. 

Mr. Beek said there also came up for consideration the 
question of revision of the interstate commerce act. F. T. 
Bentley, he said, offered the following resolution which was 
adopted by the executive committee: 


Resolved, That the legislative committee of the League be re- 
quested to make a thorough study of the transportation act, and the 
practical operation of the regulatory powers committed to the Inter- 
state Commerce Commission, with a view to submitting recommenda- 
tions as to what, if any, revision should be made of the laws with 
respect to the powers, and jurisdiction of the Interstate Commerce 
Commission, or with respect to a decentralization or division of its 
regulatory duties, together with any other recommendations as to 
measures or policies which should be adopted to bring about more 
gg te = and economical regulation of the common carriers of 

e country. 


This resolution was adopted by the League. Mr. Fulbright 
discussed the Hoch letter and the resolution quoted above. As 
to the Hoch proposal, he believed that the statement made by 
Alfred P. Thom, general counsel of the Association of Railway 
Executives, favoring creation of federal regional commissions, 
before the House interstate commerce committee last June in 
the course of the hearings on the Parker Consolidation Bill, had 
a great deal to do with Mr. Hoch sending out his letter of 
inquiry. He said Mr. Hoch was not trying to “railroad” any- 
thing through with respect to the suggestions in his letter, 
and that, of course, there would be no chance for action on 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Freight rate clerk, 29 years old, 7 years’ 
experience large railroad office; familiar all territories. Desirous 
making connection industrial concern or railroad traffic department. 


Accept reasonable salary to start. Address U. R. G. 973, care Traffic 
World, Chicago, Ill. 











FOR SALE—Fairly complete set of tariffs and 200 practically new 
Tingwall binders. Could be used to good advantage by any traffic 
organization. Located at Chicago. Reasonable. Write A. T. H. 968, 
care Traffic World, Chicago, II. 


TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate guide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. All corre- 


spondence strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y. 
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such a matter at the coming short session of Congress, but he 
said the representative had indicated that he was thinking in 
the direction of changing the existing law. Mr. Fulbright 
reviewed briefly the attitude of the League on the subject of 
regional commissions, referring to the fact that it had opposed 
creation of such commissions. Since that time, however, he 
said, the Commission had fallen behind in its work, that the 
task imposed on it was well nigh impossible of performance 
with its present forces, that there was more or less criticism 
of the Commission as to its administration of its duties, and 
that the executive committee thought that the legislative com- 
mittee should study the situation and obtain the views of mem- 
bers. He said the resolution providing for such a study, etc., was 
not intended as a thrust at or a reflection on the Commission. 
He said the League had always been a friend of the Com- 
mission. He did not believe that any member of the League 
would consent to doing away with a central body at Washington, 
but that, with the existing congestion of the work of the Com- 
mission, unless something were done the main object of regu- 
lation, so far as League members were concerned, would be 
seriously impaired—that it was taking on an average of two 
years for the Commission to reach a final decision in formal 
cases and sometimes more than that. He said I. and S. cases 
had preferred attention and that that was proper but that it 
was taking six times as long to get a decision in a formal 
cases as in an I. and S. case, and that he thought something 
ought to be done to reduce the ratio. He said that as a remedy, 
it had been suggested that there be a division of power of the 
Commission—that another body be created to deal with service 
matters and perhaps valuation work. Mr. Fulbright said he 
spoke as he did that members might understand the purpose 
behind the resolution and what it was intended to cover. He 
said what he had been saying dovetailed into the budget proposi- 
tion—that a large part of the trouble was due to inadequate 
appropriations for the Commission. There were not a sufficient 
number of examiners to handle the cases, he said. As a result, 
the present examiners were overworked and, in some instances, 
loosely considered reports were issued. He said criticism of 
examiners was not intended. 


Money for the Commission 


The Commission, Mr. Fulbright continued, had asked for 
about $7,000,000 for the next fiscal year. He believed that it 
was a Safe bet that the Director of the Budget would cut that 
to around $6,000,000. He said the Commission should not only 
have the full amount it asked for, but that it should have an 
additional $100,000 to hire 25 additional examiners and some 
stenographic help for examiners. He said examiners had to 
write out their reports in longhand and said that contributed to 
the delay. He also said the Commission should be unfettered 
with respect to the classification law, which, he said, interfered 
with a businesslike administration of its affairs because of re- 
strictions as to classifications of employes. He referred to a 
“niggardly policy” with respect to appropriations for the Com; 
mission that had been followed. 

“We must sell to the members of Congress the idea that it 
takes money to run the Commission and that it will fail and 
break down unless the money is provided,” said he. 

The League continued the budget committee with instruc- 
tions to prepare a request on Congress for an increase in the 
budget of the Commission to handle formal docket division mat- 
ters, so that its work might be placed on a current basis; that 
the Commission’s requests as to other work be granted, and 
that changes be advocated with respect to classification of em- 
ployes, “as will give the Commission a free hand to administer 
its own affairs.” 

Carl Stripp, of Cleveland, thought perhaps the League should 
not “butt in” as to the appropriation matter. He thought the 
Commission was doing a lot of things to increase the expenses 
of shippers. 

Political Influence 


The resolution with reference to political influence in cases 
before the Commission, which was adopted first by the executive 
committee and then by the League, follows: 


Whereas congress has created the Interstate Commerce Commis- 
sion as a quasi-judicial body with authority to determine contro- 
versies between carriers and shippers engaged in interstate com- 
merce, and to regulate the level and the relative adjustment of freight 
rates, thereby frequently involving the adjudication of issues between 
contending communities and shipping interests; and 

Whereas there has been manifested a tendency to invoke the 
assistance of members of congress and other public officials of the 
federal government in advocating or oppomne. before the Commission, 
——,, involved in cases pending before that body for determina- 

on; an 

_ Whereas the manifestation of such a tendency is calculated to 
give the appearance to the public that political or outside influences 
are to be taken into consideration by the Commission in adjudicating 
such_ controversies; 

Whereas, such efforts to secure such support very often places 
the official approached in the unhappy position of either offering to 
criticize the commission appointed to solve such problems or of re- 
fusing the request of influential constitutents; 

Therefore be it resolved that the National Industrial Traffic Lea- 
gue does hereby condemn and deplore all efforts made by any parties 
to proceedings before the Commission to enlist the support or as- 
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sistance of any such public officials in favor of, or in Oppositi 
contentions in issue in proceedings pending before that body, On to, 


The fourth paragraph in the resolution above was insert 
on motion of W. H. Chandler. Mr. Fulbright said members 
Congress would welcome such a statement from the Le cs 
that a member of the Senate interstate commerce committes tol 
him that there should be a law preventing members of Congres 
from appearing before the Commission and similar Sovernmenty| 
bodies. He said members were embarrassed by requests fro 

i 
constituents that they help them out before the Commisgio 

Frank Stratton, head of the Commission’s docket division 
was called to the platform by President Ripley. n, 

Continuing with his submission of the executive COMMittee’ 
report, Mr. Beek said that, on September 3, 1926, the : 
public service commission held a hearing on a proposed tents. 
tive form of side track contract. He said the state COMMissiqn 
reached the conclusion it was not feasible to provide a Uniform 
side track contract for industrial side tracks as there Were 
varying conditions obtaining in each case, so much so that it 
was impossible to provide a form of side track contract that 
could be applied without discrimination, and therefore dismigsej 
the subject. 

Favorable action was taken on a recommendation of the 
executive committee that a committee be appointed to conte 
with the North Atlantic U. K. Freight Conference ang the 
North Atlantic Continental Freight Conference on a propose 
increase in rates on export shipments in fibre and benesta ep. 
tainers. President Ripley named the following committee 
handle the matter: E. C. Nettles, chairman; G. M. Loeffler 
George F. Hichborn, C. A. Lahey, H. J. Zimmerman, and Hany 
A. Laing. The following associate committee was appointed tp 
act with the committee named above: George R. Browder, ¢ 
the paper board industries; Don L. Quinn, E. C. Wilmore, ani 
W. B. Simmons. 

The executive committee considered the subject of the 
advisability of notifying both the consignor and consignee when 
it became necessary to set off a car for 72 hours, or more, for 
repairs. Mr. Beek said it was suggested that as some of the 
regional advisory boards had considered the subject, it appeared 
advisable to take the matter up with the American Railway 
Association at Washington to ascertain what action, if any, 
had been taken by the boards. This was approved. 

The executive committee recommended that the subject 
of collection of undercharges by carrier after statutory period 
of three years had elapsed be referred to counsel with instruc 
tions to intervene in any future cases that might arise involving 
the subject, with a view to carrying such a case to the Supreme 
Court of the United States. The carriers, Mr. Beek said, heli 
they could not pay overcharges after three years, and that 
shippers should not be required to pay undercharges after 
three years. Reference was made to the decision of Judge 
John B. Sanborn, of the United States District Court of Minne 
sota, holding that a state statute of limitations gave the carrie 
six years in which to bring an action. The decision in tha 
case is final because the time for taking an appeal has expired. 
The recommendation of the executive committee was approvel. 

John S. Burchmore, of counsel for the League, reported 
as to the argument held last week before the Commission with 
respect to authority of the Commission to approve after August 
31, 1920, a reduction in intrastate rates in the guaranty period 
as result of an award of reparation by a state commission. 

Mr. Chandler reported as to the Shipping Board hearing 
last week on “contract” rates. 

The executive committee referred to the executive secretary 
a suggestion that the League publish a telegraph code for use 
between shippers and between shippers and railroads, as t 
tracing of freight, obtaining quotation of rates, diverting and 
reconsigning shipments, etc., with instructions to take it wp 
with the American Railway Association to ascertain what, if 
any, action had been taken by either the regional advisory 
boards or the association itself, and whether the association 
would look with favor upon the preparation of a telegraph 
code to be used nationally by all railroads and shippers and 
submit a report of progress to the executive committee at a 
later date. This was approved. 


Mr. Beek said the executive committee could not determine 
at this time whether it would be necessary to hold a spring 
meeting. This subject was left in the hands of a special com 
mittee consisting of the president, vice-president, chairmal of 
the executive committee, chairman of the legislative committee. 
and the executive secretary to determine in the light of sub 
sequent developments whether it would be necessary to hold 4 
spring meeting of the League. wl 

The executive committee voted to hold the next ee | 
meeting of the League in Chicago, November 16 and 17, wi 
the meeting of the executive committee November 14 and 15. 

On the subject of recodification of the navigaton laws 
of the United States by the Shipping Board, the executive com 
mittee recommended adoption of the recommendation of 
special committee on the subject that it be discharged and tha’ 
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the executive secretary be directed to watch further develop- 
ments. This was approved. 

The executive committee received a report of the special 
committee on York-Antwerp.Rules as a report of progress. The 
committee decided it could not force the conditions in the bill 
of lading and that the subject should be referred back to the 
United States Chamber of Commerce, which appointed a com- 
mittee in 1924 on the rules. Mr. Ripley represented the League 
on the committee. 

With reference to the case of Cocke vs. Morgan’s L. & T. 
R. R. & S. S. Co., involving an interpretation of section 206(f) 
of the transportation act, 1920, as to the 26 months of federal 
control not being computed as a part of the period of limita- 
tion in actions against carriers or in claims for reparation before 
the Commission, for causes of action, arising prior to federal 
control, the executive committee recommended that the League 
counsel be directed to file a brief in the case. This was approved. 


Bill of Lading Committee 


W. R. Scott, chairman of the bill of lading committee, sub- 
mitted that committee’s report. With reference to the question 
of the right of a shipper to execute the “no recource” clause 
on a bill of lading covering a shipment upon which the freight 
charges have been prepaid, dealt with in part one of the com- 
mittee report, the League adopted a motion by Mr. Chandler 
to the effect that the question be put up to the Commission. Mr. 
Scott supported the Chandler motion. A recommendation of 
the committee that no action be taken by the League with a 
view to inducing carriers to accept a bill of lading form car- 
bonized on the reverse side so that a set might be typed 
without the use of separate carbon sheets was approved. The 
“smeary character” of the carbonized form was a real objection 
to their use, the committee said. The committee said it was 
not prepared to recommend favorable action on a proposal to 
incorporate in the terms and conditions of the bill of lading 
form that part of Conference Ruling No. 474 which provides 
that when the route and the rate given by the shipper in the 
bill of lading are inconsistent, in that the rate given does not 
apply via the route designated, it is the duty of the carrier’s 
agent to ascertain from the shipper whether the rate or route 
given should be followed. The committee recommended that 
no action be taken with respect to question raised as to ship- 
ments destined to prepay stations or order bills of lading. The 
subject of “shipments covered by straight bills of lading con- 
signed to one party with instructions to notify or advise another 
party, or in care of another party, or to be delivered only upon 
surrender of written order, or upon surrender of the straight bill 
of lading,” was stricken from the committee docket because the 
subject was to be handled by the diversion and reconsignment 
committee. With the changes indicated, the report was ap- 
proved. 

Classification Committee Report 


The classification committee, R. G. Kreitler, chairman, 
recommended that a proposal to revise section 4 of rule 2 be 
docketed with the carriers’ classification committee. The 
section at present reads as follows: 


When property is found to have been incorrectly described cor- 


rection must be made and freight charges must be collected according 
to the proper description. 


The proposed revision follows: 


When property is found to have been incorrectly described or 
not packed in accordance with classification rules, correction must 
be made and freight charges must be collected according to proper 
description and in compliance with packing requirements, and the 


shipper must in all cases be notified of the changes made and the 
reasons therefor. 


The report was approved. 

The committee to co-operate with the railroad traffic execu- 
tives, W. H. Chandler, general chairman, reported that the 
docket of the committee was at present clear, and that since 
the spring meeting of the League at Detroit, the committee 
had not taken up anything of importance with the carriers’ 
committee. No action was required on this report. 


Passenger Traffic Committee 


The passenger traffic committee, Leo E. Golden, chairman, 
reported as to the status of the Robinson bill (S. 1143), pro- 
viding for repeal of the surcharge on travel in parlor and 
sleeping cars and which is pending on the Senate calendar. 
The League, at the spring meeting at Detroit, went on record 
as opposing legislation of this character, the committee pointed 
out, adding it assumed that the members of the Senate would be 
acquainted, through the League’s legislative committee, with 
the League’s attitude with respect to the bill. The report was 
received. 

The special committee on Hague Rules, Charles E. Herrick, 
é¢hairman, submitted a brief report of progress. It said that 
the American !Bar Association and the Utah Canners’ Associa- 
tion had taken a stand, with respect to opposition in making 
the Hague Rules effective iby means of a treaty, in close accord 
with that of the League, whoxe .attitude was that such regu- 
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latory measures should be made effective by statutory ¢ 
ment. Mr. Fulbright, a member of the committee, who ae 
was in the minority, moved that the committee be discha; e 
and that a new committee be appointed to urge enactment 
law at once of the Hague Rules as modified along lineg desir 
by the League. He favored application of the rules either f E 
treaty or law. W. R. Scott, also a member of thé ¢ J 


om 
said he held the same views. The motion was carried = 
report was received. e 


Special Committee Reports 


The special committee on commercial arbitration, P, y 
ley, chairman, said nothing of interest had transpired since the 
Detroit meeting regarding commercial arbitration. 

The special committee on embargo rules and regulations 
Charles Orchard, chairman, said it had nothing to report at this 
time. 

The special committee on fourth section, J. P. Haynes, chai. 
man, reviewed the situation with respect to the Gooding long. 
and-hort-haul bills. The committee recommended that the League 
oppose S. 3720, the Gooding bill making the fourth section abgo- 
lute as to rail competition with water service via the Panama 
Canal, and which, the senator announced at the last seggign, 
would be offered as an amendment to the rivers and harboy 
bill, which will be taken up in the Senate December 14 unde 
a special order. The League went on record against the bij, 
The committee also recommended that the League oppog 
S. 3721, another Gooding bill, proposing to define the words 
“reasonably compensatory” as used in section 4 of the act. The 
League went on record against this bill. Reference was mage 
to the fact that the committee had been authorized to support 
S. 3466, introduced by the late Senator Cummins, proposing to 
amend section 4 by adding a new paragraph authorizing Tep- 
aration in connection with unprotected fourth section violations 
with interest at 6 per cent from date of payment. Member 
were urged to ask their senators to oppose the Gooding long 
and-short-haul amendment to the rivers and harbors bill. The 
committee report was approved. 


Legislative Committee Report 


The legislative committee, R. C. Fulbright, chairman, with 
reference to proposed railroad consolidation legislation, e- 
pressed opposition to the declaration of policy contained in the 
Parker consolidation bill to the effect that the carriers of the 
country should be unified or consolidated into a number of 
strong, efficient and well-balanced systems. The committee saij 
the League had repeatedly expressed itself as opposed toa 
declaration of policy in favor of consolidations and that it was 
sufficient for the law to make provision by which consolidations 
might be legally accomplished through the sanction of the Com 
mission under appropriate procedure and that it was neither 
necessary nor desirable that there be a declared policy of law 
in favor of consolidation. Continuing, the report said: 


N 





The declaration of policy contained in the present law has Been 
misused by representatives of carriers who were seeking pe 
to acquire control of other carriers under the provisions of the 
present law, by representing to people of various communities. that 
the railroad properties were going to be cons >lidated anyway 
the law required that this should be done. While the law may not 
be misstated the impression is frequently created that we are com- 
mitted by the law to a consolidation of all of the railroads of the 
country into a few systems and that unless the particular acquisition 
is accomplished some other acquisition will be accomplished which 
would be less in the public interest. It has served as a potent means 
of spreading propaganda among the uninformed public in favor of 
proposed applications before the Interstate Commerce Commission, 
and this we believe to be not only against the public interest, but 
against the ultimate best interests of the carriers themselves. Such 
experiences demonstrate the unwisdom of placing declarations of 
policy of this character in the body of our statues. 

Another objection to the Parker Bill is that it would require the 
Interstate Commerce Commission to sit as a Board of Appraisers in 
proceedings to acquire by condemnation the securities of voting 
security holders and also to determine the value of any property other 
than securities to be acquired by condemnation proceedings in con- 
nection with any authorized consolidation. Commissioner Hall ap- 
peared in opposition to such provision upon the very obvious ground 
that to constitute the Commission a Board of Appraisers for all 
such cases as might arise would constitute such an addition to the 
existing duties of the Commission as to render them practically 
impossible of fulfiillment. Your committee is thoroughly in accord 
with the objection registered by Commissioner Hall and believes that 
this part of the law should be changed so as to provide for Com- 
missioners of Appraisement by appointment of the court or for some 
other provision than to require the Interstate Commerce Commission 
to perform such duties. th 

It is also the opinion of your Legislative Committee that 4 
Parker Bill does not state with sufficient clearness the requiremél 
that such consolidations shall not substantially lessen carrier com 
petition. We believe that Section 207 of the bill should provide that th ' 
approval of the Commission shall be limited to cases where it oi 
find that the proposed unification will not substantially lessen ca oe 
competition. The present wording, taken in connection with ; 
declaration of policy in Section 202, may be so construed, but ad 
believe this to be a matter of so great importance that there sho ‘ 
be no doubt as to the intent of the law with respect to the preserva 
tion of competition as far as practicable. : are 

There are three or-four other minor changes in the bill whe 
suggested by Commissioner Hall, and additional minor changes ie 
been suggested by your Committee. For example, Section 214 ie N 
vides that gain from the sale or other disposition of property, 
income from any distribution in «connection with any unification 
not be subject to tax or under the authority of any State ond ¢ 
political subdivision thereof. It is suggested that this shoul 
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Opened June 5, 1926 460 ROOMS WITH BATH 


near Taylor St. 


The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


“‘CHIEF”’ GONZALEZ and HIS “ROYALS” 
EVERY EVENING 


CHARLES F. CARROLL, General Manager 


The “Metropole” is now an Annex to the ‘‘Cosmopolitan” 


Your Customers Know 
EDGAR’S 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
mae and seasiiieeer service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


ALBANY, N.Y. | 


Albany is the natural distributing point for New 
York and New . Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


1,500,000 SQUARE FEET 
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Modern Fireproof Warehouse Space .n Les Angeles and at the Port 
of Les es 


Free and U. S. Custems Bended Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to pe pe 


We can serve you in mint capacity would suggest that yen 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
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restricted to gain or profit realized by a carrier, party to such unifi- 
cation, and such probably was the intent of the framers of the Dill. 
These minor objections need not be considered in this report, but 
your Committee recommends that a law be enacted substantially 
along the lines of the Parker Unification Bill with the exception of 
the modifications herein suggested and referred to, for the reason 
that as so amended, such bill will be substantially in accord with the 
principles already approved by this body upon the subject. 


Opposition to the Cummins’ consolidation bill was expressed. 
The preceding part of the report was approved. 

It was the opinion of the legislative committee that Congress 
more and more was coming to recognize transportation legisla- 
tion as one involving technical skill in its handling, and as one 
“where political agitation cannot be depended upon to bring 
about a proper solution of the problems involved.” It said there 
were some phases of the law that had been agitated consid- 
erably, “but here again we find that it is not a party issue, 
generally speaking, nor is it an issue between the contending 
groups within the parties.” 

“It is the judgment of your committee that, whatever may 
be the changes in the personnel of the coming Congress, there 
is unlikely to be any great political agitation with respect to 
transportation regulation unless it should be brought about by 
reason of conditions involved in the valuation of the railroads 
for rate-making purposes and in the administration of section 
15-a of the interstate commerce act,” the committee said. “There 
is a danger that these may be thrown into a political imbroglio 
again, but thus far the carriers have pursued a conservative 
course rather than to insist upon what might be regarded as 
their technical legal rights under the existing law.” 


Railroad Valuation 


With respect to valuation of railroads and repeal of section 
15-a, after discussing various contentions as to valuation of 


rail properties and the accounting rules of the Commission, the 
committee said: 


Summing up the foregoing, the shippers of the country face the 
following dilemma: The carriers, under the present accounting rules 
of the Commission, can substantially improve their properties with- 
out substantially adding to the investment but the cost of such im- 
provement is largely charged to operating expenses. The operating 
expenses are built up to such an extent that the carrier shows a 
small return; whereas, when the matter of valuing the property 
comes up, courts will require the Commission to value the property 
based on present-day cost and include therein such improvements as 
may have been charged to current operating expenses during prior 
years. 

As an example of the foregoing one might cite the case of re- 
ballasting railroad lines. Under the rules of the Commission all ballast 
necessary to reach the maximum height and width of ballast pre- 
viously applied is charged to operating expenses. If a carrier desired 
to put on additional ballast to a point three inches above the original 
maximum height it would charge to operating expenses not only 
the ballast to the original maximum height but all of the expense 
of putting the roadway in shape for the application of all of the 
ballast and the result may be that new ballast at the increased price 
level has been applied far in excess of the original ballast for the 
reason that the maximum height and width is the criterion and for 
the reason that all of the fncidental expenses, such as engineering 
and lining up the roadway, is also charged to operating expenses. 

Many other examples might be cited which show that the carriers 
ean substantially build up their operating expenses in such a way 
that the value of the property is substantially increased about what 
necessary maintenance would produce. We believe that the continua- 
tion of Section 15a as a law will practically force the carriers into 
the assertion of their rights under the above dilemma and that the 
repeal of the provision of Section 15a would leave the carriers free 
to follow the general methods pursued prior to the enactment of that 
law. Nq carrier is going to pay excess earnings to the government if 
it can find a way to improve its properties to an extent that this 
may be avoided by charging such improvement, or a part thereof, to 
operating expenses. The carriers cannot be blamed for taking this 
course. It is only a part of their prudent business policy, and, on 
the other hand, when the recapture litigation reaches the courts 
they will very naturally contend that the property must be revalued 
as of present-day cost, no matter from what source the money came 
which went into the properties, and irrespective of the fact that any 
part thereof may have been charged to current operating expenses. 

There is another line of thought which contends that Section 19a 
leaves the Commission free to adopt one value for rate-making 
purpose as contrasted with a different value for other purposes. The 
recent decisions of the courts have practically laid this contention to 
rest and it would seem that the valuation fixed by the Commission 
under Section 19a must be the value for all purposes, whether for 
rate-making, recapture or financing. We believe that the league 
should get squarely behind the movement to reduce the provisions 
of Section 15a to a simple declaration that the carriers are entitled 
to the opportunity to earn a reasonable and fair return upon fhe 
value of their properties devoted to public use. The grouping system 
of making rates based upon aggregate group values should be 
abolished and the recapture provision should be repealed. We do 
not recommend that Congress should undertake to deal with the 
matter of accounting rules and practices of the carriers, but we 
would recommend that this matter be actively followed by the league 
to the end that the interests of the shippers of the country may 
be adequately represented in presenting their contentions as to ac- 
counting procedure and practices of the carriers. The question of 
proper accounting rules and practices is highly technical, -and is 
one with which traffic men generally are not familiar. There is no 
organization representing the shippers of the country today that has 
gone into these questions with any substantial degree of thoroughness, 
and no organization has presented to the Interstate Commerce Com- 
mission in behalf of shipping interests any contentions with respect 
to this subject. The accounting officers of the carriers are highly 
skilled and technical and realize fully the advantages to be derived 
through the interpretation of the Commission’s rules. The Commission 
has recently been making an investigation of these rules and their 
application and the National Industrial Traffic League, or some body 
representing the shippers, should be represented in these investiga- 
tions and should present the shippers’ viewpoint. This, however, is 
not a matter for legislation, as it would be contrary to the principles 
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of this organization to permit subjects of this character to be com- 
mitted to legislative determination. 

The preceding part of the report was approved with an 
additional proviso by the executive committee that the League 
advocate making retroactive ab initio repeal of the recapture 
provisions of section 15a—that is, that the provisions should be 
repealed as of the date the transportation act was passed in 
1920, thus wiping out the necessity for adjusting anything as to 
recapture in the last six years. The executive committee further 
recommended that a committee of three be appointd to confer 
with the Commission with respect to the current proposed revi- 
sion of the accounting rules of the Commission and with au- 
thority to take such action as thought proper to: protect the 
interests of the shippers in the matter. As amended, this part 
of the report was approved. 

The commitiee reviewed the provisions of the Newton omni- 
bus bill (H. R. 12065) which has passed the House and which 
is now pending for action before the Senate interstate com- 
merce committee. Members were urged to bring the measure 
to the attention of their senators. 

Reference was made to the Smith bill (S. 2808), pending 
in the Senate, providing for regional appointments to the Com- 
mission, and the oppositon of the League to such legislation. 

The committee briefly reviewed the situation as to the 
enactment of the Watson-Park railway labor act. 

On two measures introduced in the Senate by Senator 
Trammell, of Florida, the committee said: 


Revival of the Smith Amendment of 1917 


On April 19th Senator Trammell introduced a bill, S. 4110, which 
would require carriers to obtain affirmative permission of the Inter- 
state Commerce Commission before increasing any rates, fares or 
charges and that the shippers should have at least sixty days’ notice 
of hearings on applications of carriers for authority to make any 
increases. Under the present law carriers may file tariffs which 
embody increases and the Commission may suspend these and hold 
hearings thereon before the same become effective. The proposed 
legislation is similar to that which was proposed in 1917, and which 
has been opposed by the league from time to time as the subject has 
arisen. Your committee recommends that the league reaffirm its 
position to such measures. 


Investigation of the Rate Structures by Congress 


At the last session Senator Trammell introduced a resolution— 
S. Res. 173—which proposed a general investigation of the rate struc- 
ture of the country by the Senate Committee on interstate commerce. 
The league has taken no official action on this particular resolution, 
but it would seem to be in opposition to the principles for which the 
league has always contended. This would place a political aspect 
upon the question of rate-making and would be an effort to perform 
the very functions which the Interstate Commerce Commission was 
created to perform in making a detailed or general investigation of 
rates. Your committee recommends that the league specifically oppose 
this resolution and any other resolution of similar import. 


The League approved the expressions of the committee 
on the Trammell bills. 


The committee set forth that the League was on record in 
favor of the bills providing for a reduction in the rate of in- 
terest on railroad indebtedness to the government. 


The committee reported that a bill had been prepared to 
amend subdivision D of paragraph 3 of section 16 of the act, so 
as to extend the right of action on the part of the shipper to 
include a period of 90 days from the time action was begun or 
charges were collected by the carriers. This was in accord with 
action taken at the spring meeting of the League, as the result 
of request for an amendment so as to protect a shipper against 
action by carriers for freight charges after the expiration of 
the period of limitation within which time shippers might com- 
plain of the reasonableness of the charges, or file complaints 
for overcharges. Effort will be made to get the bill passed at 
the coming session of Congress. 


With respect to shipper’s load and count provisions, as em- 
bodied in S. 91, the Fess bill, the committee reported as to the 
result of the inquiry made among League members as to the 
demand for legislation requiring carriers to issue clean bills of 
lading where goods were loaded by shippers at a public track 
or public freight house at stations where agencies were main- 
tained to receive freight. Out of 134 replies received by Mr. Beek, 
44 members favored the bill, 9 were opposed, and 81 were in- 
different. The committee reached the conclusion that what relief 
was necessary should be obtained through the committee to 
deal with traffic executives of the railroads rather than through 
legislation, if the former course would prove successful. 

The report referred briefly to opposition of the League to 
proposed metric system legislation, and proposed legislation with 
reference to extension of existing rail lines wholly between 
points in a state. The League’s position as to such legislation 
is that extensions of lines that are not parts of interstate sys- 
tems should be permitted to be built without approval of the 
Commission. 

As to the part of the legislative committee’s report dealing 
with Senator Fess’ bill, S. 91, and clean bills of lading, Mr. 
Chandler moved that the committee be instructed to urge passage 
of S. 91. This motion was adopted. Mr. Chandler said there 
was no hope of getting anything out of the southern lines whose 
witnesses, he charged, had not acted fairly when before the 
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Senate committee last session on S. 91. 
be passed. 


In its discussion of the Newton omnibus bill, with respect 


to proposed changes in the bill as it passed the House, the com- 
mittee said: 


He said the bill should 


Liability of Consignee Agents for Freight Charges 


Section 1 of the bill also provides that where a consignee notifies 
a carrier, prior to delivery of the property, that he is an agent only 
and has no beneficial title in the property, the consignee shall be 
relieved from liability for the payment of any charges found to be 
due after the property has been delivered, with the proviso, however, 
that where the shipment is reconsigned or diverted the first con- 
signee shall also notify the delivering carrier of the name and address 
of the beneficial owner of the property. This proviso, in our judg- 
ment, should be changed so as to provide only that the carrier be 
furnished with such information as to the beneficial owner of the 
property as the consignee agent may have in the case of a recon- 
signed shipment. The present bill would appear to require the 
consignee agent to give information which he might not be able to 
obtain, and a slight modification in the wording of the measure will 
obviate this difficulty. Your Committee will endeavor to have this 
wording modified when the bill is being considered by the Senate. 


Terminal Carriers’ Liability 


Section 3 of the bill amends paragraph 11 of Section 20 of the 
Interstate Commerce Act so as to provide that parties entitled to 
recover for loss, damage or injury to property in transit may file 
suit against the terminal road haul carrier and hold any carrier 
along the route. This is simply an enlargement of the Carmack 
amendment, which provided a similar right of suit against the 
initial carrier. The representatives of the carriers requested that a 
proviso be inserted therein to the effect that actions brought under 
this paragraph against the delivering carrier should be brought only 
in the State or the district through or into which the defendant 
carrier operates a line of railroad. This proviso was agreed to by 
your Committee as it was no purpose of the League to undertake to 
change the law so that suit might be filed in a territory remote 
from the delivering carrier and the delivering carrier be named as 
the only defendant. 

In connection with this amendment as effort was made on the 
part of certain railroad interests to eliminate the present proviso 
in this section that where the loss, damage or injury complained of 
was due to carelessness or negligence of the carrier or to delay in 
transit in loading or unloading, then no notice of claim nor filing of 
claim should be required as a condition precedent to recovery. The 
Committee refused to strike out this proviso but revised the wording 
so as to clarify the same. It is possible that the carriers may make 
a further fight on this proviso, but your Committee believes that the 
proviso should not be eliminated, for the reason that the elimination 
thereof would work a hardship in many cases where the loss, damage 
or injury could not be promptly discovered under ordinary course of 
business. Furthermore, we believe that the law should specifically 
provide that where the owner of the goods can prove carelessness 
or negligence on the part of the carrier the filing of a claim should 
not be necessary as a condition precedent to recovery. Manifestly, 
where there is a delay the delay is obvious from the records of the 
carriers and here again the reason for the requirement of claim does 
not necessarily appear. No hardship has been shown to exist on 
account of the present provision of the law and unless such a showing 
should be made your Committee proposes the cancellation of the 
provision or any part thereof. 


Limitation on Suits by Director-General as Agent 


Section 5 of the bill amends Section 206 the Transportation Act, 
1920, by adding a subdivision to be known as Section 206 (j) requiring 
all actions at law and claims in behalf of the United States for the 
recovery of any charges arising out of Federal Control to be begun 
before the expiration of ninety days after the bill becomes a law. 


The Legislative Committee of the League have been endeavoring 
for more than three years to get a limitation placed on the filing of 
suits for transportation charges growing out of operations under 
Federal Control and have endeavored diligently to have this provision 
made retroactive rather than prospective. Unless instructed to the 
contrary we shall continue to make this endeavor so that it may 
at least be made effective from the time the original bill was filed for 
such purpose. Effort will be made to get the Senate to make this 
change in order that the question may be thrashed out by the con- 
ferees. 


With respect to the matter dealing with terminal carriers’ 
liability, the executive committee recommended approval with 
the further proviso that the legislative committee be authorized 
to take such action as it might consider proper. The legislative 
report, with the changes noted, was approved as a whole. 


Officers Elected 


The following officers were elected, as recommended by 
the nominating committee: C. E. Childe, Omaha, Nebr., presi- 
dent; W. H. Day, Boston, Mass., vice-president; E. C. Wilmore, 
Chicago, Ill., treasurer. Regional vice-presidents: Trunk line 
district, H. M. Freer, New York, N. Y.; Central Freight Asso- 
ciation district, F. H. Baer, Cleveland, Ohio; New England 
district, R. W. Poteet, New Britain, Conn.; Southwestern -lis- 
trict, U. S. Pawkett, San Antonio, Texas; Southeastern district, 
A. W. Carey, Birmingham, Ala.; Western Trunk Line district, 
J. S. Brown, Chicago, Ill.; Pacific Coast district, Seth Mann, San 
Francisco, Cal., and Northwestern district, Herman Mueller, St. 
Paul, Minn. 

Highway Committee Report 


The highway transportation committee, W. H. Day, chair- 
man, referred to the action of the League at its spring meet- 
ing last April in opposing passage of any federal legislation 
regulating the motor vehicle in interstate commerce until 
Congress or other unbiased tribunal might, through a national 
survey, so develop the varying conditions understood to exist, 
as to enable approaching the subject in a helpful way. Reference 
was made to the Commission’s motor vehicle investigation and 
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participation of League members therein. The committee said 


a review of the testimony submitted throughout the country 
led it to the following conclusions: 


__1. That the motor truck engaged in interstate commerce fur- 
nishes a character of service unobtainable via other transportation 
agencies—namely, ability to go anywhere at any time, direct from 
the door of the seller to the door of the buyer without transfer, classi- 
fication restrictions, or packing requirements; 

2. That the motor truck enables the conduct of business with 
smaller reserve stocks than were formerly necessary, thereby reduc- 
ing capital investments; 

3. That the so-called fly-by-night or irresponsible truckman is 
rapidly being driven from the highways, and that while loss and/or 
damage claims are not uncommon, little difficulty seems to be ex- 
perienced in effecting settlements; 

4. That there is no visible demand upon the part of the shipping 
public for the regulation of motor trucks engaged in interstate com- 
merce; 


, 5. That those railroad representatives, who testified, favor regu- 
ation ; 


6. That some owners and/or operators of bus and/or trucks 
favored regulation, although, the number of witnesses so testifying 
represented a small percentage of the whole, and a goodly number of 


them seemed to be intrastate rather than interstate owners and/or 
operators; 


7. That there appears to be considerable difference of opinion 
between those mentioned as favoring legislation as to whether same 


should be administered by the federal government, the state govern- 
ment or a combination of the two. 


This report briefly covers developments up to date. As a result 


of the sentiment developed at recent hearings, further legislation will 
likely be proposed, particularly as to busses. 

Pending a statement or report by the Interstate Commerce Com- 
mission and/or the introduction of federal legislation, your committee 
recommends that the league take no further action. 


The executive committee recommended that the report be 
approved and that the seven recommendations contained in the 
report be adopted as the sentiment of the League, and that the 
highway transportation committee be instructed to present them 
to Congress in case it should be necessary for the League to 
appear in connection with the Cummins bill. 

In discussion of the recommendation of the executive 
committee, Mr. Day said it was not intended that the League 
go on record in opposition to all proposed legislation with 
reference to motor vehicle regulation. He said the committee 
findings dealt only with the motor truck. Mr. Chandler, while 
opposing the Cummins bill, said he did not think the League 
would oppose any helpful legislation on the subject. He believed 
the committee should be instructed to oppose the Cummins bill 
or similar legislation but that as to other proposed legislation 
it should confer with the executive committee. At the request 
of the chair, Mr. Chandler drafted a substitute for the executive 
committee recommendation, and this was offered by Mr. Day. 
The substitute, which was adopted, follows: 


Moved that the committee report be approved and that the seven 
findings contained therein be adopted as the sentiment of the National 
Industrial Traffic League and that the highway transportation com- 
mittee be instructed to present them to Congress in case it should be 
necessary for the league to appear in connection with the Cummins- 
Parker bill or similar legislation. If legislation of a different char- 
acter be introduced, the committee shall report thereon to the execu- 
tive committee with its recommendations and the executive com- 
mittee is authorized to act for the league in the event of it being 
necessary to act before the next league meeting. 


The “findings” of the committee being in conflict with the 
provisions of the Cummins bill, the effect of the action taken 


was to record the opposition of the League to that bill or 
similar legislation. 


Express and Parcel Post 


The report of the express and parcel post committee, H. M. 
Freer, chairman, said there had not been much development 
with respect to changes in postal rules, regulations and charges, 
and that action was not expected at the coming short session 
of Congress. The report discussed briefly the question of 
delays to foreign mails; Cuban parcel post situation, storage 
rules and regulations; settlement of claims for shipments lost 
or damaged in transit; improper delivery, loss and delay to 
express packages due to discrepancy in marks on packages 
and on express receipts; express Classification docket No. 8, 
and concealed loss and damage. The executive committee recom- 
mended that no action be taken with respect to the Cuban parcel 
post situation. It recommended that the express committee 
handle the subject of improper delivery vigorously with the 
express company, to the end that the billing agreed with the 
marks on the packages. The executive committee recommended 
approval of the following sections of the report: 


Classification Docket No. 8 


Express Classification Docket No. 8 provides for charges for 
remarking and handling of express shipments returned to shippers: 
This charge was published on basis of 50 cents per cwt., minimum 
50 cents, for re marking and handling. ‘ 

Complaint was received and suggestion made to Express Company 
that modification be made. They have agreed to amend the proposed 
rule to read: 

“Except at stations where freight and express terminals are 
contiguous and no wagon haul is involved, in which case the chargé 
for the service will be 10 cents per 100 pounds, minimum charge 5! 
cents.”’ 

Concealed Loss and Damage 


We have received advance copy of the proposed form for reportiné 
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concealed loss and damage to express shipments, and shall be glad to 
show it to any member here. According to our ideas, this form is 
satisfactory, and will overcome the numerous complaints that have 
been received in regard to this subject during the past year. 


No action was required as to other parts of the report. 
The recommendations of the executive committee were approved. 
New Committee on Parcel Post, Etc. 

The committee on express and parcel post recommended 
to the executive committee that the duties of the committee be 
divided and that a new committee be created, to be known as 
the committee on parcel post and mail service, and that the 
present committee be designated as the committee on express. 
The executive committee recommended that the separation be 
made and this was approved. 

The air mail section of the committee on instrumentalities 
and car service was ordered transferred to the new committee, 
which will be called the postal committee, rather than “parcel 
post and mail service.” 

Mr. Freer brought up the investigation begun by Mr. 
Chandler with reference to improper construction of express 
rates in the sub-blocks. Mr. Chandler was called on to explain 
the situation. He said the rates in issue were not in accord 
with the Commission’s express rate formula as to sub-block 
rates and were from 5 cents to a dollar higher than they should 
be. The express company, he said, said the rates were checked 
in by an employe of the Commission. Mr. Chandler placed the 
matter informally before Chairman Eastman who advised Mr. 
Chandler he was having an analysis made of the information 
furnished by Mr. Chandler. 

On motion of Mr. Feer, Mr. Chandler was authorized to 
represent the League in the matter with the understanding that 
the League’s position was that the formula of the Commission 
be literally complied with. Unless the matter was adjusted 
informally, a formal proceeding will be initiated, Mr. Chandler 
said. 

Mr. Childe, the new president, was invited to preside by 
the retiring president, Mr. Ripley. Later, Mr. Day, the new 
vice-president, presided. 

Reconsignment Committee Report 

The diversion and reconsignment committee, H. D. Rhode- 
house, chairman, discussed proposed changes in rule 5, rule 
16 and rule 12. As to rule 5 the committee said it expected to 
have a joint conference with the carriers’ national diversion 
and reconsignment committee at an early date with a view to 
agreeing to a rewording of the rule in order to bring about de- 
sired changes. With reference to shipments covered by straight 
bills of lading consigned to one party with instructions to notify 
or advise another party, or to be delivered only upon surrender 
of written order or upon surrender of the straight bill of ladinf. 
and the proposal of carriers to add a note (No. 6) to Recon- 
signment Rule 16, the executive committee recommended that 
the proposed note be disapproved and the matter referrer back to 
the diversion and reconsignment committee for further negotia- 
tions with the carriers. A proposed change in Rule 12 to bring it 
in line with Commission decisions was submitted for information. 
The recommendation of the executive committee as to straight 
bills of lading, etc., was not approved, a substitute motion being 
adopted to the effect simply that the proposed note (No. 6) be 
disapproved. As amended the report was approved. 

’ Car Service Committee, Etc. 

The committee on transportation instrumentalities and car 
service, W. S. Crowl, chairman, reported an improvement in the 
situation with respect to clean cars for loading but urged re- 
ceivers of freight leaving cars in clean condition for future 
loading. Discussing general railroad conditions, the committee 
said that, despite the large increase in car loading, there had 
been practically no car shortage and that the railroads “have 
performed a magnificent service.’ Continuing, the committee 
said: 


Greater efficiency is being shown in the operation of the railroads, 
resulting in much more prompt movement of traffic, thereby enabling 
manufacturers and jobbers to carry smaller stocks and inventories. 
Without this greater efficiency, it would have been impossible for 
the railroads to have handled the heavy crop movements and general 
business without delays and car shortages. 


Referring to the prejudice against the first steamboat, loco- 
motive and automobile, the committee said ‘“‘these foolish preju- 
dices seem amusing to us, although a good many of us are today 
thinking along the same line about air transportation.” The 
report then discussed the development of air transportation, 
referring to statistics as to airways and mail routes. The com- 
mittee said this form of transportation would develop markedly. 
It said there was no competition now between air and rail 
transportation and probably never would be. As the result of 
pioneering work done by the army, navy and postal service, the 
committee said, “we now have in the modern airplane, safety, 
speed and endurance.” The committee believed that the “old 
idea of the great danger connected with aviation is rapidly 
passing out.” Enactment of the air commerce act of 1926 and 
the establishment thereunder of the air bureau in the Depart- 
ment of Commerce, headed by William P. McCracken, Jr., and 
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the appointment of assistant secretaries for aviation in the war 
and navy departments, pointed to more rapid development of the 
new form of transportation, the committee said. The committee 
said that a great need in making flying safe was more estab- 
lished landing fields and town markers easily read from the 
air. There were now 140 municipal landing fields in the United 
States, the committee said, recommending that every member 
“lend his aid toward the establishment of landing fields and 
town markers in his locality, and the encouragement of the 
use of the air mail service when practical.” The recommenda- 
tion was adopted. 
Committee on Freight Claims, Etc. 

The committee on freight claims and claims prevention, 
C. B. Baldwin, chairman, commented on the “continued im- 
provement in the loss and damage claim situation,” pointing 
out that for the year 1921 there was charged to that account 
by the carriers $96,730,376 as against $38,772,097 for 1925, and 
that the fact that 11,854,804 more carloads were carried in 1925 
than in 1921, “makes this record the more remarkable.” The 
committee said figures furnished by the freight claim division 
of the A. R. A. showed that for the present year approximately 
70 per cent of all loss and damage claims presented were being 
adjusted in thirty days, and 90 per cent within ninety days. 
The committee urged members to cooperate in every way pos- 
sible in the constructive work now being done to reduce the 
loss and damage claim account, in which practically all the 
carriers were engaged. 

With respect to the subject of furnishing destination seal 
records, the committee recommended that the League concur 
in a proposal to a change in the wording of the rule substan- 
tially as follows: 


That seal records be furnished shippers or consignees upon ap- 
plication to the appropriate freight claim officer either before or 
after filing claim stating reasons which prompt the request. 

The recommendation was approved. 

The committee said complaint had reached it from a shipper 
who had been unable to obtain seal records in advance of filing 
claim. At a meeting in Chicago, Sept. 10, 1926, between the 
committee and the general committee of the freight claim divi- 
sion of the A. R. A., the report said, it was pointed out that the 
furnishing of such records would in some cases obviate the 
necessity of filing claims. The carriers were agreeable to the 
proposed change set forth above. 

The committee said complaints had reached it that certain 
of the eastern lines, on advice of counsel, it was alleged, were 
instructing claim agents to settle concealed loss and damage 
claims on the best possible basis, and in no event in excess of 
50 per cent of the amount claimed. At the Chicago meeting with 
the carriers, the committee said it made it clear that such 
action would unquestionably meet with vigorous opposition by 
the League, and reaffirmed the position previously taken that 
no hard and fast rule could properly be adopted in the settle- 
ment of concealed loss and damage claims. Each claim must 
be investigated and settled upon its merits, the committee said, 
recommending to the League that that principle be steadfastly 
adhered to. The recommendation was approved with an amend- 
ment directing the executive secretary to send to members 
names of carriers offending against that principle. 

With respect to car doors and thefts, the committee urged 
members to examine car doors and seals before unloading, and 
if there was evidence that the doors had been tampered with, 
examine the seals carefully and report the facts, giving the 
car number and initials. The committee said the mechanical 
division of the A. R. A. had been at work on the problem and 
that the committee was informed that a new door device was now 
used on all new equipment and equipment sent to the shops 
for rebuilding or repairs, and that it was claimed that car doors 
equipped with the device could not be opened without break- 
ing the seals. Notwithstanding that statement, the committee 
said, some League members contended that pilferage due to 
defective car doors was still a live problem. This part of the 
report was approved. 

On the subject of concealed loss and damage blanks, stand- 
ard forms Nos. 14 and 15, the committee recommended assent 
to the addition of two questions to the standard forms as 
follows: 


A. State whether or not shipment was insured against loss or 
damage while in transit over any portion of the route. 

B. If insured state whether any provision of insurance policy 
covers carrier liability. 


The committee said the secretary of the freight claim divi- 
sion explained the reasons for the changes as follows: 


The apparent necessity for this addition to the two forms arises 
on .account of a considerable percentage of import shipments being 
covered by insurance against loss and damage, either in connection 
with the ocean transit or covering the entire transportation, both 
ocean and rail; and, inasmuch as it would seem proper for carriers 
in connection with such water-borne traffic to be furnished with this 
information, it appeared more desirable to expand the two existing 
forms rather than prepare new forms for import traffic only. 


As to the subject of inside door protection for box cars, 00 
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which the loading rules committee of the mechanical division 
of the A. R. A. was preparing a report showing list of commod- 
ities requiring inside door protection, and to formulate rules and 
specifications for loading of commodities not requiring inside 
door protection, the committee said it would like to be informed 
immediately of any change in the situation which would indicate 
a disposition on the part of the carriers to impose a charge for 
inside door protection where none had previously been made. 

The executive committee recommended approved of the 
reports. The recommendation was approved with the exception 
that, on motion of Mr. Chandler, the matter of addition of 
questions A and B above set forth was sent back to the freight 
claim committee with instruction to get more definite informa- 
tion as to why the additions should be made. 

Later the action sending back to the committee that part 
of the report on the addition of two questions to standard forms 
on concealed loss and damage blanks was reconsidered, and the 
addition of the two questions was approved with an amend- 
ment providing that the questions applied only to import ship- 
ments. 

Waterways Committee Report 

The inland waterways committee, F. S. Keiser, chairman, 
reported that the committee was unanimous in opposition to 
giving the Commission control of port to port rates. The 
committee said many reasons were assigned by the various 
members, such as, “There is too much legislation now, both of 
railroad and water transportation, for the good of the counrty,” 
and “Such action would immediately mean higher rates,” etc. 
The committee recommended that every effort be used by the 
League to defeat the passage of H. R. 10388, a bill introduced 
in the House at the last session of Congress by Representative 
Browning, providing for transfer to the Commission of the 
jurisdiction over carriers by water in interstate commerce now 
vested in the Shipping Board. The committee referred to the 
League’s opposition to giving the Commission jurisdiction over 
port to port rates where rail hauls did not form any part of 
the through movement, as recorded at previous meetings. The 
executive committee recommended that the League oppose 
H. R. 10388. This was approved. 


Annual Dinner 

Commissioner Woodlock and R. C. Fulbright, chairman of 
the League’s legislative committee, were the speakers at the 
annual dinner on the night of November 17. President Ripley, 
in introducing Mr. Woodlock, referred to the latter’s examination 
before the Senate interstate commerce committee before the 
Senate confirmed his nomination and read the concluding state- 
ment Mr. Woodlock made to the committee, dealing with his 
conception of the duties of the Commission. 

Declaring that he did not believe in government ownership 
but rather in “individual enterprise,’ Mr. Woodlock made a 
plea for cooperation among shippers and cooperation among 
railroads. Some one had said to him, he said, that the Com- 
mission building in Washington was a “temple of selfishness.” 
He did not object to selfishness if it was “intelligent” selfishness, 
he said. He paid a tribute to Mr. Fulbright as one who was 
helpful to the Commission because he dealt with his problems 
in a broad, statesmanlike way. He said others showed some 
helpful qualities. Mr. Woodlock said he would like to see 
closet and more intimate contact between shippers and carriers. 
“The National Industrial Traffic League looks good to me,” 
said he. 

Mr. Woodlock said he would like to see the carriers closer 
together than they were and expressed disappointment that the 
carriers in the Northwest were not able to reach an agreement 
among themselves last summer as to an increase in commodity 
rates. He said he did not know what would have happened to 
the proposal if it had reached the Commission, but that it did 
not get there as the result of failure of the carriers to agree 
among themselves. 

“The bigger the National Industrial Traffic League gets, 
the better I shall like it,” said he, in conclusion. 

Mr. Fulbright spoke of the origin of the League, its work 
and the stand taken by it on various important phases of the 
transportation problem, legislative and otherwise. Referring to 
instances in which the League and the railroads were in agree- 
ment, Mr. Fulbright made the point that there was “intelligent” 
selfishness in that because the object sought by the League was 
better service to the shipping public, and wished to see, of 
course, an efficient transportation machine. 

Closing Business 

The meeting adjourned late Thursday afternoon. Committee 
reports on rail and water competition, transportation education, 
weighing rules, car demurrage and storage, coal claim rules, 
rate construction and tariffs, and proposed increases on ocean 
shipments packed in fiber containers were considered at the 
closing session. More about these reports will appear in The 
Traffic World next week. 

The League declined to take a stand at this time on the 
subject of rail and water competition as recommended by its 


committee handling that subject and continued the matter for 
further study. 
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e Personal Notes 


es, 


N. G. Underwood has been appointed general agent of the 
transportation and traffic departments of the New York Central, 
with headquarters at Cleveland. 

The Alton and Southern railroad will open a commercial 
office at Chicago, in charge of R. S. Boston, general agent. 

Captain A. T. Hunter has returned to his former company, 
the General Steamship Corporation, after an absence of more 
than four years. He has been appointed manager of the oper-. 
ating department, with headquarters in San Francisco. 

Lastro Warren has been appointed traveling freight agent 
of the Missouri-Kansas-Texas Railroad Company of Texas, with 
headquarters at Fort Worth. He succeeds M. B. Wiginton, 
transferred. 

J. E. Terry has been appointed assistant general freight 
agent of the Illinois Terminal Company, Alton, Ill. 

D. W. Thomas has been appointed general manager of the 
Chesapeake Western Railway, succeeding G. A. Loker, registered. 

B. H. Taylor has been appointed assistant freight and pas. 
senger traffic manager of the Denver and Rio Grande Western, 
at Denver. 

W. A. Gilmartin has been appointed export and import agent 
of the C. M. & St. P., with headquarters at New York. R. M. 
Calkins has been appointed assistant to the receiver in charge 
of industrial and agricultural development. H. E. Pierpont, who 
has been acting as chief traffic officer for some time, has been 
appointed to that capacity. 

R. Wennerskold has been appointed traffic manager of the 
Central Commercial Company, Chicago. He succeeds G. 5. 
Hutchison. 

N. J. Braun has been appointed commercial agent, at Dayton, 
Ohio, of the Universal Carloading and Distributing Company; 
D. O. Barrett has been appointed special representative of the 
foreign department, at Chicago; J. L. O’Connor has been ap- 
pointed special representative of the foreign department, at 
Chicago; and A. W. Lowe has been appointed manager of the 
company at Omaha, effective November 22, succeeding L. P. 
Ashley, promoted. 

R. W. Ruble has been appointed commercial agent, Muncie, 
Ind., of the Nickel Plate Road, succeeding E. G. Haylor, retired. 
D. L. Fessler succeeds R. W. Ruble as freight representative at 
Indianapolis, and H. B. West succeeds D. L. Fessler as freight 
representative at Indianapolis. 


DOINGS OF THE TRAFFIC CLUBS 


The third annual banquet of the New Britain, Connecticut, 
Traffic Bureau will be held December 8, at the Hotel Burritt. 





The Junior Traffic Club of St. Louis held a meeting No- 


vember 16, at the Public Library. James E. Smith, president, 
Mississippi Valley Association, was the speaker. 


The Traffic Club of Kansas City will give a dinner and dance 
November 23, at the Hotel Baltimore. Invocation will be by 
Rev. J. N. V. ‘McKay, pastor, St. Peters Church; Edward F. 
Flynn, assistant to vice president, general counsel and director 


of public relations, Great Northern, St. Paul, will make an 
address. 


The Traffic Club of Kalamazoo will hold its annual dinner 
December 7, at the Park American Hotel. Carol F. Sweet, vice 
president, Old National Bank, Grand Rapids, will be the speaker. 
Robert B. Menzies, assistant traffic manager, New York Central, 
New York, will be toastmaster. Several acts of vaudeville and 
an orchestra will furnish entertainment. 


The fifth annual dinner of the Oil City-Franklin Traffic 
Club will be held December 2, at Franklin, Penn. The principal 
speaker will be William R. Hopkins, city manager, Cleveland. 


R. S. Parsons, of Youngstown, vice president, Erie Railroad, will 
be toastmaster. 


The Grand Rapids Transportation Club will hold its quaterly 
banquet December 2, in the club rooms of the Grand Rapids A‘ 
sociation of Commerce. 


The Traffic Club of St. Louis held a meeting November 1). 
at the Chamber of Commerce. The annual dinner will be held 
December 7, at the Statler Hotel. 


The Cincinnati Passenger Club was the guest of the Cit 
cinnati Traffic Club at the monthly meeting November 15, at the 
Hotel Metropole. E. F. Flynn, assistant to the vice president 
Great Northern Railway, was the speaker. G. C. Dickens, pa 
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Drop Front Tariff Files 


All tariffs and supplements may be filed and 
referred to in their proper alphabetical, com- 
modity or territorial order quickly and without 
seeing or handling many tariffs. 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


T1—Top Section 








T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 


T5—Sliding Shelf Section 





T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 





T6é—Two Drawer Storage Section 





T7—Leow Sanitary Base Section 
Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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Leonard’s 
Routing Guide 


Rate Book 


FREIGHT, — - PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
New York Chicago 


In the Heart of New York State 


Broad Street Warehouse Corp’n 
700 Broad Street 
Midway between New York and Buffalo on fa 












ONTREAL 


Main Line New York Central Lines. Also 
connections with New York Barge Canal, West eae 
Shore R. R., Malone and Montreal R. R., Fee 

Rome, Watertown and Ogdensburg R. R., New > encanta 
York, Ontario and Western R. R. and 

Delaware, Lackawanna and Western :, 
R.R. Daily Trolley Freight Service ae 
and Auto Trucking to all principal _ivrT 
cities in state. WATERTOWN 












PULASKr 


'OSWEGO 









BUFFALO SYRAGUSE 

















: ELMIRA 
Rectieiiacteeantmciniiminnumcsemuee . BINGHAMTON: 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 
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senger agent, 
Alaska. 


Alaska Railroad, showed motion pictures of 


The second dance and card party to be given by the 
Woman’s Traffic Club of San Francisco will be at the Hotel 
Whitcomb roof garden, November 26. Prizes will be given both 
at the card tables and on the dance floor. At the last meeting 
of the club, Colonel A. C. Simons, of the San Francisco Conven- 
tion and Tourist League, gave an address on, “The San Fran- 
cisco Convention and Tourist League and its relation to pas- 
senger traffic into our city.” 


The Worcester Traffic Association will hold a “Boston and 
Albany” dinner-meeting November 22, at the Bancroft Hotel. 
Officials of the Boston and Albany will be guests. The program 
will consist of speaking and music. The nominating committee 
will present its selection of candidates. 


The Motor City Traffic Club held its monthly dinner meeting 
in the grill room of the Commerce Restaurant, November 15. 
E. W. Hotchkiss, assistant treasurer, Grand Trunk Railway 
System, gave a talk on the uses of and conditions of the uniform 
bill-of-lading. It was decided to hold the election of officers at 
the next meeting, December 20, and the annual banquet Janu- 
ary 17. 


The November meeting of the Capital District Traffic Asso- 
ciation was held at the Van Curler Hotel, Schenectady, N. Y., 
November 16. There was an attendance of about 65 members and 
guests. A program of music was furnished. Ray T. Middleton, 
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assistant director of sales, Yellow Truck and Motor Company, 
New York, spoke on the relation of the motor truck to other 
forms of transportation. He said that the development of 
aviation as a transportation agency depended on the motor 
truck as a connecting link, and particularly dwelt on the 
function of the motor truck in “door to door” transportation. 
John P. Hennesey, deputy commissioner, Motor Vehicle Bureau, 
Albany, New York, spoke on the duty of the commissioner of 
motor vehicles in interpreting and enforcing motor vehicle laws. 


The Oklahoma City Traffic Club held a meeting November 
15, at the Y. M. C. A. A short talk on “What the City manager 
plan means to Oklahoma City” was made by M. E. O’Neil, 
manager, Richards & Conover Hardware Company. 


The Transportation Club of St. Paul held a meeting No- 
vember 16, at the Saint Paul Hotel. 


The York Traffic Club held a meeting November 18, at the 
assembly room of the York Manufacturers’ Association. Sterling 
G. MecNees, attorney, Harrisburg, Penn., spoke on, “Developement 
and regulation of motor vehicle transportation.” 


The San Antonio Traffic Club will hold its annual “stag 
dinner” November 30, at the Alamo Country Club. 


The Pacific Traffic Association had a “ladies night” Novem- 
ber 17, at the Eagles’ Club hall, San Francisco. A two act play, 
“Bag ‘n Baggage,’ was presented by the McCormick Players. 
Dancing followed. 


Terminal Freight Services and Allowances 


Thirteenth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Miscellaneous Switching Arrangements 


In addition to the various types of line haul, terminal and 
industrial switching discussed in previous articles, several 
important phases of switching arrangements remain to be dis- 
cussed. These arrangements include the terminal switching 
of reconsigned freight, the switching of freight in interchange 
services between rail and water carriers, reciprocal switching, 
and the regulation of switching charges and services. Typical 
arrangements and regulations of these sorts will be discussed 
in this order. 


Movements of Reconsigned Freight 


Special tariffs or special items of miscellaneous terminal 
tariffs provide rules and regulations as well as special charges 
for the movement by rail carriers of reconsigned freight from 
one station to another in the large terminal districts. These 
rules and charges are applied on carload shipments of freight 
which have reached the original destination station to which 
they have been consigned and which the consignees require to 
be moved to other delivery points within the terminal area. 
Usually the special switching arrangements are made only 
upon shipments in the original cars where the ladings have not 
been disturbed. Exceptions are made to this rule to take care 
of the subsequent movements of shipments of hay, straw, grain 
and a few other commodities which have been received and 
unloaded at warehouses or elevators. 

Shipments consigned simply to the cities of destination 
without delivery stations being specified in the billing, or ship- 
ments consigned specifically to authorized stations of the car- 
riers in a terminal district, which the consignee or owner wishes 
to be delivered at other authorized stations of delivery, may be 
delivered at the desired stations without any charges in addition 
to the line haul rates if written orders are issued in good 
time by the consignees or owners. Either the consignee or the 
owner of a shipment may issue an order specifying an authorized 
station of delivery within the terminal district to the general 
freight departments or other proper representatives of the 
carriers at the terminal cities. If the orders are received by 
the authorized agents of the carriers in time to permit in- 
structions to be given to the yard employes of the carriers 
prior to the arrival of the cars in the terminal areas, no extra 
charges are added. 

The charges for moving the reconsigned freight are applied 
to all shipments upon which orders are received too late to 
anticipate their arrival, or upon which no orders are received 
at all until after the placement of the cars at the original sta- 
tions at destination, or after the arrival of shipments at the 


hold-yards which are merely consigned to the terminal without 
station delivery designation. 


The switching rates applied upon such movements by a 
typical tariff are based by a system of group to group rates. 
All of the stations of the carrier in the terminal district are 
grouped according to geographical location and group to group 
switching rates are made according to a scale of charges affected 
by the distance between the stations of origin and destination. 
These rates do not vary precisely according to distance but 
the rates for longer are higher than the rates for shorter hauls 
within the terminal. 


Certain restrictions are made with respect to the use of 
the reconsignment switching rates in order to prevent the use 
of the switching rates in combination with certain unusually low 
line haul rates to defeat through rates. A typical tariff rule 
provides in this connection that the switching charges shown 
in the tariff for the movements of reconsigned freight from 
point to point within the terminal may not be used to apply 
on shipments arriving at the terminal which have moved at 
lower water-competitive rates unless the stations to which the 
cars are switched after reconsignment are also subject to the 
same water competitive rate as that which applied to the 
original point of consignment.’ 


The local tariff of the Pennsylvania Railroad publishing 
rules and rates applicable to the switching of reconsigned freight 
at Philadelphia, Pa., and Camden, N. J., arranges the stations 
of origin and destination of that road in this terminal area into 
geographic groups. Each group is assigned a number. The 
switching charges are found by referring to the alphabetical list 
of stations and finding the group numbers of the stations from 
and to which the reconsigned freight is to be moved. A geo- 
graphic list of the carrier’s station is found in another of the 
road’s tariffs, the Carrier’s Official List of Stations and Agencies, 
or in supplements to this tariff.’ 


Three sets of switching rates are provided for movement 
between stations in the district: 


A. Switching rates on all carload shipments, excepting ship- 
ments of fruits or vegetables and shipments shown in the next two 
groups. The rates provided for traffic in this group are based upon 
a carload of minimum of 40,000 pounds per car. Shipments weighing 
more than 40,000 pounds are charged excess switching charges in 
proportion. Thus a switching charge of $10 is assessed upon 4 
shipment weighing 40,000 pounds, and $15 for the same movement 
of the same traffic if the shipment weighs 60,000 pounds. A_ shipment 
of 30,000 pounds pays at the standard rate of $10. 

B. Rates, as a rule lower than the general rates provided for 
general traffic, are published to apply upon shipments of hay or straw 
regardless of the weights of the shipments. 

A third set of switching rates are provided for movement 


1p, R. R. Local Freight Tariff, F. D, No. 319, G. O., I. Cc. C. No 
14322, Rule 35, Page 23. 
nh, & OC, Lc Cc. Ne. 10000. 
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VISUALIZED 
DEMURRAGE 


CHE FUNNEL 


ey 


] 


Old and current demurrage claims set- 
tled promptly. 























GET YOUR SHIPMENTS 
THROUGH PROMPTLY 


Fast Freight Transit Is Assured 
When You Route Your Shipments 
















Our Patented Graphic Charts satisfy 
shipper and railroads. 


via 


The “SOUTHERN OHIO” Lines 


Between 


NEWARK, OHIO 


5000 Miles of Electric Railway 


Territory in Ohio-Indiana - Michigan 







We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
.automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 







Overnight Service 


We make no charge for our services 


Dayton, Lima, Columbus, Toledo, Detroit, . . 
4 until a settlement is reached. 


Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine, Newark. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Terre Haute, Peru, 
Logansport, New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, LaFayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 







We also install our system so industries 
can keep their own visual demurrage 
records. 








_ Our system saves Money, Time and 
Worry. 





Write for free copies of Shippers’ 
Guide and Large Map in Colors. 


The‘SOUTHERN OHIO” Lines 


A. E. WILLIAMS, P. R. A. Zanesville, Ohio 


THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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of grain, feed, bran, middlings, shorts, cereals and ship stuff regard- 
less of the weights of the shipments. 


Switching rates are published to apply upon reconsigned 
freight between the thirty-eight geographical groups of stations 
of origin and destination within the terminal district. The 
switching rates for movements of reconsigned freight in this 
terminal range between $4.05 per car to $16.00, except for a 
rate of $2.70 per car applicable upon the shipments of flour to 
a wharf station of the carrier for export or for transshipment 
by coastwise vessels.* 


Interchange Switching Between Rail and Water Carriers 


The through rates via rail and water routes published in 
tariffs issued by rail or coastwise carriers or by the tariff pub- 
lishing agents of freight bureaus for the account of rail and 
water carriers, usually include the services of switching the 
freight from the stations of the carriers to the piers of the 
steamship lines at the forwarding ports, and from the steam- 
ship piers to the tracks of the rail carrier at the receiving ports. 
This switching service is performed by the rail carriers and 
is comparable, when performed in connection with traffic inter- 
changed between rail and water carriers by freight car switch 
movements from railroad stations to the pier tracks of steam- 
ship lines, to the interchange of traffic between railroads and 
water carriers by lighter or carfloat. 

Since the through rail-water, water-rail, or rail-water-rail 
rates include the cost of switching interchange service, it is 
not necessary to go into detail concerning these switching 
rates. The switching charges are absorbed by either the rail 
or the water line out of the through rates. If the through rates 
are made on the concurring plan, each carrier, whether rail 
or water line, receives a percentage division of the through 
rates. Thus a through rate of $2.60 from Harrisburg, Pa., to 
Dallas, Texas, via a rail-water-rail route might be divided as 
follows: 


Rail carrier’s division, Harrisburg, Pa., to a North Atlantic Sea- 
board port, 20 per cent of $2.60 or 52 cents. 

Steamship carrier’s division, North Atlantic port to Gulf Port, 
35 per cent of $2.60 or 91 cents. 

Southwestern rail line’s division, 
per cent of $2.60 or $1.17. 


Gulf port to destination, 45 

Out of this hypothetical through rate, the initial rail line 
would switch the car from the originating point, haul it to the 
North Atlantic port and deliver the car by switch, lighter or 
car-float service to the steamship pier. 

The steamship line out of its division would unload the freight 
from the car, load it into the steamer, discharge it at the port 
of second transfer and arrange for the loading of the freight 
to lighters afloat or freight car on rails at the dock. 

The rail line in the southwest would switch, lighter or float 
the car from the steamship pier to its makeup yards, haul it to 
destination and switch the car to the team track or private in- 
dustrial siding of the consignee for delivery. 

Freight originating at freight stations, industrial sidings 
or team tracks at ports served by steamship lines or traffic 
to be delivered by rail service at such locations after movement 
by steamship lines where through combination rail and water 
rates* are not used, are often moved between the steamship 
piers and consignee’s sidings or freight stations by switching 
service. The freight moves, in such cases, over the water routes 
at the dock to dock rates of the steamship lines. Switching 
rates are paid separately for the movement of the freight from 
the uptown points of origin to the steamship piers and, at the 
other end, other switching charges are added for the movements 
from the steamship companies’ docks to the delivery points. 

Thus a carload shipment of 50,000 pounds of machinery from 
the private industrial siding of a plant in a North Atlantic port 
city via a water route to a South Atlantic port for switch move- 
ment to a private plant siding or team track delivery up-town 
at the South Atlantic port, would, in the absence of a through 
siding-to-siding or station-to-station rail-water-rail rate, be as- 
sessed charges as follows: 


1. Local or joint rail switching rate applicable for the terminal 
movement from the industrial siding to the piers of the steamship 
line. These rates vary from city to city so that it is difficult to 
generalize. A typical switching rate of this sort is $8.10 per car. ,. 

2. Dock to dock rate of the steamship line applying from port of 
origin to destination city. A rate of 80 cents per hundred weight, 
carload minimum 50,000 pounds aggregates a charge of $400 on this 
shipment. 

3. Unloading charge for unloading freight from cars, and loading 
charge for loading aboard cars at destination port, unless these 
charges are performed or arranged for by the shipper or consignee 
and not by the steamship company. A rate of 2 cents per hundred 
wetght for loading and unloading produces a charge of $20. 

Local or joint switching charge for movement of the car from 
the steamship piers to the industrial siding or team track at des- 
tination. This switching rate may again be assumed to be $8.10 
per car. 

5. Marine insurance. 


Total charges on this shipment, excluding marine insurance, 





*For switching charges of another carrier in the same terminal, 
see Reading Company, I. C. C, No. 287. 
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would be assessed by each carrier party to the combined move- 
ment as follows: 


1. Switching charges at point of origin assessed by the originat- 
ing railroad, $8.10. 

2. Dock to dock steamship rate, 50,000 pounds at 80 cents per 
hundred weight, $400. 

3. Unloading from cars at originating point, 50,000 pounds at 
2 cents per hundred weight, $10. 

4. Loading to cars at destination point, 50,000 pounds at 2 cents 
per hundred weight, $10. 

5 Switching charges at destination point, assessed by deliver- 
ing rail carrier, $8.10. 

Total charges, $436.20. 


Reciprocal Switching 


When two or more rail carriers serve the same terminal dis- 
trict the tariffs of the competing roads in some cases provide 
that each line carrier will absorb the switching charges of the 
other carriers serving the territory so that, in effect, shippers 
and consignees having industrial track connections with any rail 
carrier have rates the same as apply from tracks connected 
with any other carrier. Each carrier mutually agrees to absorb 
the switching charges of each other carrier in return for the 
absorption of its switching charges by each other carrier. The 
establishment of reciprocal switching opens up all routes made 
by any of the roads serving the terminal district to all indus- 
tries in the area. Industries located on the tracks of one rail- 
road, or “one-line” industries, enjoy the same basis of rates as 
industries located on any other all lines serving the terminal. 
This arrangement, obviously, is of great advantage to shippers 
and consignees for it virtually eliminates extra switching charges 
for switching service to or from industrial sidings regardless of 
their location on one or several lines of railroad. It permits the 
industry to route its inbound and outbound traffic over any line 
serving the district and have it switched to the industrial siding 
at the flat line haul rate. 


Rail carriers in the past have been reluctant to grant re 
ciprocal switching arrangements, claiming their rights to enjoy 
the long haul to and from industries located on their tracks and 
extra compensation for switching cars to and from industries 
located on their tracks which arrive at or move from the ter- 
minal over other rail line. Pioneer rail carriers in the large 
terminals quite naturally wish to preserve for themselves the 
advantages of their early location and investments in the ter. 
minal districts. These lines often become firmly established in 
the best commercial and industrial sections of the cities before 
the advent of other lines and seek to retain the advantages of 
their early initiative and expenditures. 


Reciprocal switching, the rights of shippers in demanding 
it and the rights of carriers in granting and withholding it, are 
matters of controversy and is beyond the scope of the present 
series of articles which aim to define and describe the terminal 
services rather than to argue the merits of the contending 
claims. This and other similar unsolved transportation prob- 
lems might well be the subject of a later group of articles on 
traffic problems. 

The carriers which do not offer reciprocal switching ar- 
rangements base their stand, in part, upon the provisions of 
the interstate commerce act which states that any use by one 
earrier of the terminal tracks or facilities of another shall not 
be construed as requiring any common Carrier to give the use 
of its tracks or terminal facilities to another carrier engaged in 
like business. The amendments to this section of the original 
act of 1887 are claimed by the carriers to repeal or modify it 
only so far as it may be necessary to require the common use 
of terminals as parts of through routes, and to give effect to 
joint rates prescribed by the Interstate Commerce Commission.’ 

The history of the development of switching arrangements 
within the past six years, since the transportation act of 192 
has been replete with evidences of the constant liberalization 
of the policies of the carriers toward reciprocity in switching 
arrangements, and the decisions of the Interstate Commerce 
Commission in this matter in a series of important decisions 
indicates the increasing importance of joint carrier switching 
service arrangements. 


The Law Regulating Switching 


The interstate commerce act, as amended, provides in col 
nection with switching services in terminals that: 


All carriers, engaged in the transportation of passengers 
property, subject to the provisions of this act, shall, according t 
their respective powers, afford all reasonable, proper, and equal 


facilities for the interchange of traffic between their respective 
lines, and for the receiving, forwarding, and delivering of passenge!s 
or property to and from their several lines and those connectilé 
therewith, and shall not discriminate in their rates, fares, a! 
charges between such connecting lines, or unduly prejudice any such 
connecting line in the distribution of traffic that is not specifically 
routed by the shipper. 

If the Commission finds it to be in the public interest and 10 
be practicable, without substantially impairing the ability of a carrié! 
owning or entitled to the enjoyment of terminal facilities to handle 





‘Interstate Commerce Act, Section 3. 
SLouisville Board of Trade vs. L 


; . RR, 40 1 C AC. of 
Waverly Oil Works Co. vs. P. R. R., 28 I. C. 


C. 621. 
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its own business, it shall have power to require the use of any such 
terminal facilities, including mainline track or tracks for a reasonable 
distance outside of such terminal, of any carrier, by another carrier 
or other carrier, on such terms and for such compensation as the 
carriers affected may agree upon, or, in the event of a failure to 
agree, as the Commission may fix as just and reasonable for the 
use so required, to be ascertained on the principle controlling com- 
pensation in condemnation proceedings. Such compensation shall be 
paid or adequately secured before the enjoyment of the use may be 
commenced. If under this paragraph the use of such terminal fa- 
cilities of any carrier is required to be given to another carrier or 
other carriers, and the carrier whose terminal facilities are required 
to be so used is not satisfied with the terms fixed for such use, or 
if the amount of compensation so fixed is not duly and promptly paid, 
the carrier whose terminal facilities have thus been required to 
be given to another carrier or other carriers shall be entitled to re- 
cover, by suit or action against such other carrier or carriers, proper 
damage for any injuries sustained by it as the result of compliance 
with such requirement, or just compensation for such use, or both, 
as the case may be.® 


In an early case, the I. C. C. laid the basis for later deci- 
sions affecting the mutual absorption of switching charges and 
orders affecting reciprocal switching arrangements. In this case 
the Commission stated its opinion that the rail carriers of this 
country are called upon to so unite themselves that they will 
constitute one national system. They are required to establsh 
through routes, keep these routes open and in operation, furnish 
the necessary facilities for transportation, make reasonable and 
proper rules of practice as between themselves and the shippers, 
and as between each other.’ 

In a later case, the Commission referred to this expression 
of their opinion as to the obligation of railroad companies to 
form as far as possible a united transportation system and 
stated that, while this statement meant all that it said, it was 
not intended to lay upon the carriers any greater obligations 
than were laid upon them by law.® 

SLouisville Board of Trade vs. L. & N. R. R., 40 I. C. C. 679. 


In the Pekin Union switching case the Commission in re- 
ceiving the obligations of carriers in the terminals stated that 
there is nothing sacred about the terminals of a railroad. They 
are available to the public and may be regulated by the public 
in the same way that any part of a railroad can be.® 





SInterstate Commerce Act, Section 3, Paragraphs 3 and 4. 
™Missouri and Illinois Coal Co. vs. I. C. R. R., 22 I. C. C. 39. 
926 I. C. C. 226; see also 33 I. C. C.-76 and 40 I. C. C. 679. 


BOOK ON TRAFFIC MANAGEMENT 


“Traffic Management” is the title of a volume, by G. Lloyd 
Wilson, Ph.D., just published by D. Appleton and Company. It 
is a thorough study of the profession of industrial traffic man- 
agement from the personal point of view and from the point of 
view of the part it plays in industry. The work is divided into 
three main parts, the first dealing with the functions and services 
of the traffic man and his department, the second with the 
organization and administration of traffic departments, and the 
third with the broader field of traffic management. 

In the first part Dr. Wilson discusses the various ordinary 
types of work performed in an industrial traffic department, 
such as shipping and receiving, plant transportation, motor 
transport, rate and tariff work, routing, tracing, expediting, etc. 
The second part, in addition to separating departments into 
different classes, such as “built-in,” “non-physical,” and “com- 
plete,” describes at length typical examples. 

The third part deals with traffic bureaus, with traffic commit- 
tee and regulatory commission procedure, and the book con- 
cludes with a chapter on co-operation in the traffic field, in which 
the work of the National Industrial Traffic League, the Ship- 
pers’ Regional Advisory Boards, the traffic clubs and the Asso- 
ciated Traffic Clubs of America is described. 

Much of the material in the book appeared originally in 
The Traffic World in 1925, in a series of articles under the 
general title, “Industrial Traffic Departments.” Several chapters 
have been added, however, and the whole work has been brought 
up to date. The volume is, so far as known, the first compre- 
hensive and authentic discussion of traffic management to be 
put before the public. 


RATES ON SAND 


Hearing in Docket 18710, Manufacturers’ Association of 
Chicago Heights, on behalf of the Standard Lumber Company 
of Illinois, against the Chicago Heights Terminal Transfer 
Railroad and others, was held in Chicago November 16 before 
Examiner Walsh. 

The complainant alleged that the existing rate of 75 cents 
a ton on sand from Willow Creek and Chrisman, Ind., to Chi- 
cago Heights via the Michigan Central was unreasonable, and 
asked for a rate of 50 cents. 

F. B. McElroy, traffic manager, Manufacturers’ Association 
of Chicago Heights, stated that, until 1922, the rate applicable 
on sand from the origin points in question had been 50 cents 
and that the present rate did not absorb the switching charge 
at Chicago Heights. He pointed out that the present rate from 
Willow Creek to Joliet, Ill, via the Michigan Central from 
Willow Creek to Hartsdale (just outside Chicago Heights) and 
thence via the E. J. & E., was 70 cents. The distance involved 
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in that haul is approximately twice the distance from Willow 
Creek to Chicago Heights. He brought out that, by the appli- 
cation of the intermediate rule, shipments from Willow Creek 
to Hartsdale transferring to the E. J. & E. would permit delivery 
in the Chicago Heights terminal at the 70-cent rate. 

F. H. Cusack, assistant general freight agent, Michigan 
Central, said the present 75-cent rate to Chicago Heights was 
a much depressed rate, and that a proper rate, based on Jones’ 
tariff 420, adjustment of rates on sand and gravel to the Chi- 
cago district, would be 95 cents, and he believed such a rate 
would be reasonable. He introduced exhibits showing instances 
of rates for similar service on the Michigan Central and other 
roads in support of his contention that the 75-cent rate was 
reasonable. He showed that other rates to the Chicago district 
involving similar service were 88 cents. 





| 
| 
| 


| Loss and Damage Decisions | 


| Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter i 
System, published by West Publishing Co., St. Paul, Minn. j 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Manhat- 
tan, Ninth District.) Where there is an express contract between 
shipper and carrier, terms thereof control, since express agree- 
ment prevails against general principle applicable in absence 
thereof. (Gruenwald vs. American Ry. Express Co., Inc., 217 
N. ¥. B Gt.) 

Usually, in action for damage to goods in transportation, 
shipper sustains burden of proof by showing delivery to carriers 
in proper condition and delivery by carrier in damaged condi- 
tion.—Ibid. 

On proof of delivery of property to carrier in proper condi- 
tion and delivery by it in a damaged condition, loss generally 
raises presumption of damage through carrier’s fault.—Ibid. 


Where contract provided carrier should not be liable unless 
damage was proved to have been caused by its negligence, ship- 
per assumed burden of proving that damage was caused by car- 
rier’s negligence, and, where there was no proof of negligence, 
shipper failed to prove cause of action.—Ibid. 

(Supreme Court, Erie County.) Under General Corporation 
Law, sec. 46 (as added by Laws 1920, c. 916), resident may 
maintain action in courts of this state against foreign initial 
carrier, operating only in other states, for damages to interstate 
shipment, without placing undue burden on interstate commerce. 
(Johnston vs. Atlantic Coast Line R. Co., 217 N. Y. S. 758.) 
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igest of New Complaints 

, ee | 

No. 18871. Alex. Smith & Sons Carpet Co., Yonkers, N. Y., vs. Boston 
& Maine et al. 

Rate in violation of sections 1 and 4 of the act, on wool noils 
from Forge Village and Graniteville, Mass., to Nepperhan, N. Y. 
Asks reparation. 

No. 18873. Cheney Bros. et al., Manchester, Conn., vs. South Man- 
enester R. R. Co. et al. 

Rates in volation of sections 1, 3 and 15 of the act, on bitum- 
inous and anthracite coal, anthracite briquettes and boulets, and 
coke, from points in Pennsylvania, Maryland and West Virginia 
to South Manchester, Conn. Asks rates for future and repara- 
tion. 

No. 18873. Cheney Bros. et al., Manchester, Conn., vs. South Man- 
chester et al. 

Cross-complaint and answer of defendant South Manchester 
Railroad Co., admitting allegations of complaint and asking just, 
— and equitable divisions of rates sought by complain- 
ants. 

ae eiores Sand & Gravel Co., Bellevue, Iowa, vs. C. B. & 

. et al. 

Rates and charges in violation of sections 1, 3 and 6 of the act, 
on sand and gravel from Koss Spur, Iowa, to points in Iilinois, 
including East Dubuque and Galena. Asks rates for the future, 
and reparation. 

No. 18875. Lakeland (Fla.) Chamber of Commerce vs. A. C. L. et al: 

Complainant says object of complaint is to obtain reasonable 
intrastate and interstate rates on sugar, stoves, furniture, vese- 
tables, store fixtures and canned goods, moving carload and less 
carload, from Jacksonville and Tampa to Lakeland, Fla., movin& 
at the intrastate rates, and between Lakeland and interstate des- 
tinations, and points of origin in the United States and Canada; 
to have removed any unjust discrimination or undue prejudice 
found to exist, and to obtain reparation. 

No. 18876. Henry Snyder, Lake Ariel, Pa., vs. Erie et al. _ 

Alleges violation of section 15 of the act, on account of Dillin8 
and misrouting of car of apples from Lake Ariel, Pa., to Jack- 
sonville, Fla. Asks reparation. e 

No. 18877. A. Marx & Sons, Inc., New Orleans, La., vs. Louisiana 
Railway & Navigation Co. et al. 

Rates and charges in violation of sections 1 and 6 of the act, MA 
scrap lead from North Baton Rouge, La., to Atlanta, Ga. Ass 
reparation. 

No. 18878. R. E. Levers, Roswell, N. M., vs. Santa Fe et al. + ohita 

Unreasonable rates on gasoline from Eldorado, Kans., Wichi 6 
a Tex., and Amarillo, Tex., to Roswell, N. M. Asks repara 

on. 
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~ F DOZENS of packing rooms today hundreds of 

os dollars are leaking away in excess freight charges. 

re Unnecessary waste due to heavy crating woods. 

— These losses can be turned into profits by using 

oad Weyerhaeuser light-weight crating lumber. Many 

oh concerns are doing it. 

a Eight woods to choose from—one to fit every 

on packing problem. 

- Along with light weight come abundant 

strength and ease of working. These woods nail 

—# without splitting and hold nails securely. Your 

oon goods arrive safely. 

‘/~ : 

' Weyerhaeuser customers are assured a contin- 

fan ss A 

um, uous dependable supply. Get in touch with the 

an 

zinia Weyerhaeuser Man. 

Mian 

ster If you can standardize your crates, you will 

ust, o,¢ 7 

jain save additional money with Weyerhaeuser 

B cut-to-size crating lumber—bundled, ready 

nals to nail up. No freight on waste. No costs for 

‘ture: ° ° ° 
cutting. Less storage space. Rapid packing. 
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"e WEYERHAEUSER FOREST PRODUCTS 

1a de 

i SAINT PAUL* MINNESOTA 

illing Producers for industry of pattern and flask lumber, factory grades for remanufacturing, lumber 

Jack- for boxing and crating, structural timbers for industrial building. And each of these items in the 

siana species and type of wood best suited for the purpose. Also producers of Idaho Red Cedar poles 

a for telephone and electric transmission lines. 

“Asks 


Weyerhaeuser Forest Products are distributed through the established trade channels by the Weyerhaeuser Sales Company, Spokane, Washington, with branch 
Offices at 806 Plymouth Bldg., Minneapolis; 208 So. La Salle St., Chicago; 2563 Franklin Ave., St. Paul; 1600 Arch St., Philadelphia; 285 Madison Ave., New 
_ York; 812 Lexington Bldg., Baltimore; Portsmouth, Rhode Island; 2401 First National Bank Bldg., Pittsburgh; 1313 Second National Bank Bldg., Toledo. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

blems. We do not desire to take the place of the traffic man but to 
beip him in his work. ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may cagete to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Delivery by Carrier—Receipt of Goods by Drayman 


Georgia.—Question: In tracing shipments for record of dis- 
position we are frequently advised by carriers that shipment 
was delivered to and signed for by such and such a company 
or individual, “authorized drayman for consignee.” 

We would appreciate your advising on the question of lia- 
bility of carriers in such cases where consignee contends that, 
notwithstanding carrier’s report of delivery, shipment was not 
received. Is it customary for transfer companies or draymen 
to register with or furnish carriers’ proof of their right to receipt 
for freight consigned to individuals or companies who employ 
them? 

We are being required to furnish copies of delivery receipts 
showing actual physical delivery to consignee at present and 
have been able to obtain only copies of signatures of individuals 
who are reported to be authorized draymen for consignee, and 
are further unable to obtain from these so-called draymen actual 
proof of delivery to the person or companies to whom the ship- 
ments were consigned. In one instance we have received advice 
from transfer company that shipment consigned by us to a 
certain company was actually delivered by them to another 
company. 

In another case, we are furnished by transfer company with 
copy of receipt they hold for a certain shipment, which receipt 
is not signed by an individual but with the name of the com- 
pany and the consignee contends that the shipment was not re- 
ceived by them and that they did not sign for it. Is the carrier 
relieved from liability because they hold a receipt from “author- 
ized drayman for consignee’’? 

Answer: Where the carrier receives goods under a contract, 
either express or implied, from the marks on the goods, to deliver 
them to a person named, without any reservation of power of 
disposal by the consignor, then the delivery to such person, or 
to his authorized agent, completes the contract and relieves the 
carrier from any further liability. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery and will 
relieve the carrier from further liability. And if the person to 
whom delivery is made is really the agent authorized to receive 
the goods the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was made 
on insufficient or even on false evidence. But an agent engaged 
in the general employment of the consignee in connection with 
his business may not have such authority as to excuse the carrier 
in making delivery to him if he has not actual authority to re- 
ceive the goods. And when the carrier is sued for misdelivery, it 
must show that the agent was authorized to receive the goods, or 
at least that he had been clothed with such apparent authority 
as to justify it in presuming his authority; but no greater degree 
of proof of authority in the person to whom they were delivered 
is required than for any other issue in a civil case. 

So far as we are aware, it is not customary for transfer 
companies or drayman to register with or furnish carriers proof 
of their right to receive freight consigned to individuals or com- 
panies who employ them, although this may be the practice in 
given instances. 

As above stated, if the carrier makes delivery to a drayman 
he must be prepared to show that the agent was authorized to 
receive the goods or that he had been clothed with such apparent 
authority as to justify it in presuming his authority. See Paine 

vs. Johnson, Flucker & Co., 108 S. E. 803, in which it was held 
that delivery to a drayman is delivery to the consignee. 


Bills of Lading—Order Notify 

Missouri.—Question: We desire some information relative 
to. the correct way for making up shipper’s order bills of lading. 
We note under rule 7 that the name of only one shipper, one 
consignee, and one destination shall appear on a shipper’s order 
bill of lading, but when a shipment is consigned straight or (to 
order) the shipping order and bill of lading may specify the name 
of a party at the same destination to be notified of the arrival of 
a shipment. 

We have attached a tag showing customer’s name, John 
Goebbel, destination, Grove City, Ohio, notify at or post office, 
Orient, Route 3. We have made out two bills of lading, one 
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showing Orient in the space where destination is given, the 
other showing Orient in the space marked for purpose of notifi- 
cation only. Kindly advise which of these is correct. Give us 
all the information you can regarding rule 7 in the classification 
regarding shipper’s order bills of lading. : 

Answer: As will be observed by reference to the form of — 
order notify bill of lading on page 38 of Consolidated Freight & 
Classification No. 4, the parenthetical clause which appears on 
your bills of lading reading “Mail or street address of consignee 
—for purposes of notification only,” should not appear on your 
order notify bills of lading, this clause properly appearing only 
on straight bills of lading. 

An order notify bill of lading contains below the line follow. & 
ing the word “Notify,” provision for the address of the party to F 
be notified and therefore the bill of lading marked No. 1, which 
is attached to your letter showing “Orient, Route 3,” on the 
line following the word “at” has been correctly prepared. 

Demurrage—Embargoes 

Georgia.—Question: Nearly a year ago we made a number 
of shipments of lumber from points in Georgia to a lumber con. 
cern located at a station in Florida. This station was reached 
by the X Railroad and the Y Railway, who have a joint freight 
agency. The consignee has a private siding on the X Railroad 
tracks serving his place of business, and none on the Y Railway, 

While the shipments in question were en route to this point 
the X Railroad placed an embargo, which prevented the Y Rail- 
way from making delivery of these cars to consignee on his 
private siding, this being the only place he could use them. 

The cars were held on the Y Railway tracks about half a 
mile from consignee’s siding, due to the inability of the Y Rail 
way to make this private siding delivery, until heavy demurrage 
charges accrued. The private siding was not congested and 
could have held the cars in question, but the X Railroad’s em- 
bargo prevented acceptance of anything going anywhere from 
the Y Railway. 

We finally sold the cars elsewhere to other destinations on 
the X Railway, our customers getting X Railroad permits to 
handle them, and when they were delivered to the X Railroad 
by the Y Railway the demurrage accumulated while cars were 
held was assessed, and billed out to ultimate destination, we 
having to pay it*before cars would be released by the X Railroad. 

Please advise if this was a legal demurrage charge, as it 
was stopped short of originally billed destination. 

The original consignee never accepted delivery at any time 
of shipments anywhere except on this siding, and could not 
handle otherwise. 

Answer: Demurrage charges must, in order to be legally 
assessed be the result of some act or omission on the part of 
the shipper or consignee which prevents a delivery of the ship- 
ment within the period of free time. 

If, in the instant case, there was no legal basis for the 
placing of the embargo by the X Railroad on deliveries at the 
industry siding of the consignee, it is our opinion that demur: 
rage charges were illegally assessed upon the shipments in ques 
tion and may be recovered upon complaint to the Commission. 


ALLEGHENY ADVISORY BOARD 


The first formal business meeting of the recently organized 
Allegheny Shippers’ Advisory Board will be held at the William 
Penn Hotel, Pittsburgh, December 17. The executive committe 
will meet with general chairman Donald O. Moor the day 
previous. The advisory board session will consist of the reports 
of the twenty commodity committees and discussion of the same. 
These reports will forecase the industrial and agricultural 
activity of the Allegheny district (western Pennsylvania, easter 
Ohio, and northwestern West Virginia) for the first quarter 0 
1927 and will estimate the specific demands to be made on the 
railroads for transportation. The Allegheny Shippers’ Advisory 
Board is the fourteenth of such organizations to be formed. 


TELEPHONE STATISTICS, 1925 


The Commission’s Bureau of Statistics has made publit 
selected financial and operating data for the calendar year 19% 
in respect of telephone companies reporting to the Commissi02. 

The compilation shows a total of 49,772,951.67 miles of wilt 
in the lines of the companies reporting. The reporting com 
panies had a total of 13,875,153 stations and an investment 
fixed capital (plant and equipment) amounting to $2,790,056,21!. 
Other investments totaled $1,633,124,357. Cash on hand amounted 
to $54,683,733, and materials and supplies were valued # 
$32,603,687. 

Operating revenues totaled $818,218,208 and expenses $556; 
993,398. The operating income totaled $193,508,896, the né 
income $217,562,498 and the dividend disbursements $173,396,7!+ 


You may either write or wire our Washington office 
for information concerning matters in any departme! 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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LEO FEIT’S UNIVERSAL CALCULATOR 


A short-cut method of finding results of multiplications 
and divisions 


Easy, quick and accurate A labor and time-saver 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and Receivers of 
Freight, Railroads, Manufacturers, Wholesalers, Banks, 
Contractors and Others 


. of 
ght 

on 
nee 
our 
nly 

































low: & 
y to 
1ich 
the & 


iber 
con- 
shed & 
ight Fe 
road 
way, 
oint 
Rail- 
his Send for a Copy for a Ten-Day Trial 
alf a 
Rail: 
‘Tage 
and & 
; en: 
from & 


Use Coupon Below 
No Obligation on Your Part 


IS On 
ts to 
lroad 
were 
1, we 
[road. 
as it 
time 


1 not 


egally 
art of 
ship- 


“ 


j fits. 
i Hits 


‘iff 


























yr the 
at the 
lemur: 
- ques: 
ission. 


£ peeet | Uitte? 


1 
att | 


anized 
illiam 
mittee 
e day 
-eports 
. same. 
altural 
astern 
rter of 
on the 
ivisory 


SOME OF THE SPECIFIC USES: 


To determine freight charges on any shipments at per 100-pound rating or net or gross ton rating. 
To determine freight charges on any shipments at per ton rating when weights given are in pounds. 
To determine division of through rate and through charges on established percents. 


To determine total estimated weights of shipments where only __ ,----------------------------------------------------------.. 


number of gallons, crates, boxes or packages are furnished or 


lic 
pub obtained. 


ar 1925 
nission. 
of wire 
g col 
nent il 
056,214 
jounted 
ued at 


gs $556, 
he net 


The Leo Feit Publishing Company 
701-706 Park Building, 
Cleveland, Ohio. 


Please send me a copy of Leo Feit’s Universal 
Calculator for a ten day trial. I agree that if, 
after that period, I do not want to retain the Cal- 
culator, I may return it at your expense, without 
any further obligation on my part. 


To convert pounds into net or gross tons. 
To convert net or gross tons into pounds. 
To convert rate per ton into rate per 100 pounds. 
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‘ , ‘ , . : 
Also for payroll work, figuring extensions on invoices, esti- i 
Mating cost, computing percentages, interest, etc., etc. ' 
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Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 22—Houston, Tex.—Examiner Disque: 
18636—Houston Lighting & Power Co. vs. A. C. & Y. Ry. et © 
18568 (and Sub. Nos. 1 and 2)—Southern Iron & Metal Co. vs. B. S. L. 

& W. Ry. et al. 

November 22—Washington, D. C.—Examiner Potter: 

Valuation No. 313—Nevada County Narrow Gauge R. R. (future 
hearing). 

November 22—Los Angeles, Calif.—Examiner Barron: 

17666—_T. H. Wright, doing business under the fictitious name of 
T. H. Wright Mercantile Co. vs. Trona Ry. Co. et al. 

November 22—Omaha, Neb.—Examiner McChord: 

15511—Board of Trade of City of Chicago vs. A. T. & S. F. Ry. et al. 
(further hearing, as to rates from southwestern Iowa and other 
points taking the same rates). 

November 22—Argument at Washington, D. C.: 

Valuation No. 365—In re tentative valuation of the properties of the 
B. & L. E. R. R. et al. 

Valuation No. 366—In re tentative wapention of the property of the 
Pittsburgh, Bessemer & Lake Erie R. 

Valuation No. 675—In re tentative 2 of the properties 
of the Midland Valley R. R. and Wichita & Midland Valley R. R. 

November 22—Boston, Mass.—Examiner Williams: 
18613—Shoe Polish Manufacturers’ Assn. of America vs. N. Y. N. H. 

& H. R .R. et al. 

November 22—Parkersburg, W. Va.—Examiner Jewell: 
17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 
18697—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 

November 22—Chicago, I]l.—Examiner Walsh: 
18516—Western Shade Cloth Co. vs. A. & W. P. R. R. et al. 
18630—L. E. Myers Co. vs. Sou. Ry. et al. 


November 22—New York, N. Y.—Examiner Trezise: 
18672—Hoboken Manufacturers’ R. R. vs. A. T. & S. F. Ry. et al. 
November 22-23—Argument at Washington, D. C.: 
17170—American Tar Produets Co. et al. vs. A. T. & S. F. Ry. et al. 
17328—Certain-teed Products Corp. vs. A. & W. Ry. et al. 
— (and Sub. Nos. 1 and 2)—The Newton Lumber & Manufactur- 
Co. vs. C. R. I,  r Ry. et al. 
173 (and Sub. Nos, 1, 2 and 3)—Higginbotham-Bartlett Co. et al. 
vs. A. & 8. Ry. et al. 
17208—Oklahoma Sash and Door Co. et al. vs. A. T. & S. F. Ry. et al. 
17123—Benson Bros. Lumber Co. et al. vs. * T. & S. F. Ry. et al. 
17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. et al. 
November 23—Argument at Washington, D. ae 
Valuation No. 650—In re tentative valuation of the property of the’ 
Akron, Canton & Youngstown Ry. 
ae te | 23—Sioux Falls, S. D.—Examiner Cheseldine: 
1. and S. 2779—Grain and grain products from points in S. D. on C. 
St. P "M. & O. Ry. to Omaha, Neb. 
November 23—Chicago, Ill.—Examiner Walsh: 
18564—The Cudahy Packing Co. et al. vs. B. & O. R. R. et al. 
November 23—Boston, Mass.—Examiner Williams: 
18665—Boston Wool Trade Association (for and on behalf of its 
members and other) vs. Androscoggin & Kennebec Ry. Co. et al. 
November 24—New York, N. Y.—Examiner Trezise: 
1. Ss. Handling of newspapers on passenger cars between 
Olean, Bradford and Salamanca Ry. stations. 
November 24—Argument at Washington, D. C.: 
17186—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Penna, R. R. s al. 
oe Metals Corp. vs. Penna. R. R. et al. 
merville Iron Works et al. vs. C. R. R. of N. + hes 
bs a ry een Bedford Copper Co. vs. N. Y. H. & H. 
et 
Finance No. 4723—In the matter of the agg gg of the Grand 
Rapids & Indiana R. R. and the Pennsylvania R. for authority 
to abandon the Jennings Branch and the Baba Branch of 
the Grand Rapids & Indiana R. R. 
November 24—Galesburg, Ill.—Examiner McChord: 
18395—Purington Paving Brick Co. et al. vs. A. & W. Ry. et al. 
18562—Illinois Electric Porcelain Co. vs. C. B. & Q. R. R. et al. 
November 24—Boston, Mass.—Examiner Williams: 
18193—Boston Wool Trade Assn. (for and in behalf of its members 
and others) vs. Apache Ry. et al. 
Never 26—Galveston, Tex.—Examiner Disque: 
8428—Galveston Chamber of Commerce et al. vs. A. & S. Ry. et al. 


November 26—Phoenix, ~— ee Barron. 
15084—Walter Mill et al. A. T. & S. F. Ry. (further hearing, on 
question of sepasehion). 


November 26—Argument at Svemetapten, po a os 
17135—Clinchfield Coal Corp. vs. C. C x oO. Ry. s al. 
17108—James B. Berry Sons’ Co. vs. & O: R. R. et al. 
17194—Robert Blank vs. C. R. R. of x J. et al. 


November 26—Chicago, Ill—Examiner Walsh: 
18596—Tonawanda Paper S . Inc. (successors to the Daily News 
Paper Corp.), et al. vs. N. Y. C. R. R. et al. 
18597—The Ontario Paper Co., Ltd., et al. vs. Can. Nat’l Rys. et al. 
November 27—Phoenix, Ariz. —Examiner Barron: 
= F. Barker Produce Co. et al. vs. Ariz. Eastern R. R. 


November 27—Argument at Washington, D. AS 
17204—Concrete Steel Co. et al. vs. r. & O RB. R. et al. 
17210—Hyman-Michaels Co. vs A. L. R. R. et al. 
17257—American Cement Tile Mfg. Go. vs. 4 & A. Sy . Corp. et al. 
17263—Murphysboro Paving Brick Co. vs. & O. R. ae al. 
Finance No. 5149—Application Detroit & fronton RY R. for authority 

to acquire control of the D. T. & I. R. R. and the Toledo-Detroit 
R. R. by purchase of stock. 

Finance No. 4807—Application Detroit & Ironton R. R. ae authority 
to acquire and operate the lines of the D. T. & I. R. R. and the 
Toledo-Detroit R. R. 

Finance No. Application Detroit & Ironton R. R. for authority 
to issue sécurities and assume certain obligations. 
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ae ee 29—Washington, D. C.—Examiner Peterson: 
. & S. 2790—Cement rates from southern producing points to point 
on Tallulah Falls Ry. 

* |. & S. 2790 (1st supplement order)—Cement rates from Southen 
produsing points to points on Tallulah Falls Ry. 

ee 29—Salt Lake City, Utah.—Public Utilities Commission 

* Finance No. 5543—Application of Los Angeles & Salt Lake R. R 
for a certificate of public convenience and necessity. 


November 29—New Orleans, La.—<Assistant Director Burnside: 


Finance No. 5809—Application of Texas & New Orleans R. R. ful 


authority to acquire control, by lease, of the railroads of th 
Louisiana Western R. R. Morgan’s Louisiana & Texas R. R. r 
S.S. Co., Iberia & Vermillion R. R., Franklin & Abbeville Ry, 
Lake Charles & Northern R. R., Houston & Shreveport R. Rj 
Galveston, Harrisburg & San Antonio Ry., Houston & Texa 
Central R. R., Houston East & West Texas Ry., Southern Pa. 
cific Terminal Co., and San Antonio & Aransas Pass Ry. 


November 29—Sioux Falls, S. D.—Examiner Cheseldine: 
l. & S. 2783—Class and commodity rates from Iowa and South Ds 
Sas to Colorado and Utah. 
18730—Board of Railroad Commissioners of the State of S. D. ws 
A. T. & S. F. Ry. et al. 
ee a ae | of Railroad Commissioners of the state of Iowa vw 
7. S. F. Ry. et al. 


oneal 29—Phoenix, Ariz.—Examiner Barron: 
15072—Maricopa County Farm Bureau et al. vs. A. & S. Ry. et al 
Fourth Section Application 571—Filed by Southern Pacific Co- 
Atlantic §.S. Lines—In re continuance commodity rates fron 
pts. in Atlantic Seaboard qerritory te to — in Mexica, via No 
gales, Ariz., as named in Trf 767. 
Fourth Section Application No. 4486, 4487 and 4491, filed by Mallory 
— Section Application 577, filed by Sou. Pac. Co.-Atlantic 8,3 
‘oO 
Fourth Section Application 12825—Filed by Agent Dearborn—In n 
refrigeration charges on fruits and vegetables from points i 
Arizona via a newly constructed route of the Southern Pacific Co 
Fourth Section Application No. 12836—Filed by Agent Dearborn—h 
re refrigeration charges on fruits and vegetables from points {n 
California, designated as Group B, to interstate points. 
November 29—Pittsburgh, Pa.—Examiner Jewell: 
18718—American Window Glass Co. vs. B. & O. R. R. et al. 
November 29—Providence, R. I.—Examiner Williams: 
18418 (and Sub. No. 1)—Manviile Jenckes Co. vs. A. C. & Y. Ry. etal. 
November 29—Chicago, Ill.—Examiner Walsh: 
18475—Chicago Granatine Manufacturing Co. vs. Ill. Cent. R. R. 


November 29—Washington, D. C.—Examiner Kephart: 
Valuation 875—In re tentative valuation of the properties of the 
Philadelphia & Reading Ry. et al. 
Valuation 762—Catasauqua & Fogelsville R. R. 
Valuation 772—Chester & Delaware River R. R. 
Valuation 680—Gettysburg & Harrisburg Ry. 
Valuation 624—Middletown & Hummelstown R. R. 
Valuation 490—Perkiomen R. R. 
Valuation 711—Philadelphia & Chester Valley R. R. 
Valuation 748—Philadelphia, Newtown & New York R. R. 
Valuation 752—Pickering Valley R. R. 
Valuation 622—Port Reading R. R. 
Valuation 766—Reading & Columbia R. R. 
Valuation 623—Rupert & Bloomsburg R. R. 
Valuation 708—Stony Creek R. R. 
Valuation 662—Williams Valley R. R. 
Valuation 827—Ironton R. R. 
Valuation 819—Tamaqua, Hazelton & Northern R. R. 
Valuation 738—Atlantic City R. R. 
Valuation 481—North East Pennsylvania R. R. 


November 29—Argument at Washington, D. C.: 
—_— D. Hawkins & Earl C. Chitwood vs. C. B. & Q. R. Rt 
a 


17291—Indianapolis Board of Trade vs. B. & O. R. R. et al. 
a ve Commercial Club et = vs. Camas Prairie R. 
oO. et a 


November 29—Pittsburgh, Pa.—Examiner y eX 


18061 (Sub. No. 1)—Piedmont Oil Co. vs. & V. Ry. et al. 
18253 (Subs. No. 1 and 2)—The Pure Oil éo. et al. vs. A. & R. RB 


et al. 
‘November 30—Chicago, Ill.—Examiner we: 
18490—Allied Packers, Inc. et al., vs. A. T. & S. F. Ry. et al. 


November 30—Argument at Washington, D. = 
17241—Jacob E, Decker & Sons vs. C. & N. Ww. Ry. 
17256—Chicago Coal Merchants Assn. vs. N. Y. C. wR. R. al. 
bir oa . Ss ar sees as the Blomgren Coal Go. ” al. v8 
17364 “International Oil Co. et al. vs. A. & S. Ry. et al. 
Valuation No. 713—In re tentative valuation of the property of Mon- 
tana, Wyoming & Southern R. R. he 
Valuation No. 714—In re tentative valuation of the properties of t 
Union R. R. (Pittsburgh, Pa.), and Monongahela Southern R 
at aK 1—Argument at Washington, D. C.: 7 
. & S. 2729—Grain and grain products from Minneapolis, St. Pa 
“and Duluth, Minn., and Groups to Eastern points. 
December 1 —Washington, D . C.—Examiner Law: 
Finance No. 3829—Excess Income of the Midland Valley R. R. Co. 
December 1—New York, N. Y.—Examiner Williams: ‘ 
18611—National Association of Hat Manufacturers, Inc., et al. ¥ 
A. & V. Ry. et al. 


Besser 2—Chicago, Ill—Examiner Walsh: 
ohn Morrell & Co. vs. Gt. Nor. Ry. et al. 
1s080—Seift & Co. vs. C. M. & St. P. Ry. et al. 


December 2—Houston, Tex.—Assistant Director Burnside: R 
* Finance No. 5869—Application of San Antonio & Aransas Pass “4 
= authority to construct a line of railroad in Cameron County, 
ex. 
Finance No. 5744—Application of San Benito & Rio Grande val 
Ry. Co. for authority to construct lines of railroad in Came 
county, Tex. 
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“ARMCO” adopts Automatic 


American Rolliag Mills Co., typical ef many 
other users, say— 


‘‘After several months of use 
we are very well pleased “WZ 
with Automatic Tariff Files 
and believe that we have at = p.,.4 whole front form 
last found the solution of any tariff right in file 


TABLE OF CONTENTS of our filing difficulties.’’ 


FREE—68-page book on Traffic 
management — manual No. 19, 
issued by the LaSalle Extension = gemove or replace any 
University and compiled by issue without disturb- 
its Traffic Research staff. It ‘ng others 


ees ‘ thoroughly describes tariff 
filing and equipment of all 
kinds. Send for your copy now. 


A gentle push closes 
drawer and safely com- 





~~ 





Test out Automatic 









in your own office presses tariffs automat- 
oR ae eter Sl tiene tes SE verte rr ea ane nie eee) 1229 on 30 days’ free trial ae into least file 
DECISIONS OF THE COMMISSION. ..........-.- cece cece ee eeneee 1233 
PROPOSED REPORTS IN 1. C. C. CASES............ cece cneee 1235 
MISCELLANEOUS TRAFFIC DECISIONG o.oo. oc ccc scccccewen cease 1239 
U.S. SUPREME SOUR DS Tees oc cc ecco rece ccceesecpeee 1239 
Se a oe) 2 le Bl ek ee Se eee ee 1243 
oe ee | ee errr ra i 1245 
ere Terr Te Te Te ee eee 1248 Aatemetic caver 
ience ~ handy 
: counter, reference top 
INDUSTRIAL TRAFFIC ADMINISTRATION (Article No. 25)—By me and eflice divisions at 
ates ME NUNN 5: .c/1a:'9:15;'5-0'5i our w ies ard eres eretayselarevarace aces wigrs (eraceresene nace ere 1255 cost of merely files. 
zs No. 3500T COUNTER HIGH 
eS sai 6a oS Sh ein eee FEW RRR Ras owe wb Nee eaceR 1259 Tariff File, 42 in. high, 11% 
— 241% = Bolt to- 
QUESTIONS AND ANGWERS. .........0.05005 0.0005 cecrneeeresses 1261 “eas” aa Gee 
tains 3 Automatic Vv Ex- 
CANADIAN TRANSPORTATION NEWS................0000000005 1270 penting ‘Taemt Fae. 
PERSONAL NEWS AND NOTEG...............000ceeeeeeeeceeeees 1272 Ls - 
floor space. 
eT aa ITU NUNS. 5, 50a 51 mics cs overseeco ce (ai'< aiiwle. ayciinicnd wasrerts vararu wiaatsvevlesllvoneieuaeenaie 1276 
DOCKET GE FEE GCONMMIGBIONN « 6.5 oiieccieseccs sire cnec ce eneee obese 1282 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 


No. 5400T Extra Capacity File. 
56 inches high, 11% wide, 
24 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 


Write for New Catalog No. 26T, 


U OM } c Prices and Tariff Literature 
a THE AUTOMATIC FILE & INDEX CO. 


East 10th Street, Green Bay, Wis. 


Chicago Branch, 40 S. Wells St. 
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AKRON, OH10—The Knickerboeker Warehouse & 
Storage Co., 36 Cherry St. 


ALBANY, N. Y.—Albany Terminal & Security 
Warehouse Co., | Dean St. 


ATLANTA, GA.—Merehants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 


BALTIMORE, MD.—Baltimore Fidelity Ware- 
house Co., Hillen & High Sts. 

BANGOR, ME.—MeLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue ‘‘A.”” 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Seneea St. 

CHARLESTON, S. C.—Charleston Warehouse & 
Forwarding Co., 16 Hasell St. 

CHATTANOOGA, TENN.—Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 

CINCINNATI, OH!O—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 

CLEVELAND, OH10—The General Storage Co., 
Orange Avenue Terminal 


COLUMBIA, S&S. _C.—Columbla 
Storage Co., P. 0. Box 989 


COLUMBUS, OH1I0—The Merchandise Storage 
Co., 29 Vine St., 

DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bidg. 
DAVENPORT, 10WA—Ewert & Richter Expregs 

& Storage Co., 320 E. 4th St. 
DAYTON, OHIO0—The 
Bainbridge St. 
DENVER, COLO.—Welcker Transfer & Storage 
Co., 1700 15th St. 

DES MOINES, !0WA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 

DETROIT, MICH.—Coe Terminal Warehouse, 607 
Shelby Street. 

EL PASO, TEXAS—El 
Co., 1125 Texas St. 

ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Raljiroad Ave. 

FARGO, N._ D.—Union 
Northern Pacific Ave. 

FORT DODGE, !0WA—Brady Transfer & Stor- 
age Co., 16th & Central Ava 

FORT WAYNE, IND.—Pettit’s Storage Ware- 
house Co., 414 E. Columbia. 


GALVESTON, TEXAS—Wiley & Nicholls 
Inc., 509 35th St. 

GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave. 

GREEN BAY, WIS.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 
HARRISBURG, PA.—Montgomery & Co., 25 

South 10th St. 
HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 


HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 


HUNTINGTON, W. VA.—Maler Sales & Storage 
Co., 1639 Seventh Ave. 

INDIANAPOLIS, IND.—Tripp Warehouse 
620 South Capitol Ave. 

JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & lonia Sts, 


KANSAS CITY, MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 


Brokerage & 


Union Storage Co., 10! 


Paso Fireproof Storage 


Transfer Co., 806 


Co., 


Co., 
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KNOXVILLE, TENN.—Kecxville Fireproof Stor- 
age Co., 612 E, Depot St. 


LANSING, MICH.—Fireproof Storage and Trans- 
fer Co., 420 N. Larch St. 


LEXINGTON, KY.—Union Transfer & Storage 
Co., Spring & Vine Sts. 


SHIPPERS 


All Chain Warehouses 
are operated with 


Low Insurance Rates 
R. R. Connections 
Cartage Facilities 


For Storage and Distri- 
bution of Merchandise 
at Equitable Rates. 


Call upon our nearest 

Representative for further 

Information regarding 
facilities in any city. 


LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


LOS ANGELES, CALIF.—Usnion Terminal Ware- 
house Ce., 731 Terminal St. 


LOUISVILLE, KY.—Lowisville Pubiie Warehouse 
Ce., Brook & Main Sts. 


LYNCHBURG, VA.—Lynehburg Storage Co., 
1324 Commeree St. 


MEMPHIS, TENN.—Pattersen Transfer Co., 24 
North 2nd St. 
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American Chain of Warehouses, Inc. * 


MILWAUKEE, WIS.—Hansen Storage Co., 120 
Jefferson St. 

MINNEAPOLIS, 
Co., 334 North 

MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 

NASHVILLE, TENN.—E. M. 
Storage Co., 1609 Broadway. 


NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. C. Linde CO., 23 Varick 
Street. 

OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West Ist St. 

OMAHA, NEB.—Bekins Omaha Van & Storage, 
806 South i6th St. 

PEORIA, ILL.—Federal 
South Adams St. 

PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 

PHILADELPHIA, PA.—Merchants Warehouse 
Co., 10 Chestnut St. 

PORTLAND, MAINE—Galt Block Warehouse 
Co., 30 Commercial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 

RALEIGH, N. C.—Carolina Storage & Dis- 
tributing Co., 108 W. Lane St. 


ROCHESTER, N. Y.—Blanchard Storage Co., 
Inc., Broad Street at Oak. 


ROCK ISLAND, ILL.—Rock Island Transfer & 
Storage Co., 101 {7th St. 

SAN FRANCISCO, CALIF,—The Haslett Ware- 
house Co., 60 California St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyres Storage & Distribut- 
Ing Co., 301 Ry. Ave. So, 

SIOUX CITY, 1IOWA—Bekins Van & Storage 
Co., 114 Riverside Aye. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, inc., Packers Ave. : 

ST. LOUIS, MO.—MoPheeters Warehouse 
1104 North Levee. 

ST. PAUL, MINN.—Security Warehouse Co. 

ST. PETERSBURG, FLA.—Southerg Transfer & 
Storage Ce. 

SYRACUSE, N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. 

TERRE HAUTE, IND.—Bauermeister Terminal 
Corp., 102 Wabash Ave, 

TEXARKANA, ARK.—Hunter Transfer Co., 819 
E. Front St. 


TOLEDO, OH10—Depenthal Truok & Storage 
Co., 108 Summit St. 


TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 


VANCOUVER, B. C.—Vaneouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. C.—Merchants Transfer & 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA.—Union Warehouse & 
Storage Co., Main, South & (6th. 

WICHITA, KANS.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 

WICHITA FALLS, TEX.—Tarry-Martin Trans- 
fer, Storage & Forwarding Co., 1507 Lamar 
Street. 

WILMINGTON, N. C.—W. & Co., 

Ine., Water & Ann Sts. 


WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


MINN.—Security Warehouse 
ist St. 


Bond Firesroot 


Warehouse Co., 800 


Co., 


B. Thorpe 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 


P. F. CASSIDY, Western Representative 


203 S. Dearborn St., Room 905 


Phone Harrison 3300 


Chicago, IIl. 
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Kansas City Fifth = 
Los Angeles Fourteenth 








Louisville Fourth “* 
Memphis Sixth a 
Milwaukee Fitth = 
Minneapolis Sixth = 
Muncie Fourth = “* 
Nashville Fifth - 
Omaha Sixth y 
Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third “* 
Port Huron = = 
Portland Thirteenth ‘* 
Rochester Second “ 
Saginaw Fourth “* 
Saint Louis si i 
Saint Paul Sixth i 
San Francisco Fourteenth ‘* 
Seattle Thirteenth“ 
"Scranton Second “ 
South Bend Fourth 
Spokane Eleventh “* 
Syracuse Second “ 
Toledo Fourth se 
Toronto Third ‘ 
Utica Second “ 





*First Morning from New York Piers and Hoboken City. 


THE TRAFFIC WORLD 


LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 





















TO FROM 
“Binghamton Second Morning Ampere 
Butfalo Bis Bloomfieid 
Cedar Rapids Sixth i Boonton 
Chicago Fourth “* Clifton 
Cincinnats rE 4 Delawanna 
Cleveland Third ye Harrison 
Columbus Fourth si Hoboken City 
Cortland Second a Hoboken Shore Railroad 
Councit Bluffs Sixth Es Jersey City 
Decatur - ey a Lyndhurst 
Des Moines ixtl 
Detroit Third“ —. 
East St. Louis Fourth =" eee 
Elmira Second oe Gisaceon 
Erie Third “ Watsessing 
Fort Wayne Fourth “ And other New Jersey points 
Fostoria Third ta 
Grand Rapids Fourth “* hariem Transfer 
Indianapolis os = i 
Ithaca Second Afternoon 
Jackson Fourth Morning 
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28th 
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Yf 
NEW YORK % On, 
TRANSFER ated 
Not Necessary to Designate Any Special Station, 


Pier or Train. 


Simply Route “LACKAWANNA” 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 





The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 





ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 



















LACKAWANNA AGENCIES 


BOSTON DETROIT NEWARK 
80 Federal Street 1st National Bank Bldg. 786 Broad Street 
\ BROOKLYN EASTON, PA. NEW HAVEN 
32 Court Street 402 Northampton Street 39 Church Street 
BUFFALO INDIANAPOLIS NEW YORK CITY 
Lackawanna Terminal 410 Guaranty Building 302 Broadway 
v) CHICAGO KANSAS CITY PHILADELPHIA 
} 111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building 
CINCINNATI MILWAUKEE PITTSBURGH 
4th National Bank Bldg. 1316 Majestic Building 428 Park Building 
CLEVELAND MINNEAPOLIS ST. LOUIS 
310 Park Building Metropolitan Life Bldg. 112 North 4th Street 





ST. PAUL 

601 Merchants Bank Building 
SAN FRANCISCO 

823 Monadnock Bldg. 
SCRANTON 

Lackawanna Station 
SEATTLE 

1312 L. C. Smith Bldg. 
SYRACUSE 

Lackawanna Station 


TOLEDO 
1605 2nd National Bank Bldg. 


TORONTO 
1602 Royal Bank Bldg. 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


——— 


SRUCP OORT, geen 
TSRECULCTINNSEEY Og 
OARS 


[L_Jocations—Large and Small 
[Tlime Saver 
Ly ted . eliahle 
(SPSS aaa 
_ =) ee en ee i eae ~ — [T]ndustrial Opportunities 
| LS pce © Labor —All Kins Available 
= Reza | 
= a. [We Want You With Us 
[Allive to Your Requirements 
[Y]esterday, Today, Tomorrow — 
Always the Best | 


(C]o-operative Policy | 
[O]nly Forty-six Years’ Experience | 


The knowledge of Industry’s requirements and 
ability to meet them through character servi 


ervice 
is an important factor in your determination of 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chi 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 
J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 


ee é a - 







LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 









Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 









The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 


jax || Ai een eee 
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ST. LOUIS—The Great Transportation 


Gateway of the Southwest 


St. Louis maintains the largest and most comprehensive system of unified terminals in the 
World. Its industrial district comprising an area of 75 square miles is served by more than 600 
miles of belt lines and railroad terminals, in addition to the mileage of the individual carriers. 


The Terminal Railroad Association of St. Louis operates the great unified system which has 
received the commendation of leading railroad authorities throughout the World. 


The Terminal directly connects with and interchanges traffic with all of the 28 railroads 
entering the St. Louis gateway. It serves 1100 industries, many of which have tracks with a 
capacity up to 500 cars. 


Along its belt lines are large tracts of moderately priced property conveniently located for 
industrial development. 


Efficient switching service at minimum cost. 
Three Essentials Ample car supply at all times. St. Louis Has 


100% Transportation service to every point All of These 
in the United States. 
Ship From the Center—Not the Rim 
Send for our new booklet ‘‘Why St. Louis Grows’’ 
Address Dept. 23 


ST. LOUIS CHAMBER of COMMERCE 


St. Louis, U.S. A. 
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All Points 


in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 


4500 Miles WW 2: me va Serving the 
e | Heart of the 


? : poi! |\\6 ee Great 
Own Lines \ eS . . ‘* ade Northwest 


of its 


THE FLOUR INDUSTRY = s 2. Pre ae ~ THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
: adian destinations must be accompan- 
i EDMONTON g ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
A WINNIPEG company same to Canadian port of 
entry. 
SAULT SAINTE MARIE 
& EMERSON: 
aN, 
"Sy, 
Qu, 
€ 
ESSEMER. 


VANCOUVER 


MENOMINEE 


a 


ALWAYS DEPENDABLE MANITOWOC 


SAINT PAUL 
AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 3rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg: St. Louis, Mo., 2050 Railway Exch. Bldg. 
E quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l] Bank CHICAGO 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., Idg. ss “to 
pre.. rust co _ Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- pone a nag ~~ Market St. 
: ippewa Falls, Wis. quette Ave. . , Mich. 
innati. Tracti ; 7 ; Seattle, Wash., 5 t " 
Cleveland, 6.'015 Union Trust Bidg. ees i Weenie Spokane, Wash. 1006 Old Nat! ’Bank Bldg. 
Dewsh, Mich., 311 Transportation Bldg. peak yo ‘ve8-08 pagent Blig a arg te — 
uluth, Minn., 320 West Superior St. segs lao a at agg hin: Bhat P acoma, Wash., 1113 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT -- - CARE SOO LINE 


MILWAUKEE 
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SOUTHERN PACIFIC LINES 
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